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PLENTY OF LOW-COST MILEAGE! 
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It’s Studebaker’s 


rugged, powerful, thrifty 
1',-ton truck 


a truck operators the nation over are 
glad to see the pace-setting Studebaker organiza- 
tion back on the job of building civilian trucks. 


They know that Studebaker sets the highest quality 
standards in the motor truck industry—standards that 
are a constant challenge to all other manufacturers of 
motor trucks. 


They know further that Studebaker has successfully 
solved the problem of designing a truck so that it gets 
the maximum mileage out of every gallon of gasoline 
and every set of tires. 


You can rely on Studebaker 


One Studebaker truck model that’s especially well- 
suited to today’s needs is the capacious, powerful, 114- 
ton Studebaker pictured above, available as cab-and- 
chassis for standard and special 12-foot bodies. 





This economical, husky Studebaker has the same 
kind of sound, solid quality throughout that won 
highest commendation for nearly 200,000 rugged 
Studebaker military trucks in tough war service. 


Studebaker also builds half-ton and one-ton trucks— 
and 114-ton models in several wheelbases. At present, 
demand is greater than supply—but, in good time, 
everyone who wants a Studebaker truck can get one. 


And remember, every truck with the Studebaker 
nameplate is designed to add new luster to the time- 
tested Studebaker reputation for trustworthy, low-cost 
transportation. 


Over 94 years’ experience in supplying America 
with outstanding hauling equipment stands behind 
Studebaker’s ability to offer you the utmost truck value 
for your money. See your nearby Studebaker dealer. 


Stadebaker 


South Bend 27, Indiana, U. S. A. 
PIONEER AND PACEMAKER IN AUTOMOTIVE PROGRESS 
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A Distinction and a Difference 


The newly organized Associated Traffic Clubs 

Foundation, the business of which is to convince 
industry generally that traffic management is impor- 
tant in its work and that traffic men, generally, are 
men of ability and integrity, is getting under way 
slowly and cautiously. That is as it should be. On the 
responsibility of its management and the wisdom of its 
early steps depends the entire success of the job it 
has elected to do. 

At the time the incorporation of the Foundation 
was announced in these columns, we printed brief bio- 
graphical sketches of the men who had been selected 
to serve on its board of directors. We said, then, that 
if its success was a matter of personalities, it had 


| already been assured. Above the board of directors, 


however, in the plan of organization, stand the three 
trustees who, according to the articles of incorporation, 
are charged with the care and preservation of the 
Foundation’s funds, the making of its budget, and in 
general, the supervision of its financial affairs. Until 
the trustees are appointed little can be done to get the 
actual work of the Foundation moving. 


It should be apparent to anyone who has studied 
the plan of organization that these men should not be 
lightly chosen. They must be so outstanding in their 
places in the world of transportation as to inspire con- 


| fidence, not only among those who are actively to par- 
ticipate in the work of the Foundation, but also in the 


world of business from which a good part of the money 


| to carry on that work must be obtained. At this writing 


ae 


the prospects appear good for obtaining consent to 
serve in these important positions of men who will 


| answer all those qualifications. 


Contact with transportation men in the weeks 


| since the first announcement of the incorporation of 


the Foundation leads to the conviction that there is 
needed particular stress, not only on what it is and 
intends to do, but on what it is not and what it will 
not try to do. There is a tendency on the part of those 
who have not read its articles of incorporation care- 
fully, or who have not thought through the problem 
of “selling” traffic management to industry, to look on 
the project as in some way connected with one of the 
various promotions intended to bring about “profes- 
Sionalization of traffic” in one way or another. 

We have in mind the announcement of an organi- 
zation of traffic men, before which there recently ap- 


peared a speaker on the subject, in which it was said 
that the address would be important to everyone in- 
terested in traffic professionalization. 

There is a sharp line of distinction between the 
efforts of those who seek to elevate the intelligence 
and efficiency of those who work in traffic and trans- 
portation, on the one hand, and the Foundation, on the 
other, which seeks to convince industry that traffic 
management is a vital and responsible function in 
business. 


Moves for professionalization are aimed at traffic 
men themselves, and would, if carried through, result 
in better educated and more efficient workers in the 
field. The effort of the Foundation, on the other hand, 
is projected outward from transportation men as a 
group and will, if successful, make the leaders of busi- 
ness, agriculture and other phases of American com- 
merce aware of the fact that the efficient supervision 
of its transportation matters is at least of equal impor- 
tance as the other great divisions—such as purchasing, 
production and finance. 


WwW: THINK IT is important to bear the distinction 
in mind. Traffic men may well contribute time and 
effort to the success of such a movement as that for the 
formation of an institute for traffic management on the 
basis that it will improve the lot of the individual traffic 
man. To the extent that the successful traffic man lends 
his work and good will to the enterprise, so that the 
younger group may eventually arrive at his eminence, 
he is being altruistic in the matter; but there is a much 
larger element of perfectly reasonable self-interest in- 
volved in all moves toward professionalization. 

The work toward building in industry an appre- 
ciation of the work of traffic management is, however, 
preponderantly altruistic. As planned by the Founda- 
tion, it is not directed specifically toward the improve- 
ment of educational background of the individual traffic 
man nor toward an enhancing of his economic status. 

There is, of course, an incidence of the latter in- 
volved. Obviously, if industry generally acquires a 
healthy appreciation for the traffic man and his work, 
there are going to be places in executive circles for 
more and bigger traffic men than there are now. The 
contributor to the Foundation, however, can hardly 
be expected to consider what he gives as an investment 
to that end. He must have the general welfare and 
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~~ 
A. C..Scott, newly appointed President of Geo. 
F. Alger Company, Detroit. The announcement 
of this promotion came at ‘the conclusion of 25 
years service. From bookkeeper to vice president 
and general manager to his present position, Mr. 
Scott’s growth with the company has been high- 
lighted with his interest as a champion of high- 
way safety. Few if any other companies can 
boast of the safety awards and rodeo trophys 

won by Alger drivers. 


VAN LOADS OF FREIGHT ... flatbeds with steel 

.. castings for auto plants... tanks for the army . 
bulk cement for big projects ... there’s no limitation 
to the kind of service given by these flexible rubber- 
tired highway conveyors. The orange and black 
Trailers of the Alger fleet are impressive sights on 
many city streets and on the open highways through 
5 central states. 


Twenty-one years ago George F. Alger adopted the 
Trailer method of hauling and purchased his first 
Fruehauf. Bigger loads were hauled. Service to 
customers was stepped-up. The business grew. More 
Fruehaufs were added to the fleet ... different de- 
signs were engineered to meet the demands for the 


swift, safe movement of varied products. 


Dependability of equipment—good appearance of 
Tractor and Trailer—operators with skill and “know 


TRAFFIC WORLD 


These 4-wheel Fruehaufs loaded with waste 
paper consigned to Monroe, Michigan, were the 
first Trailers to be added to the Alger fleet of 
trucks more than 21 years ago. 


how”—have all contributed much to the company’s 
success story. Long, rugged service from the Trailers 
themselves is paralleled by men, many years in the 
company employ, who have found romance in the 


development of the motor transport industry. 


The addition of 10 new Fruehauf-Tandem-Axle 
Freight-Vans to the “Line of Champions” is a part of 
Alger’s postwar expansion program—another tribute 
to the product upon which they, in the hauling busi- 
ness, must depend for their earnings. 


* * 


World’s Largest Builders of Truck-Trailers 


FRUEHAUF TRAILER COMPANY 
DETROIT 32, MICHIGAN 


8 Factories—60 Factory Service Branches 
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progress of his profession of craft deeply at heart— 
must be willing to throw something into the general 
pot for the general welfare, else his. interest will be 
misplaced. 

In stressing this vital difference between profes- 
sionalization, on the one hand, and the objectives of the 
Foundation, on the other, we are not trying to com- 
pare the relative importance of the two. If those who 
are in the position best to know, feel that the organiza- 
tion of an institute for traffic management will improve 
the lot of the traffic man, individually and collectively, 
we have nothing but encouragement for them. We con- 
fess a little fear that the present intense activity on 
both scores, after both ideas have gestated through 
periods running into years, may tend to divide efforts 
that ought to be concentrated on one or the other, and 
that the confusion in the minds of many, to which we 
have referred, may be aggravated rather than dispelled 
thereby. 

If, however, the members of the two groups (and 
the groups have some members in common) keep their 
differentiation carefully before those with and through 
whom they are working, it may well be that the com- 
ing months will see tangible progress toward two ob- 
jectives that have been held enticingly before the trans- 
portation fraternity for a long, long time. 


HIS ISSUE of the Traffic World contains some modi- 

fications in its headlines that should be welcome to 
readers. We have been aware for some time that our 
headlines have not been sufficiently informative to make 
it easy for the reader to select in passing those items 
in which he was particularly interested. The typo- 
graphical limitations of a single line of type made it 
impossible to describe the appended matter with enough 
detail to be of much more than decorative use. Now, in 
addition to extending the heads to two lines, in which 
considerably more can be said about what follows, we 
have adopted the plan of beginning the more impor- 
tant articles with brief summaries, set forth in larger 
and heavier type than the body of the article, so that 
one who merely scans the issue may still get something 
out of it and may have his attention sharply called to 
those things he needs most to have more information 
about. 

These changes are the first of a number which 
have been under consideration for some months, but 
which had to be postponed, first, by wartime paper limi- 
tations, and then by labor troubles in our print shop. 
We intend that they shall only be the first of a num- 
ber, some others of them more important, which will 
serve to make the Traffic World more attractive and 
easier to read. 


CHANGES IN DOCKETS 
Hearing in MC 104004, Sub. 103, assigned for February 13, at At- 
lanta, Ga., was cancelled. 
Hearing in MC 71516, Sub. 22, assigned for February 14, at Birming- 
ham, Ala., was cancelled. 
Hearing in MC 59625, Sub. 4, assigned for February 14, at Indian- 
apolis, Ind., was postponed to a date to be fixed. 
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Hearing in MC 12315, assigned for February 14, at Omaha, Neb., 
was postponed to March 4, at Hotel Fontenelle, Omaha, Neb., before 
Examiner Cosby, instead of Examiner Cunningham. 

Hearing in MC 71516, Sub. 36, assigned for February 14, at Birming- 
ham, Ala., was postponed to March 4, at Jefferson County Ct., Birm- 
ingham, Ala., before Examiner Boss. 


Hearing in MC 58775, Sub. 1, assigned for February 15, at Philadel- 
phia, Pa., was cancelled. 

Hearing in MC 103435, Sub. 16, assigned for February 11, at Rapid 
City, S. D., was changed to February 11, at Alex Johnson Hotel, 
Rapid City, S. D., before Examiner Simmons, instead of Jt. Bd. 377. 

Hearing in MC 106257, assigned for February 11, at Trenton, N. J., 
was postponed to March 6, at U. S. Ct., Trenton, N. J., before Exam- 
iner Hurley instead of Examiner Gaffney. 

Hearing in W-930, assigned for February 12, at Cleveland, O., was 
postponed to a date to be fixed. 

Hearing in MC 84728, Sub. 15, assigned for February 13, at Phila- 


delphia, P2., was postponed to March 5, at U. S. Ct., Philadelphia, Pa., 
before Jt. Bd. 199. 


Traffic Management Institute 
Meeting Set for March 1 


The Associated Traffic Clubs of America has sent letters 
of invitation to a selected list of men prominent in traffic and 
transportation to attend a meeting, at the Gibson Hotel, Cin- 
cinnati, O., to consider and discuss the formation of an institute 
for traffic management. 

In the letter it is pointed out that the encouragement and 
fostering of such an institute have had the attention and study 
of the association for fifteen years and that “sentiment in favor 
of such a plan” has now reached a point where “‘the time for the 


organization of such an institute appears to be at hand.’”’ Con- 
tinuing, it says: 


Among other things the institute shall, for the purpose of advanc- 
ing transportation and traffic management, afford an opportunity to 
those who occupy the top rungs of the ladder in the field of transporta- 
tion, to lend a helping hand to promising persons on the lower rungs 
who seek assistance and guidance. Under this plan the less informed 
or inexperienced shall be able to improve their station in life which 
also should prove beneficial to their employer. Likewise, it should 
bring about an elevation of transportation management in the field of 
business generally. It is planned also to assist and advise educational 
institutions*to establish curricula to afford students an opportunity to 
study transportation and traffic management, and to integrate education, 
technical training and experience. Truly this is an altruistic and 
unselfish movement. 


Because of limited accommodations, attendance at the first 
meeting will be by invitation only. A number of the men most 
prominent in promoting the formation of an institute will be 
present. It is also announced that Commissioner Aitchison 
will be present and make an address on the subject. Those 
who intend to participate are asked to notify Mr. F. A. Doebber, 
at the Citizens Gas and Coke Utility, 33 Farm Bureau Building, 
Indianapolis, Ind., president of the association, and to make 
reservations at the Hotel Gibson, Cincinnati, as promptly as 
possible. 


IVES RETURNS TO TRAFFIC WORLD 


First Lieutenant Ralph N. Ives has returned to Traffic 
World as production manager after three years and four months 
in the Army Air Corps of which twenty-two months were spent 
overseas. Mr. Ives will have charge of all production—advertis- 
ing, editorial, and circulation—on Traffic World and its four 
sister publications. He will also have charge of advertisers’ 
copy service and will assist in advertising promotion. 


American Warehousemen’'s Meeting 


A number of speakers are listed on the agenda for the fifty- 
fourth annual meeting of the American Warehousemen’s Asso- 
ciation, to be held February 20-22 at the Edgewater Beach 
Hotel, Chicago. 

J. W. Howell, of San Francisco, general president, will 
address the opening session the afternoon of February 22. 
Others to speak at that session include: J. Leo Cooke, of 
Newark, chairman of the committee on railroad retirement 
acts, who will speak on “The Pending Railroad Retirement Leg- 
islation”; Leo M. Nicolson, of Chicago, on “Disposal of Surplus 
War Plants”; Brig. Gen. N: H. McKay, chairman, Army- 
Industry Storage Committee, on “Industry Liaison with War 
Department in Peacetime’’; Clem D. Johnston, of Roanoke, 
national councillor of the A. W. A., on “Our Part in the Na- 
tional Activities of Organized Business’; and Sydney Anderson, 
of Minneapolis, vice-president of General Mills, Inc., and presi- 
dent, Transportation Association of America, on “Where Do 
We Go From Here?” : 

Separate sessions of the Merchandise Division and National 
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Association of Refrigerated Warehouses Division will be held 
during the following two days. Members of the Chicago Asso- 
ciation of Refrigerated Warehouses and the Illinois Association 
of Merchandise Warehousemen will be hosts to those attending 
the annual meeting, at a social hour the afternoon of Febru- 
ary 20. Mark A. Brown, executive vice-president, Harris Trust 
& Savings Bank, Chicago, will be the speaker at the annual] 
dinner, February 21. 


Wool and Mohair Rate Hearing 
Gets Under Way at Chicago 


Department of Agriculture witnesses trace back- 
ground of four-year-old case, cite spread between 
rates on domestic wool and on imported wool and 
many other commodities, and freight charges paid 
on “shrinkage” 


The Commission’s investigation into the reasonableness of 
rates on wool and mohair, scheduled to get under way January 
9, 1946, at the Morrison Hotel, Chicago, but postponed at that 
timé because of the lack of hotel accommodations in Chicago, 
began at the above hotel, February 13, before Commissioner 
Patterson and Examiner Mattingly. Sitting with the commis- 
sioner and examiner was a committee of four representing the 
National Association of Railroad and Utilities Commissioners, 
composed of Commissioners Miller, of Iowa; Cramer, of Cali- 
fornia; Larken, of North Dakota; and Darby, of South Caro- 
lina. The case is docketed as I. C. C. No. 28863. 

Charles B. Bowling, chief of the transportation rates and 
services division, marketing facilities branch, production and 
marketing administration, of the United States Department of 
Agriculture, first to testify, sketched the background of the 
case and his department’s interest in the proceedings. Because 
wool is produced by approximately 400,000 producers in all 48 
states and is an important item in our agricultural economy, 
“the department believes that a reduction in the level of wool 
freight rates, if acquired, will react to the benefit of the many 
thousands of wool producers in this country,” said Mr. Bowling. 

He said that on June 22, 1942, the National Wool Growers’ 
Association, of Salt Lake City, the National Wool Marketing 
Corporation, of Boston, the National Livestock Producers’ As- 
sociation, with headquarters in Chicago, the Pacific Wool Grow- 
ers, Inc., of Portland, Ore., and the Livestock Traffic Associa- 
tion, of Fort Worth, Tex., jointly petitioned the Interstate 
Commerce Commission to institute an investigation into the 
reasonableness and lawfulness of rates on wool and mohair, 
and that on July 15 of that year the Assistant Secretary of 
Agriculture wrote to the chairman of the Commission, endors- 
ing the petition. 

By order dated July 31, 1942, the Commission instituted a 
general investigation of all wool and mohair rates in conti- 
nental United States moving all rail, or partly by rail or partly 
by water, he said, and on September 11, 1942, a pre-hearing 
conference was held by Commissioner Patterson, assisted by 
Examiners Mattingly and Hoy, in Chicago. In November, the 
railroad respondents petitioned the Commission to broaden the 
investigation by the inclusion of rates, rules, regulations and 
practices via motor and water carriers, said Mr. Bowling, but 
this petition was denied by the Commission in December, 1942. 

The Commission designated dates and places of hearing 
commencing August 31, 1943, in Chicago, but, before the hear- 
ing got under way, proponents asked a delay in the proceedings 
because ‘‘various parties of interest representing the producers, 
including the Secretary of Agriculture, suffered personnel losses 
on account of the war. On August 2, 1943, the Commission 
issued an order which in substance vacated its previous order 
instituting a general investigation of all wool and mohair 
freight rates, and on August 12 the Commission cancelled its 
hearings. 

On June 13, 1944, said Mr. Bowling, a conference was held 
in the Department of Agriculture, attended by representatives 
of state public utilities commissions, national and state wool 
growers’ organization and national farm organizations. The 
conference favored urging the Commission to investigate wool 
and mohair rates, and later petitions were filed to this effect. 
Attorneys for railroad respondents then, on December 18, 1944, 
filed a reply requesting the Commission to deny these petitions. 
The Commission, on February 5, 1945, denied the petitions 
requesting the reopening of the general wool investigation, but 
petitions were again filed, counter-petitions were filed by the 
railroads, and on May 7, the Commission reinstated I. C. C. 
docket No. 28863. 


The next witness, Charles H. McLeod, agricultural trans- 
portation specialist of the Department of Agriculture, intro- 
duced five lengthy exhibits prepared under his direction, to- 
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gether with written testimony. The exhibits, said he, high- 
lighted the following facts: 


First, the spread between the $1.05 rate on imported wool in grease, 
carload, and the $2.33 rate on domestic wool in grease, carload, from 
the same origins and to the same destinations, over the same routes, 
with like mileage. 

Second, the production of domestic wool in all 48 states of the 
union moving for the most part to one destination, over distances 
ranging from five miles to more than 3,000 miles. 

Third, the abnormal proportion of transportation charges paid to 
carriers on waste, commonly. called shrinkage, 60 per cent of the total 
weight of wool in grease shipped being of no value to the producer 
who pays the freight bill. 


He said there had been a decrease of 9,000,000 sheep from 
1942 to 1945, due to unprofitable operations. 

James K. Knudson, Department of Agriculture attorney 
and chief counsel for the various proponents in the wool case, 
said in his opening statement that “we seek to eliminate in- 
equitable rates and unfair practices.” 

Other attorneys for the wool interests are Charles Blaine, 
of Phoenix, Ariz., and C. B. Bee, of Oklahoma. 

Elmer B. Collins, assistant western general counsel of the 
Union Pacific Railroad, is chief counsel for the railroad re- 
spondents. Other railroad attorneys active in the case are 
George H. Muckley, Alfred S. Knowlton, Leo P. Day and W. A. 
Northcutt. 

Examiner Mattingly estimated that the hearing would last 
about two weeks. 


A. T. A. Committee Amends Request 
for Accounting Procedure Changes 


A provision that the Commission, in considering the modi- 
fications of its uniform system of accounts for Class I motor 
carriers requested by the American Trucking Assoc ations, Inc., 
has been added to the A. T. A. petition, that the Commission 
give thought to excluding carriers offering diversified services 
so as to permit them to limit the increased account'ng details 
to reporting only general commodity hauling (see Traffic World, 
Dec. 8, 1945, p. 1404). 


Some objections to the suggested revisions of accounting 
procedure having been raised by carriers to the method by 
which the A. T. A. desired to obtain greater detail on costs of 
inter-city common carriers of general freight, the special com- 
mittee of eight members was appointed and Robert J. McBride, 
chairman of the Regular Common Carrier Conference of the 
A. T. A. was chosen impartial chairman to help reconcile the 
views of the committee members, who were evenly divided for 
and against the accounting change. In approving and suggest- 
ing the amendment to, the A. T. A. petition, the committee 
adopted the following resolution: 


This committee approves the A. T. A. petition to the Interstate 
Commerce Commission for revision of motor carrier accounts set forth 
in revised schedule dated January 9, 1946, with the understanding and 
request that the Commission make it effective April 1, 1946, and that 
on or about October 1, 1946, A. T. A. shall make to the Interstate Com- 
merce Commission whatever further recommendations it deems desirable 
for change either by deletion or addition, and that if those recommen- 
dations are adopted by I. C. C. that they become effective January 1, 
1947; that the Commission give consideration to excluding from these 
requirements carriers rendering diversified services where the elimina- 
tion of such carriers would not detract from or destroy the value of 
the figures from that territory—or that the Commission permit a car- 
rier who falls under one or more classifications in addition to hauling 
of general freight to subdivide his figures so that the figures reported 
to the Commission will reflect only those dealing with the hauling of 
general commodities. 


The committee members who opposed the accounting revi- 
sion said carriers engaged in transporting other than general 
freight would have difficulty complying with the proposed sug- 
gestions for greater detail, and discussion resulted in the 
amendment. 

Chester G. Moore, of the Central Motor Freight Associa- 
tion, urged a need for more complete information in motor 
carrier rate cases before the Commission as well as those cases 
embodying emergency measures. He said that lack of informa- 
tion on a representative number of carriers in a territory had, 
in the past, cost the trucking industry hundreds of thousands 
of dollars in needed revenue. 


CONTRACT CARRIER QUESTION—CORRECTION 


In a story in Traffic World, February 9, p. 361 on the 
Commission’s report on oral argument in MC 31214, Motor 
Haulage Co., Inc. Contract Carrier Application, the docket 
number was incorrectly given as MC 31412. 


Februa 
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Miami Scores Point in Decision 
on Shipside Rates’ Application 


Proposal of F. E. C. and S. A. L. to cancel shipside 
application of rates when used as proportionals or 
factors of through rates not sustained, but cancella- 
tion of shipside rates on export and import traffic 
between certain Florida points and Florida ports other 
than Miami found not unreasonable 


Cancellation of shipside application of class and commodity 
rates on export and import freight originating at or destined 
to specified points in Florida would result in just and reasonable 
rates, but the proposed cancellation would not result in just 
and reasonable rates to and from Port Everglades, Palm Beach, 
and Fort Pierce, Fla., on export or import freight originating 
at or destined to points in the United States other than the 
designated Florida points, said the Commission, Division 3, in 
a report and order in I. and S. No. 5340, Cancellation Shipside 
rates Port Everglades, Fla. 

The division ordered the suspended schedules cancelled by 
March 15, without prejudice to the filing of new schedules in 
conformity with its conclusions. 

By schedules filed to become effective April 16, 1945, and 
later, the Florida East Coast and Seaboard Air Line collectively, 
proposed to cancel the shipside application of class and com- 
modity rates, published as local rates and proportional rates, 
on certain export and import traffic generally in carloads, be- 
tween (A) Jacksonville, South Jacksonville, Palatka, and Ben- 
son Junction, Fla., and (B) the ports of Port Everglades, Palm 
Beach, and Fort Pierce, Fla., said the report, and continued: 


The schedules were filed in response to a request by Miami inter- 
ests that this port and Port Everglades be accorded equality of treat- 
ment. Upon protest of the Broward County Port Authority, herein 
called Port Authority, in which the port of Palm Beach joined, and of 
the Director of Economic Stabilization and the Price Administrator, the 
operation of the schedules was suspended until November 16, 1945, and 
has since been deferred voluntarily by respondents pending disposition 
of this proceeding. 


The report said counsel for certain Miami interests had 
explained that the port of Miami favored a parity of rates, 
either by the establishment of shipside application at Miami or 
cancellation of shipside rates at the ports of Port Everglades, 
Palm Beach, and Fort Pierce, but had offered no evidence. 


The present situation at Port Everglades, and the situation 
that would result from cancellation of shipside application at 
that port, was described as follows: 


Respondents pay at Port Everglades, out of the rates on the traffic 
here considered, a wharfage charge of 23 cents per net ton and charges 
ranging from 34 to 100 cents a net ton for the handling of shipments 
of representative commodities between freight cars and shipside. These 
charges are paid to the Port Everglades Terminal Company, a private 
corporation performing certain terminal services under permit issued 
by the Port Authority. Cancellation of shipside application at Port 
Everglades as proposed by respondents, would make applicable on 
representative commodities, terminal charges, published in Agent R. H. 
Hoke’s port charges tariff, I. C. C. No. 987, and payable by shippers, 
of either 20 or 22 cents a net ton for wharfage 30 to 88 cents a net ton 
for handling. Respondents now pay but one handling charge on each 
shipment. Additional charges for the handling of shipments stored at 
the port are now borne by shippers. Respondents pay the Port Author- 
ity $5 per car, not here in issue, for switching carload traffic between 


Port Everglades Junction and loading or unloading points at Port 
Everglades. 


The shipside class 1 rate of 81 cents on export and import 
traffic now in effect between Jacksonville and Port Everglades, 
343 miles, resulted from authorized increases and reduction to 
the Class 1 competitive rate of 52 cents, said the division, add- 
ing that this rate was established in 1916 between Jacksonville 
and Key West, 522 miles. It said respondents compared the 
81-cent rate with class 1 rates of 103 and 147 cents, for 343 
miles, predicated on basic scales plus authorized increases, for- 
merly prescribed for application in Official and Southern Terri- 
tories, respectively, and with 171 cents based on the southern 
Scale plus the class 1 arbitrary for the Florida peninsula. It 
Said the 81-cent rate applied between Jacksonville and Miami, 
365 miles, without shipside application. 


Shipside commodity rates on export and import traffic be- 
tween Jacksonville and Port Everglades were generally lower 
than shipside and non-shipside rates on the same commodities 
for comparable or shorter distances between specific southern 
points, selected by respondents, and ports in Alabama, Georgia, 
Louisiana, Mississippi, South Carolina, western and northern 
Florida, and between Port Everglades and designated points in 
interior and western Florida, said the division. 

After discussing comparisons offered, and rejecting an O. P. 
A. contention that cancellation of the shipside application would 
result in the exaction of unreasonable transportation charges 
(the division observing that domestic carload traffic was com- 
monly loaded and unloaded by or at the expense of shippers 
and receivers and that absorption of such charges on export 
and import shipments had generally been prompted by carrier 
competition), the division said: 


The shipside rates under consideration apply also as proportionals 
or rate factors on traffic to and from points in the United States other 
than Florida. Respondents, however, were unable to state the extent 
to which the rates could be so used and introduced no evidence which 
would indicate that cancelation of shipside application as to such traffic 
would result in through rates which would be just and reasonable. 
Hence, their proposal to cancel shipside application of the rates when 
used as proportionals or factors of through rates is not sustained. It 
is shown by respondents’ comparison with rates applicable generally 


. between points in the south and rates on export and import traffic 


to and from other ports in southern states including Florida, that 
cancelation as proposed of shipside application of rates on export and 
import traffic to or from Port Everglades, Palm Beach, and Fort Pierce, 
originating at or destined to the specified points in Florida, would not 
result in relatively unreasonable rates and charges. 

We find that the cancelation of shipside application of class and 
commodity rates on export and import freight covered by the suspended 
schedules and originating at or destined to the points in Florida 
specified in the suspended schedules would result in just and reasonable 
rates. We further find that it has not been shown that proposed 
cancelation would result in just and reasonable rates to and from the 
ports of Port Everglades, Palm Beach, and Fort Pierce on export or 
import freight originating at or destined to points in the United States 
other than the designated points in Florida. An order will be entered 
requiring cancelation of the suspended schedules and discontinuing this 
proceeding, without prejudice to the filing of new schedules in con- 
formity with the conclusions expressed herein. 


Suspended Provision of Rule 34 on 
Car Substitution Ordered Canceled 


On or before March 11, on not less than one day’s notice, 
carriers parties to Consolidated Freight Classification No. 16, 
have been required to cancel schedules containing a proposed 
change in section 2 of rule 34 of the classification, dealing with 
substitution of cars, the proposal having been found not just 
and reasonable in a report and order of the Commission, Com- 
missioner Alldredge, in I. and S. No. 5347, Rule 34—Substitu- 
tion Provisions. 

The suspended provision, according to the report, provided 
that “if carrier is unable to furnish closed car of the length 
ordered and furnishes longer car, minimum weight shall be that 
for car ordered, provided shipment: could have been loaded in 
closed car of length ordered.” 

The revised rule was published in an effort to clarify the 
application of the present rule and in an attempt to comply 
with the requirements of rule 66(a) of the Commission’s tariff 
circular No. 20, said the report because of conflicting interpre- 
tations by the federal courts of the phrase “when loading 
capacity of car is used” in the current rule. The report then 
quoted the pertinent portion of rule 66(a), and observed that, 
while that rule had the proviso that “the shipment could have 
been loaded into or upon car of the capacity or size ordered,” 
the corresponding proviso in the proposed rule pertained ‘only 
to the length of the car ordered.” It added it was clear that the 
suspended rule did not meet the requirements of the tariff cir- 
cular rule, because length was but one dimension used in deter- 
mining the capacity or size of a car. Protestants had pointed 
out, said the report, that there was great variation in the load- 
ing capacities of closed cars of the same length. 

Substitution, it said, was contemplated where such action 
was necessary to place the shipper in the position it would have 
been in if its order had been fulfilled, but that “the proposed 
rule does not adequately accomplish the desired result, it is 
impractical of application, and its establishment would open 
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the way for preference and discrimination,” and was not stated 
with the required degree of certainty and particularity. 


Commission Grants Lower Rates on New 


Packages and New Articles, Intercoastal 


By a report and order in No. 28622, Intercoastal Rate Struc- 
ture (formerly U. S. Maritime Commission No. 514), the Com- 
mission, division 3, has authorized all carriers parties to Agent 
Harry S. Brown’s westbound freight tariff No. 1-C, SB-I No. 
6 to establish rates lower than those applicable to freight, 
all kinds, n. o. s., on (1) articles or commodities shipped in 
types of packages other than those for which specific rates are 
published, and as to which the penalty rule (applying on ship- 
ments in packages other than those designated in rate items, 
that fall within higher classes of packages specificaliy men- 
tioned in the penalty rules), but not lower than such specific 
rates; and (2) articles or commodities on which no rate is pro- 


The division said the agent justified the request in con- 
nection with rates on types of packages other than those for 
which specific rates were published on the ground that there had 
been “innumerable changes” in the packaging of commodities 
carried by intercoastal services since suspension of service 
because of war. As to the authority granted in (2) as afore- 
mentioned, the division said the permission sought was to cover 
new articles or commodities for which there was now no spe- 
cific description or rate in any individual tariff item. 

The report observed that in the situation as to new type of 
packages, and in that relating to new articles or commodities, 
the carriers were required to apply the published rate for 
“Freight, all kinds, N. O. S.”’ and that the carriers desired to 
publish rates lower than those applicable on freight, all kinds, 
which, the division said, was designed to provide a rate on 
articles moving only occasionally or not in great volume. 

The instant report and order modify the order of April 
9, 1940. Original report, 2 U. S. M. C. 285, in which the Mari- 
time Commission prescribed minimum reasonable rates on 
westbound intercoastal commerce. 


Household Goods Irregular Route 
Authority Denied Allied Van 


Allied Van Lines, Inc. has been denied authority to trans- 


over irregular routes, by the Commission, in a report written 
by Commissioner Alldredge on oral argument and order in 
MC 15735, Allied Van Lines, Inc., Common Carrier Application, 
- embracing also same, Sub. No. 1, Extension—All States. 

The Commission reversed the findings in the prior report 
in which division 5 authorized operation by Allied as a common 
carrier by motor vehicle of household goods between all U. S. 
points over irregular routes (see Traffic World, November 18, 
1944, p. 1287). 

Allied’s proposed plan, said the Commission in the instant 
report, did not clearly bring it within the definition of a common 
carrier. Because of Allied’s character, financial status and 
affiliations, it said, the Commission was unable to find that the 
proposed operation was required by present or future public 
convenience and necessity. 

Commissioner Miller concurred in the result. Commis- 
sioner Lee dissented and was joined by Commissioner Rogers, 
and Commissioner Splawn did not participate in disposition of 
the proceeding. 





PUGET SOUND FREIGHT CAR FERRY SERVICE 


By an order in W-361, Sub. 3TA, Puget Sound Navigation 
Co. Temporary Authority, Mukilteo-Tacoma, the Commission, 
division 4, has authorized the applicant to operate as a common 
carrier by non-self-propelled vessels with the use of separate 
towing vessels, in the performance of a freight-car ferry serv- 
ice between Mukilteo and Tacoma, Wash., until June 30. 


CRAIN BROTHERS WATER APPLICATION 


By a report and order in W-852, Crain Bros., Inc., common 
carrier application, the Commission, division 4, has denied the 
application. It found operation by the applicant as a common 
or contract carrier by water not shown (1) to be required by 
the public convenience and necessity or (2) to be consistent 
with the public interest and the national transportation policy, 
between points on the Ohio, Kanawha and Monongahela Rivers. 

The division observed that the application seeking rights 
under section 309 (A) of the interstate commerce act (the 
“grandfather” clause) had not beer filed with the Commission 
within the required 120 days from the effective date of section 


vided other than those applicable on freight, all kinds, n. o. s. ° 


port household goods between all points in the United States, 
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309. It said no authority from the Commission was required 
by the applicant for the performance of towage for carriers 
subject to Part III of the act, the applicant’s services since 1941 
having consisted solely of those operations. 











Commission Motor Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of motor carrier reports of the 
Commission. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


*MC 104823, Sub. No. 13, J. F. Beaird and F. W. Clark, 
Louisville, Ky. Certificate granted. Petroleum and petroleum 
products, in bulk, in tank trucks, from Warcer, Tenn., to points 
in five Ky. counties, over irregular routes. 


Commission Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of Commission reports. Mimeo- 
graphed copies of such reports in full may be obtained by prompt appli- 
cation to the Commission.) 


Unpeeled Wooden Piling 


No. 29212, Joseph Scofield et al. vs. A. C. L. et al. By 
division 2. Carload rates on unpeeled wooden piling from vari- 
ous points in Delaware, Maryland, Pennsylvania, North Caro- 
lina, and Virginia, to Escanaba, Mich., found unreasonable. 
Reparation awarded and reasonable rates for the future pre- 
scribed. Rates assailed found to have been, to be, and for the 
future unreasonable to the extent they had exceeded, exceeded, 
or might exceed the following, subject to carload minimum of 
36,000 pounds: 45 cents from Kelton, Pa.; 47 cents from Cam- 
bridge, Md., Greenwood, Del., and Guinea, Penola, and Stony 
Creek, Va.; 48 cents from West Point, Va.; 49 cents from 
Marion and Pocomoke, Md., and Hallwood, Machipongo, and 
Suffolk, Va.; and 51 cents from Purvis, Va., and Ahoskie, Con- 
way, Edenton, Elizabeth City, Eure, Hertford, Kelford, Potecasi, 
Roduco, Sarem, Winfall, and Woodland, N. C. Carriers re- 
quired to establish those rates on or before May 13, on not less 
than 30 days’ notice. The division said the assailed rates from 
origins in Official Territory had exceeded and exceeded the cor- 
responding concurrent rates in the reverse direction by from 
3 to 9.75 cents, and that the latter had been and were joint 
rates, in effect for a number of years. It said further, that 
rates between points in Official Territory ‘approved in Lumber 
Between Points in Official Territory, 214 I. C. C. 493, 219 I. C. C. 
427, and later increased, were from 1 to 6 cents lower than the 
corresponding assailed rates, and that the latter rates had been 
and were unreasonable to the extent they had exceeded and 
exceeded the concurrent column 25K rates from and to the 
same points. Rates from origin point in Southern Territory to 
Escanaba, it said, should not exceed 51 cents and should not 
have exceeded that amount on shipments in issue except in the 
period when the 6 per cent general increase authorized March 
2, 1942, was in effect, i.e., from March 17, 1942, to May 14, 
1943. It said complainant should comply with rule 100 of the 
Commission’s rules of practice. 


Ferro-Chrome 


Fourth Section Application No. 21021, Ferro-Chrome in 
Official Territory. By division 2. Denied, an application of 
carriers parties to Jones and Curlett tariffs for authority to 
maintain rates on ferro-chrome, carloads, minimum 56,000 
pounds, from Holcomb Rock, Va., Alloy and Glen Ferris, W. Va., 
Ceico, O., and Niagara Falls and Suspension Bridge, N. Y., to 
Cincinnati, O., Louisville, Ky., St. Louis, Mo., Gary, Ind., Chi- 
cago, Alton, and Granite City, Ill., without observing the long- 
and-short-haul provision of section 4. Relief authorized tem- 
porarily by fourth section order No. 15214. The report said 
relief sought was to enable applicants to meet normal com- 
mercial competition from Charleston, S. C. It said the record 
failed to establish proposed rates were not lower than neces- 
sary to meet the competition from Charleston or that appli- 
cants’ routes from producing points closer to common markets 
operated at any disadvantage in reaching such markets as com- 
pared with longer routes from Charleston over which, it said, 
the rates conformed to section 4. 


Iron Sand 


No. 29217, American Steel Abrasives Co. et al. vs. B. & O. 
et al. By division 2. Dismissed. Found that scrap iron rates 
charged on carload shipments of chilled shot and angular grit 
(iron sand), from Butler, Pa. to Galion and Mansfield, O., and 
between Pittsburgh, Pa. and Galion and Mansfield, were in- 
applicable. Applicable rates found to have been and to be 
corresponding sixth-class rates, minimum 40,000 pounds, and 
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that the applicable rates had not been and were not unreason-. 
able. 
Sugar Mill Machinery 


No. 29282, American Factors, Ltd. vs. C. of G. et al. By 
division 2. Dismissed. Domestic rate of $1.96, minimum 40,000 
pounds, charged on two carloads of sugar mill machinery, 
knocked down, shipped from Macon, Ga., to San Francisco, 
Calif., for reforwarding to Hawaii, found applicable and not 
shown unreasonable, on the ground that the freight left pos- 
session of the rail carrier for storage awaiting shipping space, 
thus not complying with a condition of the export tariff. 


Refined Sulphur 


No. 29287, Stauffer Chemical Co. vs. A. T. & S. F. et al. By 
the Commission, Commissioner Patterson. Dismissed. Rate of 
$1.50, composed of commodity rate of $1.04 to Chicago, Ill., and 
sixth-class rate of 46 cents beyond, on 206 carloads of refined 
sulphur shipped in the statutory. period from San Francisco, 
Oakland, and Berkeley, Calif., to Chauncey, N. Y., found not 
shown to have been unreasonable. Complainant, said the report, 
sought as the basis for reparation a joint commodity rate of 
$1.37, minimum 80,000 pounds, established March 1, 1945, after 
applications filed by complainant with defendants August 5, 
1941, and later. 

Iron or Steel Bolts and Nuts 


No. 29289, American Factors,, Ltd., vs. Erie et al. By 
division 2. Dismissed. Domestic rate charged on one carload 
of iron or steel bolts and nuts from North Tonawanda, N. Y., 
to San Francisco, Calif., for reforwarding to Hawaii, found 
to have been applicable and not shown to have been. unreason- 
able. While complainant had made the shipmént in good faith 
with the understanding that the export rate would be applied, 
and with the intention that it should be exported, the report 
said complainant could have obtained the benefit of the export 
rate by complying with the rules governing the storage in 
transit of export traffic at San Francisco, of which it had 
knowledge, but had failed to do so. 


Glassware 


No. 29291,-Watertown Chamber of Commerce vs. A. T. & S. 
F. et al. By division 2. Rate of 66 cents from Oklahoma origins 
and Fort Smith, Ark., to Watertown, S. D., found to be, and for 
the future to be, unreasonable to the extent it exceeds or may 
exceed -50 cents. Compliance in respect of unreasonablness to 
remove undue prejudice alleged as to complainant’s competi- 
tors at Sioux Falls, S. D., and Pipestone, Minn. Defendants or- 
dered to establish prescribed rate on or before May 16, on 30 
days’ notice. 

Building Slabs 


No. 29283, Federal Cement Tile Co. et al. vs. C. & O. et al. 
By division 2. Twelfth-class rate of 30 cents, minimum 40,000 
pounds, on 86 carload shipments of concrete slabs from Detroit, 
Mich., to Blair, Elza, and Oak Ridge, Tenn., in the period Octo- 
ber 27, 1943, to September 26, 1944, found applicable. Found 
that applicable rates were and that rates to Blair and Oak 
Ridge were, and for the future would be unreasonable to the 
extent they exceeded or might exceed 24 cents per 100 pounds, 
minimum 60,000 pounds. Reparation awarded, and complainants 


— to include shipments moved since September 26, 





Ruling on Traffic Solicitation 
of Unauthorized Water Carrier 


Assistant Director John F. Girault, of the Bureau of Water 
Carriers and Freight Forwarders, has issued an administrative 
ruling in response to a question propounded, indicating what is 
deemed by the bureau to be the correct application and in- 
terpretation of the pertinent provisions of the interstate com- 
merce act. The question and the answer were as follows: 


Question: Are any provisions of the act violated when, with respect 
to transportation by water subject to the act, an unauthorized carrier 
by water solicits and obtains traffic at rates fixed by ‘it, issues the 
billing, directs, controls, and is responsible for all of the transportation 
thereof in accordance with the shipping instructions; and effects col- 
lection of the freight-charges but, in order to make its operations 
appear lawful, arranges with an authorized carrier for the use of the 
latter's name and issues the bills of lading and performs all of the 
services in the name of the authorized carrier, the unauthorized carrier 
purporting to act as an agent? 
ins “eames Sec. 309 and possibly other sections of the act are vio- 

ed. g 

An authorized carrier, within the scope of its certificate, may use 
the services of other carriers. See Union Barge Line Corp. Applica- 
tions, 250 I. C. C. 689, and Strittmatter Common Carrier Application, 
20 I. Cc. Cc. 639, 645. But the issuance of bills of lading and perform- 
ance of all services by an unauthorized carrier, in the name of an 
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authorized carrier, under the guise of agent. for such carrier, does 
not constitute transportation by the authorized carrier, where the use 
of its name is for the purpose of enabling the unauthorized carrier 
to circumvent the provisions of the act. Other provisions of the act 
which may be involved are contained in section 5. 


Mr. Girault said rulings of this kind were tentative and 
provisional and were made in the absence of authoritative de- 
cisions on the subject by the Commission. 


Cottonseed Crushers Oppose Rails 
in Vegetable Oil Rates Proceeding 


The Commission has denied a petition of the Alabama 
Great Southern Railroad Co. for reopening, further hearing, re- 
consideration, and postponement of the effective date of the 
Commission’s order No. 27747, Mississippi Cottonseed Crushers 
Association vs. Atlanta, Birmingham and Coast Railroad Co., et 
al., and petitions of the Office of Price Administration and of 
the Bureau of Raw Materials for American Vegetable Oils and 
Fats Industries for postponement of the effective orders in No. 
27747. and in No. 28553, National Cottonseed Products Asso- 
ciation, Inc., vs. Atlanta, Birmingham and Coast Railroad Co. 
et al., an embraced case. The order as modified will become ef- 
fective March 18. 

Pending before the Commission is a petition of transcon- 
tinental railroads for reopening, rehearing, and modification and 
postponement of the effective date in order No. 27747. To this 
petition replies in opposition have been filed with the Commis- 
sion by the complainant and the intervening Texas Cottonseed 
Crushers’ Association (see Traffic World Feb. 2, p. 299). 

The two associations said that although some of the delay 
in complying with the Commission’s order was attributable to 
the recent war, the complaint had been pending over 4 years 
before the country got into the war. There had already been 
two hearings and two oral arguments, and the case had been 
decided: “the same way” twice, they said, adding that the par- 
ticular contentions of the carriers had been thoroughly consid- 
ered twice and rejected as unsound. 

“Must the relief to which this Commission twice has said 
these complainants are entitled be further denied them by this 
continual and repeated sniping by the carriers and by the re- 
ceivers of foreign vegetable oils who have an unlawful advan- 
tage, condemned as such by the Commission 8 years ago, which 
they hope to keep?” asked the associations. 


Reopening Granted in Army’s 
Wharfage Reparation Case 


By orders entered in No. 29117, United States of America 
vs. Aberdeen & Rockfish Railroad Co. et al.—frequently re- 
ferred to as the army’s Norfolk wharfage reparation case—the 
Commission has granted petitions of railroad defendants serving 
north Atlantic ports and of the southern railroad defendants 
for reopening, reargument and reconsideration of the proceed- 
ing. The Commission granted, also, a petition of Benjamin J. 
Brooks, attorney, of Washington, D. C., for leave to intervene 
as “amicus curiae” for the purpose of filing a reply to the 
carriers’ petitions (see Traffic World, Nov. 24, 1945, p. 1269). 

At the same time, the Commission, by Commissioner 
Splawn, postponed until its further order the effective date of 
the cease-and-desist order issued by division 2, in connection 
with its report in No. 29117, the effect of which was to require 
the defendants on and after April 1, 1946, to make an allow- 
ance to the army for wharfage and: handling incident to ship- 
side receipt of the army’s export, import, coastwise and inter- 
coastal freight:at army base piers 1 and 2, Norfolk, Va.; or to 
furnish wharfage and perform the handling service themselves. 
Division 2 awarded reparation to the army at the rate of 4 
cents a hundred pounds on a finding that the defendants had 
failed at all times since June 15, 1942, and had failed and refused 
on and after July 1, 1943, after the army had made written 
request therefor, to perform the service or make an allowance 
for it (see Traffic World, Aug. 25, 1945, p. 481). 


In its order granting Mr. Brooks leave to intervene and 
to be treated as a party thereto, the Commission said replies 
to the Brooks reply to the carriers’ petitions might be filed on 
or before February 28. 

The Baltimore Association of Commerce and five other 
“port interests” filed an objection to granting intervention to 
Mr. Brooks and the defendants filed a motion to deny his 
petition for intervention and to strike from the Commission’s 
files Mr. Brooks’ reply to the defendants’ petitions for reopen- 
ing, reargument, and reconsideration. 

“It would be most extraordinary for the Commission to 
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receive a brief at this stage of the proceeding presenting an 
argument for the disposition of the case on a different basis 
than urged by complainant or dealt with by defendants or the 
other parties to the case in their briefs and arguments already 
presented,” said the Baltimore association and other port inter- 
ests. “In the absence of an opportunity to reply to Mr. Brooks’ 
argument, the receipt of his reply would be very prejudicial 
to the north Atlantic port interests because the ‘new approach’ 
now suggested involves a separation of the single-factor trans- 
portation rates to and from Norfolk into separately stated 
line-haul and terminal charges.” 

The port interests averred that if the Commission decided 
to receive Mr. Brooks’ reply brief, the parties, and particularly 
the north Atlantic port interests, should have an opportunity 
to reply to Mr. Brooks’ argument before it was considered by 
the Commission. 

Besides the Baltimore association, other port interests ob- 
jecting to Mr. Brooks’ intervention were the Chamber of Com- 
merce and Board of Trade of Philadelphia, Norfolk Port-Traffic 
Commission, Port of New York Authority, Richmond Chamber 
of Commerce, and State Port Authority of Virginia. 

Counsel for the defendants, in their motion, contended that 
the intervention petition showed on its face that the petitioner 
represented no “interest or interests who would benefit by 
affirmative action by the,Commission in the proceeding.” Re- 
ferring to rule 72 (a) of the Commission’s general rules of 
practices and Northern Securities Co. vs. United States, 191 
U. S. 555, they averred that Mr. Brooks had no grounds on 
which to intervene. 

“While petitioner’s reply is obviously devoid of merit and 
defendants hesitate to dignify it by notice, it is objectionable 
in that it attempts to broaden the issue raised by the com- 
plaint and purports to state (a new approach to the case),” 
said the defendants’ counsel. 


N. Y., S. & W. REORGANIZATION 


Total allowances of $255,589.13 out of a claimed $389,191.64 
for compensation and reimbursement of expenses to be paid 
out of the debtor’s estate, for expenses incurred from June 1, 
1937, to and including July 8, 1945, in connection with the 
debtor’s reorganization proceedings, have been fixed by the 
Commission, division 4, by a report and order in Finance No. 
11681, New York, Susquehanna & Western Railroad Co. Reor- 
ganization. The largest single amount fixed was $50,479.25 
for Root, Clark, Buckner & Ballantine, counsel for the insur- 
ance group. The same firm was allotted $27,500 as special 
counsel for the debtor’s trustee, after having claimed $50,000. 
The report said that Edith A. Merritt, individual bondholder, 
claimed $25,077.52 and was allowed $1,000. 


W. & L. E. CONTROL 


Reopening for consideration of the questions of vacating 
outstanding orders and terminating a trust established pursuant 
thereto, has been ordered by the Commission, division 4, in 
No. 21012, Interstate Commerce Commission vs. Baltimore & 
Ohio Railroad Co., embracing also Same, Sub. No. 1, I. C. C. 
vs. New York Central Railroad Co., and Same, Sub. 2, I. C. C. 
vs. New York, Chicago & St. Louis Railroad Co. 

The proceedings were assigned for further hearing, jointly 
with Finance No. 15181, at the Commission’s offices on March 
5, at 9:30 a. m., before Examiner Molster. 

In No. 21012 and Subs. Nos. 1 and 2, the Nickel Plate, the 
Chesapeake & Ohio, and the Alleghany Corporation asked the 
Commission to vacate and set aside all outstanding orders in 
the proceeding, pursuant to which a trust was set up in 1930 
to hold Wheeling & Lake Erie stock owned by the carriers and 
Alleghany, and to approve termination of a trust agreement of 
July 30, 1929 (see Traffic World, January 19, p. 158). 

In Finance No. 15181 the railroads and the Alleghany asked 
authority for acquisition by the Nickel Plate of certificates of 
deposit representing 78,145 shares of common stock in the W. 
& L. E., or, in the event the trust was dissolved, to acquire the 
shares of stock. 


FREIGHT CAR USE CHARGE 


The Commission has denied the petition of the American 
Short Line Railroad Association for an investigation into the 


reasonableness of charges for use of freight cars without prej- - 


udice to the filing of a formal complaint. The petition was 
filed early in 1945 (see Traffic World, Jan. 20, 1945, p. 155). 
J. M. Hood, president of the association, said a formal com- 
plaint would be filed. 


AERO MAYFLOWER RATES TO BE INVESTIGATED 

The Commission, division 2, by an order in MC C-517, 
Household Goods Over Aero Mayflower Transit Co., has insti- 
tuted an investigation into the rates and regulations of Aero, 
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and set the investigation for hearing with I. and S. M-2627, in 
which the Commission suspended, from February 1 until Sep- 
tember 1, tariff MF-I. C. C. No. 35, and supplement No. 1 
thereto of Household Goods Carriers’ Bureau, agent, Washing- 
ton, D. C., which, the Commission said, proposed to increase 
rates and accessorial charges on household goods between poinis 
in the United States. The schedules were protested by the 
Price Administrator (see Traffic World, Feb. 9, p. 365). 

In his protest, the Administrator said a study of Aero rates 
and revenues had been submitted in support of the proposal, 
and charged that rule 6 of Ex Parte MC-19 was being used as 


a subterfuge to obtain increased revenues for the proponent 
carriers. 


COMMISSION ORDERS 


1. & S. M-2530, Minimum class rates in central states and east. 
Respondents under special permission having filed tariffs effective 
September 18, 1945, and later, cancelling suspended schedules, proceed- 
ing discontinued. 

1. & S. M-2540, Cancellation joint rates and routes, C. C. & C. High- 
way, Inc. Respondents under special permission having filed tariffs 
effective December 21, 1945, and later, cancelling suspended schedules, 
proceeding discontinued. 

1. & S. M-2567, Minimum rate restrictions, Motor Cargo, Inc. Re- 
spondents under special permission having filed a tariff effective Novem- 
ber 15, 1945, cancelling suspended schedules, proceeding discontinued. 

1. & S. M-2574, Bos Freight Lines, restrictions in rates. Respondents 
under special permission having filed a tariff effective December 17, 
1945, cancelling suspended schedules, proceeding discontinued. 

1. & S. M-2575, Internal combustion engines, Montana, W. T. L. 
Respondents under special permission having filed a tariff effective 
January 7, cancelling suspended schedules, proceeding discontinued. 

1. & S. M-2580, Oil field equipment, accessorial charges. Respondents 
under special permission having filed a tariff effective November 13, 
1945, cancelling suspended schedules, proceeding discontinued. 

1. & S. M-2583, Split deliveries, W. Earle Gosweiler. Respondent 
under special permission having filed a tariff effective November 30, 
1945, canceliing suspended schedules, proceeding discontinued. 

1. & S. M-2592, Tidewater Express Co., class rates. Réspondents 
under special permission having filed a tariff effective January 10, 
cancelling suspended schedules, proceeding discontinued. 

1. & S. M-2594, Corn syrup, Waverly, Ia., to Twin Cities, Minn. Re- 
spondents under special permission having filed a tariff effective De- 
cember 8, 1945, cancelling suspended schedules, proceeding discontinued. 

1. & S. M-2603, Alcoholic liquors, wires, in south. Respondents 
under special permission having filed a tariff effective January 12, 
cancelling suspended schedules, proceeding discontinued. 

1. & S. M-2604, Electric lamps or bulbs over Harrison Motor Freight. 
Respondents under special permission having filed a tariff effective 
January 10, cancelling suspended schedules, proceeding discontinued. 

1. & S. M-2607, Motor vehicles, North Carolina, South Carolina and 
Virginia. Respondents under special permission having filed a tariff 
effective December 4, 1945, cancelling suspended schedules, proceeding 
discontinued. 


1. & S. M-2611, Joint rates, Gaffney Transfer and Storage Co. 
Respondents under special permission having filed tariffs effective 
January 22, cancelling suspended schedules, proceeding discontinued. 

MC-F 2964, Kenosha Auto Transport Corp., control; Western Auto 
Transports, Inc. Application dismissed. 

Finance 14677, Chicago, Burlington & Quincy Railroad abandon- 
ment, etc. Effective date of certificate and order of January 3, extended 
to March 15. 

Finance 14891, Baltimore & Ohio Railroad operation. Effective date 
of order of Division 4, of November 28, 1945, further extended to 
March 15. 

MC-F 2463, W. F. Carey and B. B. Beveridge, control; Commercial 
Carriers, Inc., lease, C. M. Boutell et al., and MC-F 2581, Walter F. 
Carey and B. B. Beveridge, control; Commercial Carriers, Inc., pur- 
chase, J. & H. Transport, Inc. Time within which petitions for recon- 
sideration may be filed, extended to March 15. 

MC-F 2595, Johnnie Aaron, lease, Bowen Motor Coaches, and MC-F 
2925, Johnnie Aaron et al., lease, Bowen Motor Coaches. Lease by 
Johnnie Aaron, John D. Harvey, and E. C. Hightower, dba West Texas 
Transportation Co. of portion of operating rights of Bowen Motor 


Coaches, approved and authorized on terms and conditions. Applica- 
tion in MC-F 2595, dismissed. 
MC-F 2722, R. F. Hemperley, purchase, W. H. Johnson. Applica- 


tion dismissed. . 

No. 29035, Beacon Milling Co., Inc., vs. A., C. & Y. et al. Order 
of July 7, 1945, modified to become effective April 1, on not less than 
15 days’ notice instead of February 25. 

No. 29251, The Elkhorn Sand Co., Inc., vs. C. & O. et al. 
plainant’s application for a subpoena duces tecum, denied. 

1. & S. 5381, Absorption unloading costs San Francisco Bay Ports. 
Respondents under special permission having filed tariffs effective on 
or before February 4, cancelling suspended schedules, proceeding dis- 
continued. “ 

MC-F 2648, Barend Zevalkink and John Zevalkink, control; Michigan 
Messengers, Inc., control, Vyn Co. Time within which authority 
granted in report and order of August 17, 1945, may be exercised 
extended to August 12. 

1. & S. 5362, Cream to Lakeville, Minn., and No. 29028, Lakeville 
Creamery Co. vs. Railway Express Agency, Inc. et al. Petition of 
protestant-complainant for reopening and further hearing, denied. 

No. 29137, Gar Wood Industries, Inc. vs. Alton & Southern et al. 
Petition of complainant for reconsideration, denied. 

No. 29176, Colgate-Palmolive-Peet Co. vs. A. G. S. et al. 
of defendants for argument before, 
Commission, denied. 
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No. 29177, Tonka Mills Co. vs. N. Y. C. et al. 
complainant for reconsideration, denied. 

No. 29192, Geo. H. Nowland Co. vs. Aberdeen & Rockfish et al. 
Petition of defendants for reconsideration, denied. 

No. 28922, California Cotton Oil Corp. et al. vs. Alton et al., and 
No. 29150, Albers Milling Co. vs. Same. Petition of defendants for 
reconsideration and modification of report and order on further hear- 

, denied. 
ies No. 29228, B. E. Boothe & Co. vs. St. L. S. W. et al. Petition of 
complainant for reconsideration, denied. 

Ex Parte 104, Part 2, Practices of carriers affecting operating reve- 
nues or expenses, terminal services, Corn Products Refining Co. Peti- 
tion of Corn Products Refining Co. for discontinuance of proceeding, 
denied. 

MC-F 2726, Charles L. Atwater and John W. Craig control; Brada 
Cartage Co., purchase, Great Lakes Trucking Co., Inc. (Milton J. 
Miller, Receiver). Petition of applicants for reconsideration and modi- 
fication filed as of February 5. 

MC 33641, Sub. 5, Interstate Motor Lines, Inc., extension, San Fran- 
cisco. Reopened for oral argument on March 6, at Washington, D. C., 
at 10 o’clock before Commission. 

FF-51, Merchant Shippers Association, Inc., freight forwarder appli- 
cation, FF-48, Stor Dor Forwarding Co., freight forwarder application. 

Finance 14273, Missouri Pacific Railroad trustee abandonment. Peti- 
tion of Benton County, and cities of Warsaw, Lincoln, and Cole Camp, 
Mo., and numerous shippers and citizens in the territory for leave to 
file a petition for reconsideration, denied. Effective date of certificate 
of February 10, 1944, further extended from March 1, to August 31. 
Period within which Commission reserves jurisdiction to consider ques- 
tion whether conditions should be imposed for protection of employes, 
extended to 2 years from August 31. 

MC 105934, Richard A. Neyens, common carrier application. Re- 
opened for further hearing. 

MC 105976, EX, J. W. Burress, exemption. 
hearing. 

w-1, Erie & St. Lawence Corp., contract carrier application, W-357, 
Nicholson Universal Steamship Co., applications, W-732, Nicholson 
Transit Co., contract carrier application and W-773, Columbia Trans- 
portation Co., contract carrier application. Joint petition by Detroit 
& Cleveland Navigation Co. and Great Lakes Transit Corp. for further 
hearing, reargument and reconsideration, denied. 

FF-25, John W. Williams, freight forwarder application. Appli- 
cant’s petition for reopening and rehearing, accepted and filed of 
record in this proceeding and replies to such petition may be filed on 
or before February 25. Effective date of order of September 28, 1945, 
further postponed to April 20. 


Second petition of 


Reopened for further 


MOTOR FINANCE CASES 

MC F-3042, Century-Matthews Motor Freight, Inc.—Consolidation— 
Steve Bonello and Matthews Freight Service, Inc. Petition filed Janu- 
ary 30, 1946, seeking renewal of the authority previously granted for 
temporary operation by -Century-Matthews Motor Freight, Inc., of 
Duluth, Minn., of the motor-carrier rights and properties of Steve 
Bonello, doing business as Century Motor Freight, of St. Paul, Minn., 
and Matthews Freight Service, Inc., of Duluth, granted, with con- 
ditions. 

MC F-2816, A. L. Buch et al.—Purchase—Metropolitan Transporta- 
tion Co., Ine. Purchase by A. L. Buch, Raymond Buch, and Sondell 
Coleman, partners doing business as The Buch Express, of Harrisburg, 
Pa., of certain operating rights of Metropolitan Transportation Co., 
Inc., of Clifton, N. J.,-approved and authorized subject to condition. 

MC F-2022, Pacific Greyhound Lines—Issuance: of Stock. Authority 
granted Pacific Greyhound Lines, of San Francisco, Calif., to issue 
not exceeding 28,315 shares of common capital stock to provide for the 
conversion rights of an equal number of shares of outstanding con- 
vertible preferred stock, subject to condition. 

MC F-3092, Malkin Motor Freight Co.—Purchase—The Cross Trans- 
portation and Warehouse Co. Application for authority under section 
210a(b) of Malkin Motor Freight Co., of Cambridge, Mass., for tem- 
porary operation of the motor-carrier rights and certain properties 
of The Cross Transportation and Warehouse Co., of Hartford, Conn., 
granted with conditions. 

MC F-3035, Harry P. Brown—Control; Brown Express—Purchase— 
H. P. Brown and O. E. Latimer, embracing No. MC F-3036, Harry P. 
Brown—Control—Southern Transfer & Storage Co. Purchase by Brown 
Express, of San Antonio, Tex., of the operating rights and property 
of H. P. Brown and O. E. Latimer, partners, doing business as Brown 
Express, also of San Antonio, and acquisition of control of Brown Ex- 
press and Southern Transfer & Storage Co., of San Antonio, by Harry 


P. Brown through ownership of capital stock, approved and author- 
ized, subject to condition. 


UNCONTESTED FINANCE CASES 

_ Report and order in F. D. No. 15180, Chicago, St. Paul, Minneap- 
olis & Omaha Railway equipment trust certificates, granting authority 
to assume obligation and liability in respect of not exceeding $950,000 
of Chicago, St. Paul, Minneapolis & Omaha Railway Co. equipment 
trust of 1946, 13g per cent equipment-trust certificates, to be issued 
by the Northern Trust Co., as trustee, and sold at 100.159 and accrued 
sae in connection with the procurement of certain equipment. 

proved, . 

Report and order in F. D. No. 15185, Union Pacific Railroad Co. 
bonds, granting authority to issue not exceeding $44,493,000 of 30-year 
2% per cent debenture bonds, to be sold at 107.789 and accrued 
interest and the proceeds applied, in part, to the redemption of 
$44,717,000 of debenture bonds now outstanding. Approved. 


Report and order in F. D. No. 15169, Pittsburg County Railway 
Corperation et al., Purchase and Operation, authorizing purchase by 
the Pittsburg County Railway Corporation of the properties of the 
Pittsburg County Railway Company and dismissing that part of appli- 
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cation of vendor company requesting authority to sell the properties. 
Approved. 

Report and order in F. D. No. 15184, Pittsburg County Railway 
Corporation Stock, granting authority to issue not exceeding $1,000 
of capital stock, consisting of 100 shares of the par value of $10 each, 
to be sold at par, the proceeds used to purchase the railway properties 
of.the Pittsburg County Railway Co. and for working capital. Approved. 

Report and order in F. D. No. 15191, Montour Railroad Co. Note, 
granting authority to issue an unsecured promissory note for $400,000, 
to be sold at the principal amount thereof and the proceeds applied 
with other funds, to the purchase of new equipment. Approved. 

Report and order in F. D. No. 15193, Southern Pacific Railroad 
Co. Bonds. (1) Granting authority to the Southern Pacific Railroad 
Co. to issue not exceeding $50,000,000 of first mortgage bonds, series E, 
to be sold at 100.6599 and accrued interest and the proceeds used in 
connection with the redemption of a like principal amount of outstand- 
ing first mortgage bonds, series B, due January 1, 1986. (2) Granting 
authority to the Southern Pacific Company to assume obligation and 
liability, as guarantor, in respect of the payment of the principal of 
and the interest on the proposed series E bonds herein authorized 
to be issued. Approved. 


PETITIONS FOR REHEARING, ETC. 


No. 29449, Westinghouse Electric Corp., vs. Lehigh Valley et al. 
Defendants ask Commission to issue an order directing complainant to 
make allegations of complaint more definite and certain. 

FF-25, John W. Williams, dba Atlantic & Gulf Forwarding Co. 
Applicant asks for rehearing. 

MC-F 2726, Charles L. Atwater and John W. Craig, control; Brada 
Cartage Co., purchase, Great Lakes Trucking Co., Inc. Applicants ask 
for reopening and reconsideration. 

No. 13535 et al., Consolidated scuthwestern cases. Southwestern 
Lines, defendants, ask for approval under finding 27 of decision (123 
I. C. C. 203, etc.) to permit establishment of rates on canned goods, 
carloads as described in D. Q. Marsh’s I. C. C. 3559, SWL Tariff 199-L, 
from Coweta and Broken Arrow, Okla., same as are provided therein 
for application from Muskogee, Okla., to all destinations named in 
said tariff in states of Arkansas, Illinois, Iowa, Kansas, Louisiana, 
Minnesota, Missouri, Nebraska, North Dakota, South Dakota, Texas, 
Wisconsin, also Birmingham, Ala. 

No. 13535 et al., Consolidated southwestern cases. Southwestern 
lines, defendants, ask for modification of findings and orders in (123 
I. C. C. 203, etc.) by eliminating therefrom, cast iron foundry annealing 
pots; scrap fibreboard, cuttings, trimmings or waste; semi-chemical 
pulp mill waste liquor, suitable only for reclamation, in tank cars; 
wooden paper winding plugs; zirconium ferro-silicon; in carloads. 

MC-F 2706, V. W. Lee and Harris W. Lee, control; Carolina Motor 
Express Lines, Inc., lease and.purchase, Ford Reed. Ford Reed, ven- 
dor, asks for reconsideration, rehearing and oral argument. 

Finance 1417, Deficit status of Rock Island Southern Ry. Com- 
plainant asks for reopening and reconsideration. 

No. 13535 et al., Consolidated southwestern cases. Defendant rail 
carriers in southwestern territory ask for modification of findings and 
orders in 123 I. C. C. 203, etc., by eliminating blacks, chemical carbon 
not~carbon black, in carloads, as described in Item 4440, Consolidated 
Freight Classification 16, Agent R. C. Fyfe’s I. C. C. 29, and gas 
black (carbon gas black), in carloads, as described in Items 4465 to 
4485, inclusive, Consolidated Freight Classification 16, Agent R. C. 
Fyfe’s I. C. C. 29. 

No. 13535 et al., Consolidated southwestern cases. Defendant car- 
riers operating in southwestern territory ask for modification of find- 
ings and orders in 123 I. C. C. 203, etc., by eliminating sodium (soda), 
mixtures, in carloads, viz.: physical mixtures of sodium (soda), sul- 
phate of, and sulphite of, crude or unrefined, or, as an alternative, 
for approval under finding 27 in Consolidated Southwestern Cases supra 
to permit continuation on and after July 1, of rates published on afore- 
mentioned articles in Item 1816-A, Supplement 37, Agent D. Q. Marsh’s 
i &. &. ae 

W-115, Chotin and Pharr, Inc., contract carrier application. Mis- 
sissippi Valley Barge Line Co. asks for an extension of 60 days, or 
until April 29, to file a petition for reconsideration by entire Com- 
mission of decision of division 4, of January 11. 

W-326, Central Barge Co., extensions, Knoxville, Port Cargill. 
Protestant, Arrow Transportation Co., asks for reopening and recon- 
sideration or formal hearing. 


FINANCE APPLICATIONS 

Finance No. 15205, The Chicago North Shore & Milwaukee Railroad 
Co. files with the Commission a copy of the plan of reorganization for 
the company filed January 31 in the federal district court at Chicago 
(see Traffic World, Feb. 9). The plan provides for a capitalization of 
500,000 shares of no-par value common stock to be distributed only to 
holders of first mortgage gold bonds and first and refunding mortgage 
gold bonds, present stockholders and unsecured creditors to be ex- 
cluded from participation. 

MC F-3102, Pacific Greyhound Lines, of San Francisco, Calif., asks 
authority to acquire control of O. C. & N. Stages, Inc., of Altures, 
Calif., through ownership of capital stock. 

MC F-3103, Super Service Motor Freight Co., Inc., of Nashville, 
Tenn., asks authority to purchase certain operating rights of W. P. 
Selman, T. H. Selman, and R. C. Junkins, Jr., dba J. & J. Transfer 
Co., of Trion, Ga. : 

MC F-3104, Lincoln Nelson, Charles Chilberg and Herbert Chilberg, 
dba L. Nelson & Sons Transportation Co., of Rockville, Conn., ask 
authority to ‘purchase certain opcrating rights of Lorenzetti & Son, of 
Stafford Springs, Conn. 

Finance No. 15193, Supplemental. Southern Pacific Railroad Co. 
files supplemental application in connection with request for authority 
to issue $50,000,000 first mortgage bonds, Series E, to record accepted 
bid of group of bidders represented by Kuhn, Loeb & Co., at a price 
of 100.6599 per cent of the principal amount, plus accrued interest to 
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date of delivery, the bonds to bear interest at the rate of 2% per cent 
a year from January 1. Southern Pacific Co. joined in the application, 
asking authority to assume obligation and liability as guarantor. 

Finance No. 15203 Litchfield & Madison Railway Co. asks authority 
to issue to the Boatmen’s National Bank of St. Louis a ten-year install- 
ment note for $675,000, bearing interest at 2%4 per cent. It also asked 
authority to issue 5,000 shares of new non-cumulative preferred stock, 
100 par value, in exchange for 4 per cent non-cumulative preferred 
stock, $100 par value, presently outstanding, share for share, and 
further to issue 200,000 shares of new common stock of $2.50 par value 
in exchange for the 5,000 shares of common stock of $100 par value 
not outstanding. 

Finance No. 3100, Vermont Transit Co., Inc., of Burlington, Vt.. 
asks authority to purchase certain operating rights of Boston & Maine 
Transportation Co., of Boston, Mass. 

Finance No. 3101, Lone Star Coaches, Inc., of Nashville, Tenn., asks 
authority to acquire control of Panhandle Stages, Inc., of Amarillo, 
Tex., through ownership of capital stock. 

Finance No. 15207, Boston & Maine Railroad, Canadian Pacific 
Railway Co., and the Newport & Richford Railroad Co. ask authority 
to purchase all the property and assets of the Connecticut & Passump- 
sic Railroad Co., except its right to exist as a corporation, for 
$4,972,000. Othe: authority requested was for terminating of lease of 
the Passumpsic’s properties to the B. & M., with exceptions; for the 
Canadian Pacific to agree with the B. & M. for termination of sub- 
lease of certain of Passumpsic’s properties to the Canadian Pacific; 
for the Canadian Pacific to acquire control by purchase of all the 
capital stock of the Newport & Richford (the stock being part of 
the Passumpsic properties); and for the Canadian Pacific to lease from 
the Newport & Richford the line of railroad to be acquired by the 
N. & R. from the Passumpsic. The application said the purchase price 
would enable the Passumpsic to pay its overdue bonds, $1,862,000, leav- 
ing an average of $125 a share for holders of 24,880 shares of its 
outstanding capital stock, and said it was assumed the Passumpsic 
would distribute this sum to its stockholders and that the corpora- 
tion would be dissolved. 

MC F-3105, Sanders Truck Transportation Co., Inc., of Allendale, 
S. C., asks authority to purchase certain operating rights of Hughes 
Transportation, Inc., of Charleston, S. C., and temporarily to operate. 

Finance No. 15185 (supplemental), Union Pacific Railroad Co. has 
filed with the Commission a letter addressed to Halsey, Stuart & Co., 
Inc., Chicago, Ill., as representative of the several purchasers, con- 
taining information with reference. to its $44,493,000 Union Pacific Rail- 
road Co. 30-year 2% per cent debenture bonds, to be dated February 1, 
1946. 

MC F-3106, Co-Operative Transit Co., Wheeling, W. Va., asks 
authority to merge with Co-Operative Bus Co., a West Virginia cor- 
poration, and the Co-Operative Bus Co., an Ohio corporation. 

MC F-3107, Tennessee Scenic Coach Lines, Inc., Morristown, Tenn., 
asks authority to purchase certain operating rights and property of 
Winfred T. Jenkins, Morristown, Tenn., dba Tennessee Scenic Coach 
Lines. 


Railroad Abandonments 


A. C. L. 


Permission has been denied the Atlantic Coast Line Raii- 
road Co. to abandon a 33-mile branch line in Alabama, by the 
Commission, division 4, by a report and order in Finance No. 
14714, Atlantic Coast Line Railroad Co. Abandonment, with 
Commissioner Miller dissenting. 

The line in question, says the division, extends in a south- 
erly direction from a connection with the A. C. L. main line 
at Sprague, to Luverne, in Montgomery and Crenshaw counties, 
Ala., serving an agricultural territory. At one time, says the 
division, part of the area was heavily timbered, but present 
lumber operations are limited largely to production of pulp- 
wood, which constitutes the principal traffic handled over the 
branch. Notwithstanding the large volume of pulpwood traffic, 
said the division, the revenue derived from this source is less 
than 50 per cent of the total revenues from all branch traffic. 

The division said that even if an estimated cost of moving 
the branch-line traffic on other system rails at 50 per cent of 
the gross freight revenue allocated to such movements on a 
mileage basis was accepted as reasonable, under the circum- 
stances, the resultant system losses in 1942-44 would not seem 
to be in amounts sufficient to impose a serious burden on th? 
A. C. L. It said average annual traffic of more than 2,000 
cars in 1942-44 showed substantial use of the line. 


“The record impresses us that, so far as is now apparent, 
any loss to the applicant from operation of the branch would 
be outweighed by detriment to the shippers and communities 
affected that would result from its abandonment,” said the 
division. “Consequently we are forced to conclude that con- 
tinued operation of the line will not impose an undue and 
unnecessary burden on the applicant or upon interstate com- 
merce.” 


cC., A. & S. 
By a report of the Commission on further hearing and 


a supplemental order in Finance No. 13979, Chicago, Attica 
& Southern Railroad Co. Receiver Abandonment, the Commis- 


> 
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sion, division 4, has modified a certificate issued September 10, 
1943, by attaching a condition for the compensation of employes 


for loss of wages between September 15, 1943, and October 19, 
1943, both inclusive. 


The proceeding was reopened August 21, 1944, said the 
division, on petition of C. W. Breedon, former C., A. & S. em- 
ploye and Charles F. Propst, receiver, and on answer of the 
Chicago, Attica & Southern Railroad, trade name, for railroad 
operating purposes, of Dulien Steel Products, Inc. In the light 
of the evidence, said the division, it found that suspension of 
operation on September 15, 1943, of Dulien Steel Products’ line 
between Veedersburg and West Melcher, Ind., formerly oper- 
ated by the receiver, resulted in adverse effects on employes 
in loss of employment or demotion in position. 

The certificate issued September 10, 1943, was modified to 
read as follows: 


It is hereby certified, that the present and future public con- 
venience and necessity permit abandonment by Dulien Steel Products, 
Inc., doing business as the Chicago, Attica & Southern Railroad, of 
the line of railroad from Veedersburg to West Melcher, in Fountain and 
Parke Counties, Ind., described in the report aforesaid: Provided, how- 
ever, and this certificate is issued upon the express condition, that 
said Dulien Steel Products, Inc., shall compensate all persons now or 
formerly employed on its lines of railroad acquired from Charles F, 
Propst, receiver of the Chicago, Attica & Southern Railroad Co. ,for 
loss of wages sustained by said employes through dismissal from 
employment, or demotion in position, by reason of suspension of 
operation of said lines of railroad or-reduction in service thereon, in 
anticipation of abandonment thereof. 


The division further ordered: 


That such loss in wages shall be computed for the period from 
September 15, 1943, to October 19, 1943, both inclusive, by applying to 
the number of hours each of said employes so affected by suspension or 
curtailment of service would have worked in said period, if such sus- 
pension or reduction in service had not occurred, the hourly rate or 
rates of wages received by him on the last day he worked imme- 
diately prior to September 15, 1943, and deducting from the product 
so obtained the total amount of all wages, if any, received by him from 
any source for any service performed by him during the aforesaid 
period from September 15 to October 19, 1943, both inclusive. 





Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules in it 
have been suspended by the Commission. Suspension orders contain 
many schedules not reproduced here. Details of such orders are pub- 
lished in The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


I. and S. No. 5390, from February 15, until September 15, 
the operation of certain schedules as published in supplement 
No. 3 to Agent L. E. Kipp’s tariff I. C. C. No. A-3610. The 
suspended schedules propose to cancel barge-rail import com- 
modity rates on coffee, in carloads, from Baton Rouge and New 
Orleans, La. to points in Western Trunk-Line Territory, in 
connection with the Mississippi Valley Barge Line. 

The schedule was protested by the New Orleans Traffic 


and Transportation Bureau with the allegation, which it has | 


made with reference to other tariffs of the Barge Line, that the 
carrier was embarking on a policy of picking and_ choosing 
traffic without regard to its common-carrier duty to the public. 
(see Traffic World, Feb. 9, p. 374). 


I. and S. M-2628, from February 13, until September 13, 
certain schedules published in supplement No. 32 to tariff 
MF-I. C. C. No. A-160 of Middle Atlantic States Motor Carrier 
Conference, Inc., Agent, Washington, D. C. The suspended 
schedules propose to establish any-quantity commodity rates 
on radio cabinets made of synthetic gum or resin, from Bridge- 
port, Conn., to Rochester, N. Y.; cabinets, synthetic gum or 


resin, from Attleboro, Mass., to Philadelphia, Pa., and Trenton, | 


N. J.; and incandescent lamps or bulbs, fluorescent lamps, and 
fluorescent lighting fixtures, from Ipswich, Newton, Peabody, 
and Salem, Mass., to Camden, N. J. and Philadelphia, Pa., all 
for account of Associated Transport, Inc., or Harrison Motor 
Freight. 


I. and S. No. 5391, on the Commission’s own motion, from 
February 15, until September 15, certain schedules as _pub- 
lished in Supplements Nos. 62 and 69 to joint tariff, Agent 


L. E. Kipp’s I. C. C. No. 1507. The suspended schedules pro- | 


pose to cancel the rates to Deming, N. M., as maxima on 
traffic from North Atlantic ports to points in the southwest 
over ocean-rail routes. 


It was explained at the Commission that the application 
of the Deming rate as maximum over all ocean-rail routes 
was contingent on the Morgan Line rate, and that cancellation 
as proposed by the Morgan Line would have left no rates 
applicable over any ocean-rail routes, for which reason the 
Commission took action. 
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Rate Relationship on Grain and 
Feed from Pine Bluff Considered 


Examiners propose adjustment in rate relationship 
between Pine Bluff, Ark., and Memphis, Tenn., on 
grain, grain products, animal and poultry needs, orig- 
inating beyond Memphis and shipped to points south 
of Pine Bluff, to remove undue prejudice and prefer- 
ence. Reasonable rates proposed. 


Rates on grain and grain products, animal and poultry 
feed, and non-transit ingredients of animal and poultry feed, 
to Pine Bluff, Ark., and from that point to points in Arkansas, 
Louisiana and Texas, are the subject matter of a proposed 
report of Examiners G. J. Hall and J. P. McGrath in No. 29288, 
Whyte Feed Mills vs. Atchison, Topeka & Santa Fe Railway 
Co. et al. 

The examiners made the following recommendations: 


1. Rates on grain, grain products and animal and poultry feed, in 
carloads, from Memphis, Tenn., to Pine Bluff, Ark., and related points 
and points in Arkansas south of Pine Bluff intermediate to points in 
Louisiana or to Texarkana, Ark.-Tex., applicable on traffic originating 
at points beyond Memphis, found unjust and unreasonable. Reasonable 
rates prescribed. 


2. Rates on like traffic from Pine Bluff to destinations in Louisiana 
found not unreasonable, but unduly prejudicial. Undue prejudice re- 
quired to be removed. 

3. Rates on like traffic from Pine Bluff to destinations in Texas, 
and on non-transit ingredients shipped with transit ingredients of 
animal and poultry feed, in carloads, from Pine Bluff to destinations 
in Arkansas, found not shown to be unreasonable or unduly prejudicial. 


The complaint was discursive and indefinite in certain re- 
spects, said the examiners, and that, as amended at the hearing 
and limited by the evidence, it alleged in substance that rates 
on grain, grain products and mixed feeds, in carloads, from Pine 
Bluff to destinations in Arkansas, Louisiana (except Baton 
Rouge, New Orleans and points grouped therewith), and Texas 
(on and east of a north and south line extending through Fort 
Worth, Waco, and Austin), were unreasonable and unduly 
prejudicial in relation to and as compared with the rates on 
like traffic from Memphis, Tenn., and St. Louis, Mo., or from 
St. Louis to the same destinations. They said it further alleged, 
in substance, that the rates from Memphis to Pine Bluff and 
other destinations in Arkansas intermediate to points in north- 
ern Louisiana or to Texarkana, Ark.-Tex., on grain, grain prod- 
ucts and articles grouped therewith, were unreasonable and 
in violation of the long-and-short-haul rule of section 4 of the 
interstate commerce act. 


Rates from Memphis to Arkansas 


The examiners said the complaint was directed primarily 
against the rates from Memphis to Pine Bluff and points in 
Arkansas south of Pine Bluff on grain, grain products, and 
articles grouped therewith originating at points beyond Mem- 
phis from which there were no joint rates on these commodities. 
They said complainant referred particularly to rates on corn 
originating at points in western Tennessee. They continued: 


The lowest through rates on this commodity from these points to 
Pine Bluff, Rison, Camden, and Genoa, Ark., as illustrative, are combi- 
nation rates of 25, 26, 29, and 31 cents a hundred pounds, composed 
of a local commodity rate of 13 cents to Cairo, Ill., and proportional 
commodity rates of 12, 13, 16, and 18 cents, respectively, beyond. 
Through rates from and to these points based on combinations of the 
tates to and from Memphis are higher than those based on Cairo. The 
Tate from these origins to Pine Bluff, for example, based on the 
Memphis combination, is 33 cents, composed of a local commodity rate 
of 14 cents to Memphis and a local commodity rate of 19 cents beyond. 


They said the through rates from and to these points based 

On the Cairo combinations, as well as those based on the 
Memphis combinations, exceeded the rates on like traffic from 
€ same origins to points in northern Louisiana, known as 
group 1 points. There were no joint rates on this traffic from 
and to the latter points, they continued, and said the lowest 
through rates were combination rates of 24 cents, composed 
of a local rate of 14 cents to Memphis and a group propor- 








tional commodity rate of 10 cents beyond. They contrasted 
this 24-cent rate with rates ranging from 25 to 31 cents to points 
in Arkansas, naming Pine Bluff, Rison, Camden and Genoa, 
among other points as intermediate to Texarkana, to which 
the 24-cent rate applied, as an example of the situation. Divi- 
sion 2, they said, had granted defendants temporary relief 
from the long-and-short haul provision of section 4 to maintain 
rates on this traffic to. these and other destinations in Arkansas 
higher than the rates to more distant points in Louisiana and 
that the question as to whether that relief should be made 
permanent was now pending before the Commission in a sepa- 
rate proceeding. They continued: 


Complainant shows that, in the absence of proportional rates from 
Memphis to Pine Bluff and points in Arkansas south of Pine Bluff 
which are reasonably related to the proportional rates from Memphis 
to Louisiana group 1 points, it is required to pay combination rates 
on blackstrap molasses from New Orleans to points in Arkansas, 
based on the rates to and from St. Louis, and combination rates on 
grain and grain products from Oklahoma points to the same destina- 
tions, based on the rates to and from Pine Bluff, which are higher, 
respectively, than the combination rates on blackstrap molasses from 
New Orleans and combination rates on grain and grain products from 
Oklahoma to Louisiana group 1 points, based on the rates on these 
commodities to and from Memphis. 


“This showing, in and of itself,” they continued, “affords 
little, or no, valid basis for requiring the establishment of pro- 
portional rates from Memphis to these points.” 

The examiners observed that in the report on further 
hearing in Grain and Grain Products, 205 I. C. C. 301, the 
Commission prescribed a proportional rate of 9 cents from 
Memphis to Louisiana group 1 points. That rate, plus the 
authorized general 5-per cent increase of 1938, was now 10 
cents, the factor from Memphis to Louisiana group 1 points 
of the through rates to these points on traffic from points in 
western Tennessee, they continued. Proportional rates from 
Memphis to points in Arkansas were not prescribed in that 
proceeding, they said, but that, in complying with the findings 
and order therein, defendants had published a proportional 
rate of 9 cents from Memphis to certain points in Arkansas, 
including Pine Bluff, that were intermediate to Louisiana 
group 1 points over the direct routes, and restricted its appli- 
cation to traffic on which there were no through one-factor 
rates in effect via Memphis. Then, they continued, in a letter 
dated January 14, 1936, to defendants’ tariff publishing agent, 
the Commission’s Bureau of Traffic had criticised the restric- 
tion as indefinite. 


“Shortly thereafter, in supplemental report on further 
consideration in the above-cited proceeding, 215 I. C. C. 83, 
decided March 3, 1936, the Commission found that the rate- 
break combinations must be the exclusive basis of charges on 
shipments through the rate-break markets, including Memphis,” 
said the examiners. ‘Following the receipt of that letter, and 
as a result of that finding, defendants canceled the proportional 
rate from Memphis to points in Arkansas, leaving in effect 
the local rates here assailed.” 


Rail Defendants’ Contention Rejected 


The examiners said a contention of the defendants that 
maintenance of the higher rates from Memphis to Pine Bluff 
and related points and points in Arkansas, south of Pine Bluff, 
than rates on the same commodities to more distant Louisiana 
points over the same lines or routes was not in violation of 
section 4, because the Arkansas point rates were flat rates 
and the Louisiana point rates, proportional rates. Their con- 
tention was that in determining questions under section 4, 
rates of the same kind must be compared. The statement of 
the rule was correct, said the examiners, but that the applica- 


tion sought was highly artificial and would defeat the purpose 
of the section. 


“The rates assailed from Memphis to points in Arkansas, 
as stated, are those applicable on grain and grain products 
originating at points beyond Memphis,” said the examiners. 
“Although published as flat rates, these rates and the propor- 
tional rates from Memphis to points in Louisiana, applicable 
expressly on like traffic originating at points beyond Memphis, 
are essentially like rates within the purview of section 4. De- 
fendants’ contention, therefore, must be rejected.” 

The examiners continued by saying defendants otherwise 
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offered no justification for higher rates on the Arkansas traffic 
than on like traffic to Louisiana group 1 points, except that they 
had been granted temporary relief to maintain such rates and 
that their application for permanent relief was now pending 
in another proceeding. 

They said the Commission should find the rates assailed 
to those destinations for the future would be unjust and un- 
reasonable to the extent they might exceed the proportional 
rates on like traffic from Memphis to Louisiana group 1. 


Pine Bluff to Ark., La., and Tex. Rates 


Under this head, the examiners said the complainant was 
interested in the local rates on grain and grain products as 
they applied on oats originating at certain points in Arkansas, 
trucked to Pine Bluff, and shipped thence by rail, and on non- 
transit commodities, such as meat scraps, dried buttermilk, and 
salt, and on corn and hay originating at nearby points in 
Arkansas used in the preparation with other ingredients to 
and from Pine Bluff under transit arrangement. They said 
the complainant estimated that ten per cent of the feed it 
shipped from Pine Bluff consisted of non-transit ingredients, 
while a defendants’ study of more than 300 carloads of grain, 
grain products and feeds moved prior to the hearing, from 
Pine Bluff to points in Arkansas, Louisiana and Texas, showed 
that somewhat less than 1 per cent of the lading consisted 
of non-transit tonnage. 

The examiners said that while the flat rates were alleged 
to be unreasonable per se, the essential issue was the lawful- 
ness of the relation of these rates to rates from St. Louis or 
Memphis to the same destinations. After comparing the rates 
from Pine Bluff to points in Louisiana and Texas, the ex- 
aminers said the assailed flat rates generally did not exceed 
the southwestern grain scale rates for the short-line distances 
from and to these points. The Commission should conclude 
that these rates were not shown unreasonable, except insofar 
as they exceeded rates on the basis of that scale for the short- 
line distances from and to these points, as modified by the 
authorized general increase. 

As to the allegation of undue prejudice and preference to 
Arkansas and Louisiana points, the examiners said: 


The flat rates from Pine Bluff to destinations in Louisiana exceed 
the corresponding rates from Memphis, although the distances from 
Pine Bluff to these destinations are substantially less than those from 
Memphis. For example, the rate of 28 cents from Pine Bluff to desti- 
nations in group 3 exceed by 2 cents the corresponding rate from 
Memphis, although the average short-line distance from Pine Bluff to 
these destinations is approximately 102 miles less than the average 
short-line distance from Memphis to the same destinations. 

The flat rates from Pine Biuff to representative destinations in 
Arkansas vary from 1 cent at Calico Rock, in the extreme northern 
part of the state, to 15 cents at Fordyce, El Dorado, Crossett, and 
Eudora, points south of Pine Bluff, lower than the corresponding rates 
from St. Louis The rates from Pine Bluff to destinations in Louisiana 
are 10 cents less than the corresponding rates from St. Louis. The 
rates from Pine Bluff to representative destinations in Texas vary from 
8 to 14 cents lower than the corresponding rates from St. Louis. 
The fact that the flat rates from Pine Bluff to these destinations are 
relatively somewhat higher than the corresponding flat rates from 
St. Louis does not of itself establish undue prejudice and preference, 
and the other evidence does not warrant a finding of undue prejudice 
and preference in respect of these rates. 


After saying that the defendants had published the rates 
prescribed from St. Louis on further hearing in Grain and Grain 
Products, supra, and at the same time established flat rates 
from Memphis by adding 10 cents to the proportional rates to 
these destinations, the examiners said the defendants depended 
on the necessity of relating the St. Louis and Memphis rates, 
and on the relatively small non-transit tonnage, as justifi- 
cation for flat rates from Pine Bluff in excess of those from 
Memphis. They said complainant was entitled under the act 
to non-prejudicial rates even though the volume of movement 
was limited, and that the relation of the flat rates from Mem- 
phis and St. Louis did not ‘relieve the defendants from main- 
taining rates on like traffic from Pine Bluff to the same des- 
tination non-prejudicial in their relation to the rates in like 
traffic from Memphis to the same destinations. They recom- 
mended this finding: 


Upon the evidence, and considering the history and level of the 
flat rates from Memphis to these destinations, the Commission should 
conclude that flat rates from Pine Bluff to the same destinations 
4 cents less than the present corresponding flat rates from Memphis 
— afford a reasonable and non-prejudicial relation between these 
rates. 


After relating the aforementioned finding to the recom- 
mended finding that the flat rates were unduly prejudicial to 
the complainants and unduly preferential to its competitors at 
Memphis, the examiners said the flat rates from Little Rock 
and North Little Rock to destinations in Louisiana were closely 
related to the flat rates from Pine Bluff, and that Little Rock 
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and North Little Rock interveners had asked the same relief as 
accorded Pine Bluff. However, they said, no evidence had been 
submitted by these interveners as to whether and to what ex- 
tent they competed with grain dealers and manufacturers of 
feed at Memphis. In the absence of such evidence, the ex- 
aminers continued, the evidence would -not support a finding 
of undue prejudice and preference as to them, but defendants 
were not precluded from establishing rates from Little Rock and 
North Little Rock to the involved destinations that would pre- 
serve the existing relation between the rates from these points 
and the rates from Pine Bluff. 


Pick-up and Delivery of Air Freight 
Considered Incidental to Air Service 


Examiner recommends finding such service not sub- 
ject to regulation under section 203 (b) (7a), and ob- 
serves conflict in division 5 opinions, and lack of 
opinion of the entire Commission, on those provisions 


Observing that there had been a conflicting treatment given 
section 203(b)(7A) of the interstate commerce act, added to 
the latter act with the passage of the civil aeronautics act, by 
division 5 of the Commission, and that the entire Commission 
had not as yet passed on those provisions, Examiner David 
Waters, in a proposed report in MC 106028, Sky Freight De- 
livery Service, Inc., Common Carrier Application, has recom- 
mended that operation by the applicant as a common carrier 
by motor vehicle of general commodities moving on commer- 
cial air line or air express bills of lading, between points in 
New Jersey and New York, be found exempt under those sec- 
tions, and authority therefore not required. He said the appli- 
cation should be dismissed. 

The examiner cited the details of the contract between the 
applicant and American Airlines, Inc., in connection with the 
latter’s “recently developed” air freight service, offering the 
shipping public a through transportation service from origin to 
destination by ground and air. Under the contract, he said, 
American issued bills of lading, published rates, and collected 
the charges, engaging motor carriers to transport shipments 
on the ground. Among other provisions of the contract, he 
cited on that applicant should perform services in the name of 
American, and in no manner refer to itself, designate itself or 
hold itself out to the public other than as an agent for Amer- 
ican. The services, he said, involved the pick-up and delivery 
of shipments of air freight moving between the consignors or 
consignees, on the one hand, and the airports of origin or des- 
tination, on the other, the service provided from and to 5 points 
in New York and 23 points in New Jersey, at rates applicable 
from and to either New York or Newark. He said the New 
York points were within the limits of New York City and the 
New Jersey points within a radius of 23 miles of La Guardia 
Field, N. Y., and 8 miles of Newark Airport, N. J. 

“Air freight shipments would generally move by air during 
the night and by motor vehicle during the day,” said the ex- 
aminer. “Under this plan of operation, overnight service would 
be rendered between points as far apart as New York City and 
Fort Worth, Tex. To make the plan a success, this fast trans- 
portation in the air must be combined with fast transportation 
on the ground... .” 

The examiner compared air express and air freight ship- 
ments, with rail express and rail freight shipments. 

The provisions of section 203 of the act, as added to by the 
civil aeronautics act, he quoted as follows: 


Sec. 203 (b)—Nothing in this part, except the provisions of sec- 
tion 204 relative to qualifications and maximum hours of service of 
employes and safety of operation or standards of equipment shall be 
zonstrued to include— (7a) the transportation of persons or property 
by motor vehicle when incidental to transportation by aircraft... . 


Under these provisions, he continued, applicant’s transpor- 
tation of property by motor vehicle was exempt from regula- 
tion (except as to the safety requirements of section 204) when 
such transportation is incidental to transportation by aircraft. 

After quoting cases in which a division of the Commission 
had dealt with Railway Express Agency applications, establish- 
ing the principle that motor vehicle operations of the Agency 
or its subsidiaries incidental to transportation by aircraft were 
not subject to the provisions of part II of the act, except those 
of section 204, the examiner said that the division had seem- 
ingly departed from the principle in several cases involving 
motor vehicle operations of the Agency in the transportation 
of air express shipments from and to airports, referring to 31 
M. C. C. 332, 343, 363, 385, 653, 661, 683, and 700, and quoted 
from the first of these as follows: 


Applicant’s transportation of air express shipments by motor ve- 
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constitutes a line-haul operation. Such transportation is not consid- 
ered to be ‘‘incidental to transportation by aircraft’’ within the mean- 
ing of the exemption provisions. Therefore, applicant requires 
authority from us for its transportation of air express shipments, 
moving in interstate or foreign commerce, between these points. 


“The meaning of section 203(b) (7a) cannot be said to have 
been definitely settled in view of the conflicting treatment given 
its provisions by division 5, the lack of any decision involving 
this section by the Commission, and the absence of any discus- 
sion of the intent of Congress in the legislative history of these 
provisions,” continued the examiner. “In the circumstances, 
the examiner is of the opinion that the provisions should be 
interpreted on the basis of the common meaning of the words 
contained therein as defined in an authoritative dictionary.” 

The key word, he said, was “incidental” and after discus- 
sing the definition in a commonly used dictionary said it was 
clear from the facts that applicant’s transportation of property 
by motor vehicle was an adjunct of American’s transportation 
by aircraft. It followed, then, he said, from the dictionary 
definition that applicant’s transportation was “incidental to 
transportation by aircraft’? within the meaning of section 
203 (b) (7a). 





AMMUNITION RATINGS 


I. and S. M-2586, Twenty Millimeter Ammunition—Classi- 
fication Ratings. By Examiner Henry C. Lawton. Recommend- 
ings finding proposed specific motor classification ratings on 
20-millimeter ammunition, in boxes, for application by carriers 
parties to the National Motor Freight Classification be found 
not shown just and reasonable, that suspended schedules be 
ordered canceled, and the proceeding discontinued. By sched- 
ules filed to become effective October 6, 1945, those carriers 
proposed to establish for application throughout the country 
specific rating of double first class in less than truckloads, and 
first class, minimum 30,000 pounds, on 30-millimeter ammunition 
in boxes, to supersede present ratings. On protest of Middle 
Atlantic States Motor Carrier Conference the operation of the 
schedules was suspended until May 6. The examiner said as the 
20-millimeter gun was clearly a cannon, the ammunition there- 
for was cannon ammunition and the present ratings for “Am- 
munition, fixed, for cannon” applied thereon. If it was reason- 
able to rate 20-millimeter cannon ammunition specifically, any 
other sizes of such ammunition should also be rated specifically, 
he said, adding that reasonable classifications did not connote 
the establishment of a multiplicity of specific ratings that might 
create more confusion than the general ratings they were in- 
tended to supplant. 





DECKER VAN LINES REVOCATION CASE 


Examiner C. J. Peterson, in a proposed report on further 
hearing in MC C-405, Decker Van Lines, Inc., Revocation of 
Certificate, has recommended that the Commission discontinue 
the proceeding, and that the respondent be found-to have been 
at the time of the further hearing, performing reasonably con- 
tinuous and adequate service of the scope and character author- 
ized in its certificate. 

The examiner said it had been found that the applicant 
had failed to comply with its certificate in MC 60004 and given 
45 days from October 5, 1944, to reestablish and thereafter 
perform reasonably continuous and adequate service to the 
public, and to inform the Commission thereof within 10 days. 
He said the respondent had filed an affidavit dated November 1, 
1944, claiming compliance with the order of October 5. 

The examiner said the respondent had moved its office 
from New York, N. Y., to Albany, N. Y., within the 45-day 
period named in the order and that, within that period and 
up to the time of the further hearing.had held itself out to 
perform service in conformity with his certificate, and had 
diligently sought such traffic. 





WILKES-BARRE MOTOR SERVICE COMPLAINT 

Examiner C. T. Mayo, in a proposed report in MC C-497, 
Bergman’s et al., dba Boston Store, et al., vs. Daley’s Blue Line 
Transfer Co., et al., has recommended that the Commission dis- 
miss the complaint and find that the complainants have failed 
to show that the defendants have failed, or are failing, to 
rencer reasonably continuous and adequate service as author- 
ized and required by their respective certificates. The examiner 
said the complainants were in the retail merchandising business 
at Wilkes-Barre, Pa., and that the defendants, under their 
certificates, were authorized to transport general commodities 
between Pennsylvania and New York points. 


1. C. ACT REVISIONS 
"he Commission has published a 399-page volume contain- 
Ing text of the interstate commerce act “together with text of 
ceriain supplementary acts and related sections of various 
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other acts,” revised to January 1. In a foreword it is explained 
that the statutes compiled are those that primarily relate to 
the rate-making jurisdiction of the Commission. The volume is: 
on sale for 60 cents by the Superintendent of Documents, 
Washington 25, D. C. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration of 20 
days from date of service of reports (unless otherwise stated), become 
effective unless exceptions have been filed within the 20-day period or 
exceptions have been seasonably filed by other parties, or the order has 
been stayed or postponed by the Commission. State in which applicant 
has home office is shown in “black face” type, with name of town or 
city following.) 


Wisconsin (Kenosha)—-MC 30837, Sub. No. 20, Kenosha 
Auto Transport Corporation. Certificate proposed. New trucks, 
in truck-away and drive-away service, in initial movements, 
from Chicago, Ill., to points in Ariz., Ida., Nev., Ore., R. L., 
S. C., Utah, and Vt., and the District of Columbia, over irregu- 
lar routes, and rejected, damaged, or refused shipments of new 
trucks from such described destination territory to Chicago. 

New York (Williamson)—-MC 21115, Sub. No. 1, Lang- 
worthy Motor Freight Lines, Inc. Certificate proposed. Frozen 
foods between points in 12 N. Y. counties, on the one hand, and, 
on the other, Baltimore, Md., points in a described Pa. area, 
and specified N. J. points, over irregular routes. 

New York (Albany)—MC 2756, Sub. No. 7, John Vogel, 
Inc. Certificate proposed. General commodities, with excep- 
tions, serving specified intermediate and off-route points in 
N. Y. state, with restrictions. 

Ohio (Cleveland)—-MC 48846, Sub. No. 12, W. Curtis Keal. 
Certificate proposed. Motor vehicles, in initial movements, from 
specified Mich. points to all U. S. points, and the same com- 
modities, in secondary movements, from all U. S. points to 
specified Mich. points, in both drive-away and truck-away serv- 
ices, over irregular routes. 

Wlinois (Chicago)—MC 52657, Sub. No. 297, Arco Auto Car- 
riers, Inc. Certificate and dual operation proposed. (1) New 
automobiles, new busses, new trucks, and other self-propelled 
automotive equipment, new trailers, and (2) new chassis, cabs, 
bodies and other parts of the aforementioned motor-vehicle 
equipment, from Appleton, Wis., in initial movements, to all 
U. S. points, by the truck-away and drive-away method, with 
stop-over at body or specialty plants or other manufacturing. 
places anywhere in the U. S. for assembling or installing bodies 
or other equipment, limited to traffic in initial movements from 
either Clintonville or Appleton, Wis., over irregular routes, with 
rejected shipments of the same commodities in the reverse di- 
rection. 

Indiana (Columbus)—MC 52967, Sub. No. 1, Newsom 
Trucking Co. Denial of certificate and of dual operation pro- 
posed. (1) Automobile parts and accessories, steel furniture, 
radio receiving sets, radio parts, electric house heaters, electric 
motors, steel folding ironing boards, steel laundry tubs, electric 
irons, electric toasters, and sundry metal articles from five spec- 
ified Ind. points to points and places in Mich., Wis., Minn., Ia., 
Mo., Ill., Ky., O., W. Va., Pa., and N. Y., traversing Ind. for 
operating convenience, and (2) materials and supplies used in 
the manufacture of the aforementioned commodities from 
points and places in the specified destination territory to the 
aforementioned origin points, all over irregular routes. 

Indiana (Columbus)—-MC 69901, Sub. No. 4, Newsom 
Trucking Co. Denial of certificate proposed. Metal furniture, 
metal articles, automobile parts and accessories, accessory parts, 
house radios, electric house heaters, advertising material, paint, 
machinery, machinery parts, and materials and supplies used in 
or incidental to the manufacture of the aforementioned com- 
modities, between specified Ind. points. 

Missouri (Kansas City)—-MC 103967, Sub. 5, John Walls. 
Certificate proposed. (1) Physician’s, dentist’s, and hospital 
equipment uncreated and new, between Kansas City, Mo.-Kan., 
and points within 25 miles thereof, on the one hand, and, Chi- 
cago, Ill., Detroit, Mich., Philadelphia, Pa., and points in Kan., 
Neb., Ia., Mo., Wis., O., and N. Y., on the other; and (2) un- 
crated new furniture, and new store fixtures and equipment, 
from Omaha, Neb., Burlington, Ia., and points in Ill. and Mich., 
to Kansas City, ineluding return of damaged or rejected ship- 
ments. 

Minnesota (St. Paul)—-MC 105512, Terminal Transport Co. 
Permit proposed. Petroleum products, in bulk, in tank trucks, 
between various points in Minn., Wis., Mich., and Ia., over ir- 
regular routes. 

lowa (Halbur)—-MC 105947, Alonzo Neppl. Certificate pro- 
posed. Live stock, from Halbur, Ia., and points within 15 miles 
of Halbur, to Omaha, Neb., and feeds, live stock, building ma- 
terials, and fencing, from Omaha to Halbur and points within 
15 miles thereof, over irregular routes. 

lowa (Griswold)—-MC 106029, C. G. Hartman. Denial of 
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certificate proposed, for want of prosecution. Live stock, feed, 
and building material, between Griswold and points within 10 
miles thereof, on the one hand, and, on the other, Omaha, Neb., 
over irregular routes. 

Pennsylvania (Scranton)—-MC 106110, Henry J. Miller. 
Certificate proposed. Coal, from points in Luzerne and Lacka- 
wanna counties, Pa., to Norwich, N. Y., and agricultural com- 
modities, from Norwich to points in the aforementioned count’es. 

Georgia (Augusta)—-MC 86238, Sub. 7, J. C. Hagler, Jr., 
and T. W. Hagler, embracing MC 86238, Sub. 9, Same. Per- 
mit proposed. Petroleum products, in containers, from Charles- 
ton, S. C., and points within 10 miles thereof, to points in de- 
scribed areas of Ga. and N. C., and return of empty containers, 
rejected shipments, and filling station equipment, over irregular 
routes. Denial of petition to construe certain operating rights 
purchased in MC-FC 19996 and assigned Sub. 7, to include serv- 
ice from North Charleston, S. C., recommended. 

Virginia (Newport News)—-MC 106191, Joseph Hautz. 
Certificate proposed. Meats meat products, and meat by-prod- 
ucts, and dairy products, over irregular routes, between Nor- 
folk, Va. and Newport News, Va., and from those cities to 
points within 20 miles of Norfolk, and empty containers used in 
the aforementioned operation, and rejected shipments on return. 

Kansas (Clay Center)—-MC 106175, Dean E. James. Certi- 
ficate proposed. Livestock, hay, and grain between Clay Cen- 
ter, Kan., and points within 20 miles thereof, on the one hand, 
and, on the other, points in Neb. within 25 miles of the Kan.- 
Neb. border that are on and west of U.S. Highway 77 and also 
on or east of Neb. Highway 14, over irregular routes. 

Kansas (Clay Center)—-MC 106173, Johnson & Rook Truck 
Co. Certificate proposed. Livestock, hay, and grain between 
same points and in same territory as in MC 106175 above. 

New York (Kingston)—-MC 106171, Alex Parnett and 
Nathan Parnett. Certificate proposed. Fresh meat from Kings- 
ton to New York, N. Y., specified Long Island points, and 
Newark, Jersey City, and Bayonne, N. J., and rejected ship- 
ments on return, over irregular routes. 

Washington (Long Beach) —MC 106144, Sub. No. 1, Thomas 
C. O’Connor. Certificate proposed. General commodities, with 
exceptions, between South Bend, Wash., and Raymond, Wash.., 
over U. S. Highway 101, serving all intermediate points. 

Kansas (Melvern)—-MC 106109, Earl E. Arb. Denial of 
certificate proposed. (1) Livestock, agricultural commodities, 
feed, machinery and parts, building, roofing, fencing material, 
.and hardware, between farms within 12 miles of Melvern, in- 
cluding Melvern; (2) livestock and agricultural commodities, 
from Melvern and farms within 12 miles of Melvern to Kansas 
City, Kan., Kansas City and North Kansas City, Mo.; and (3) 
livestock, feed, machinery and parts, building, roofing, fencing 
materials, and hardware, from Kansas City, Kan., Kansas City 
and North Kansas City, Mo., to Melvern and farms within 12 
miles of Melvern. all over irregular routes. 

Colorado (Idalia)—-MC 106018, Sub. No. 1, Theo. H. Arm- 
knecht. Certificate proposed. (1) General commodities, with 
exceptions, between Denver, Colo., and St. Francis, Kan., over 
U. S. Highway 36 and return over the same route, serving all 
intermediate points east of Strasburg, Colo.; and (2) grain. 
between Denver and Norton, Kans., over U. S. Highway 36 and 
return over the same route, serving no intermediate points. 

New York (Liberty)—-MC 105930, Jack Gordon. Denial 
of certificate proposed. Passengers and their baggage, in a 
special service limited to the transportation of not more than 
six passengers in any one vehicle, excluding the driver and 
children under 10 years of age who do not occupy a seat or 
seats, between Liberty and New York, N. Y., over irregular 
routes traversing N. J. For operating convenience only. 


New Jersey (Newark)—MC 105815, Leonard Voltaggio. 
Denial of certificate proposed. Shrimp, fresh, foxx frozen, or 
cooked and peeled, shucked oysters, fish and seafood. fresh 
and frozen, from Morgan City, La., and points within 200 miles 
of Morgan City on the Gulf of Mexico not more than 25 miles 
from the open sea, in Tex., La., Miss., and Ala., to Washington, 
D. C., Baltimore, Md. Philadelphia, Pa.. Newark, N. J., New 
York, N. Y., Boston, Mass., Chicago, Ill., St. Louis, Mo., and 
Louisville. Ky.; and fish and seafood, fresh and frozen, from 
New York, N. Y., and Chicago, Ill., to New Orleans, La., 
Mobile, Ala., Memphis, Tenn., and Savannah, Ga., over irregu- 
lar routes. 


Florida (Jacksonville)—-MC 105782, Sub. No. 1, William 
W. Hughes, embracing also MC 105582, Sub. No. 1 Mike Lanasa 
and Max Wexler, MC 105622, Sub. No. 1, F. A. Beckel. MC 
105623, Sub. No. 1, E. J. Hartley, MC 105624, Sub. No. 1, 
M. H. Rhodes. MC 106147,°A. & G. Truck Lines, Inc., MC 
105794, Sub. No. 1, C. E. Johnson and Jake S. Easterling, and 
MC 106167, East Truck Service. Certificates proposed. In MC 
105782, Sub. No. 1, and MC 106147, fish and shell fish, fresh and 
frozen, frog legs, and oysters, in containers, and fresh fruits 
and vegetables, over irregular routes, between specified points 
and places in Fla., Ga., S. C., N. Y., N. J., Del., Pa., Md., Dis- 
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trict of Columbia, Va., N. C., and Mass. 
No. 1, fish and shell fish, fresh and frozen, crab meat, fresh anc 
in cans, and fresh fruits and vegetables, over irregular routes, 
between points and places in Ga., S. C., Fla., District of Co!- 
umbia, Md., Pa., N. J., Del., N. Y., and Mass. In MC 105624, 
Sub. No. 1, and MC 105622, Sub. No. 1, fish and shell fish, fresh 
and frozen, and fresh fruits and vegetables, over irregular 


In MC 105582 Sub 


routes, between points and places in Ga., S. C., Fla., District 
of Columbia, Md., Va., N. C.; S. C., Pa., N. J., Del., N. Y., and 
Mass. In MC 105623, Sub. No. 1, fish and shell fish fresh and 
frozen, and fresh fruits and vegetables, over irregular routes, 
between points and places in Ga, S. C., Fla., District of. Col- 
umbia, Md., Va.; N. C., Del., Pa., N. J., N. Y., and Mass. 
In MC 106167, fish and shell fish, fresh and frozen, fresh fruits 
and vegetables, and frog legs, over irregular routes, between 
points and places in Ga., S. C., Fla., District of Columbia, Md., 
Pa., N. J., Del., N. Y., Va. N. C., S. C., and Mass. In MC 
105794, Sub. No. 1, fish and shell fish, fresh and frozen, fresh 
fruits and vegetables, and dressed poultry, over irregular routes, 
between points and places in Ga., S. C., Fla., District of Coi- 
umbia, Md., Pa., N. J., Del., N. Y., Mass., Va., N. C., and S. ©. 

Alabama (Mobile)—MC 105781, W. W. De Groat and R. E. 
Chapman. Certificate proposed. Packing house products, dairy 
products, fresh and frozen seafood, and fresh and frozen fruits 
and vegetables, between all points in Mobile County, Ala., on 
the one hand, and, on the other, all points in Miss., Ga., and 
Fla., and from all points in Miss. and Fla. within 500 miles of 
Montgomery, Ala., to Montgomery, traversing Ga. and Ala. for 
operating convenience only. 

Wisconsin (Osseo)—MC 103681, Sub. No. 2, D. A. Senn. 
Certificate proposed. (1) Cattle, (A) from South St. Paul, 
Minn., to points in Ill. and Wis., and (B) from Osseo and points 
within 35 miles thereof, to points in Ill. and Minn.; (2) Live- 
stock, from points in town of Sumner, Trempeleau County, 
Wis., to South St. Paul and Newport, Minn., and (3) feed, 
flour, and seed, from Minneapolis, St. Paul, and South St. Paul 
to Dell’s Mill, Wis.; and (4) Household goods, between Osseo, 
on the one hand, and points in Ill. and Minn., on the other; 
all over irregular routes. 

New York: (New York)—MC 10011, Sub. 1, Frank Catalano. 
Certificate proposed. Household goods, between New York, 
N. Y., on the one hand, and, on the other, points in Del., Md., 
R. I., and D. C., over irregular routes. 

Minnesota (Finlayson)—-MC 81824, Sub. 4, Harvey A. 
Thrun. Certificate proposed. General commodities, with excep- 
tions, between Kerrick, Minn., and St. Paul, Minn., over speci- 
fied routes, and return over the same routes, serving intermedi- 
ate point of Bruno, Minn., and off-route points Askov, Finlay- 
son, and Minneapolis, Minn., between Kerrick and Duluth, 
over Minn. Highway 23, for operating convenience only, serv- 
ing no intermediate points except as otherwise authorized. 

Wisconsin (Eleva)—MC 79113, Sub. 3, Bollinger Transport 
Service, Inc. Certificate proposed. General commodities, be- 
tween Strum, Wis. and Minneapolis, Minn., over a_ specified 
route, and return; serving intermediate points of St. Paul and 
Newport, Minn., and Mondovi and Eleva, Wis., and off-route 
points of South St. Paul and Hastings, Minn., and Gilmanton 
and Allen, Wis. 2 

Kansas (Kansas City)—-MC 71982, Sub. 6, J. C. Fleming. 
Certificate proposed. General commodities, with exceptions, 
between Kansas City, Kan., and Leavenworth, Kan., over a 
specified route and return over same route as an alternate 
route for operating convenience only. 

Ohio (Norwalk)—MC 71096, Sub. 15, Norwalk Truck Line 
Co. Certificate proposed. General commodities, with exceptions, 
over 7 specified routes between points in Ohio, Mich., Ind., and 
Pa., for operating convenience only, serving no points not other- 
wise authorized. 


Missouri (St. Joseph)—MC 60078, Sub. 7, Home Oil & 
Gas Corporation. Permit proposed on further hearing and 
findings in prior report, decided Jan. 1, unprinted, modified. 
Petroleum products in bulk, in tank. trucks, from points in the 
Kansas City, Mo.-Kansas City, Kan., commercial zone, to Gal- 
latin, Mo., and all points in a_ described area of Mo. 


New York (Fulton)—MC 59131, Sub. 8, S & D Motor Lines, 
Inc. Certificate proposed. Frozen foods, from Fulton and Os- 
wego, N. Y., to Jersey City and Newark, N. J., and canned 
goods, from Verona, N. Y. and points within 2 miles thereof, to 
Carlstadt, N. J. 


lowa (Dubuque)—MC 58522, Sub. 2, Joseph F. Wenzel. 
Certificate proposed. Passengers and their baggage, and ex- 
press, mail, and newspapers, (1) between Boscobel, Wis., and 
junction U. S. Highway 61 and Wis. Highway 11; (2) between 
Fennimore and Mineral Point, Wis.; and (3) between Dubuque 
and Clinton, Ia., over specified routes, and return over same 
routes, serving all intermediate points, subject to restriciion 
that no direct single-line service be rendered between Pla‘te- 
ville, Wis., and intermediate points on U. S. Highways 151 and 
61 south thereof to junction U. S. Highway 61 and Wis. High- 
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way 11, and Dodgeville and Mineral Point, Wis., on the one 
hand, and points in Ia., on the other. 

Michigan (Dearborn)—MC 52913, Sub. 3, E. & L. Trans- 
port, Inc. Certificate proposed. New automobiles, new trucks, 
new tractors, and new chassis, restricted to initial movements in 
drive-way service, from Dearborn to points in Ind., and those 
in Douglas, Edgar, Coles, Cumberland, Clark, Jasper, Craw- 
ford, and Lawrence Counties, IIll., over irregular routes, travers- 
ing Ohio when necessary for operating convenience, and dam- 
aged and rejected vehicles on return. 

Missouri (St. Clair)—-MC 27117, Sub. 1, Bill Havin. Certi- 
ficate proposed. Livestock, between St. Clair, Mo., and points 
within 15 miles thereof, on the one hand, and, on the other, 
National Stock Yards, Ill., and mining timber, from St. Clair 
and points within 15 miles thereof to East St. Louis, Ill., and 
Ill., points within 50 miles thereof, over irregular routes. 

Illinois (Chicago)—-MC 12308, Grove Storage Co., Inc., 
broker. Denial of license proposed. Household goods, between 
points in Ill. and Ind. within 50 miles of Chicago, on the one 
hand, and, on the other, points in Pa., N. Y., Mich., and O. 

illinois (Chicago)—-MC 4405, Sub. 145, Dealer’s Transport 
Co. Certificate proposed. Bus chassis and parts, in initial move- 
ments, over irregular routes, in truckaway service, from Dear- 
born, Mich., to Union City, Ind.; busses and rejected, damaged 
or defective chassis and parts, in secondary movements, from 
Union City to Dearborn; rejected, damaged, or defective busses, 
and parts, in secondary movements, in truckaway service, from 
Dearborn to Union City. 

Nebraska (Beatrice)—-MC 1109, Sub. 4, Orie J. Lape. Certi- 
ficate proposed. Petroleum products, in bulk, in tank trucks, 
over irregular routes, from Council Bluffs, Ia., and points with- 
in a miles thereof, to Beatrice, Blue Springs, and Fairbury, 
Neb. 





REEFER CAR HIRE BASIS 


Acting Secretary Laird, of the Commission, in a notice to 
the respondents in No. 29468, Refrigerator Cars—Basis for Car- 
Hire, an investigation instituted on the Commission’s own initia- 
tive into the agreements for the use of refrigerator cars not 
owned by the carrier using them (and whether or not owned 
by another carrier) set forth what the railroads and the car 
owners will be required to produce at the hearing fixed for 
February 20 in Washington (see Traffic World, Feb. 9, p. 364). 

Common carriers by railroad, respondents, will be required 
to produce copies for use in evidence of all presently effective 
contracts, agreements, and arrangements for the use of refrig- 
erator cars by respondent carriers; written compilations for 
use in evidence showing the number of refrigerator cars held 
three or more days at any point on the lines of respondent car- 
riers in the months of November, 1945, and January, 1946, 
classified as to cause of delay. 

Refrigerator car owners, respondents, will be required to 
produce full information showing the number of their refrigera- 
tor cars in use by common carriers, and the amount of money 
received per year for 1941, 1942, 1943, 1944, and 1945 for the 
use of such cars; full details as to payments, if any, received by 
the refrigerator car owner for the use of its cars from any source 
other than the customary mileage. 


RAIL REFRIGERATION CHARGE INCREASES 

J. J. Quinn, agent for the Atlantic Coast Line and seven 
other railroads, has asked the Commission to modify its orders 
in No. 17936, Standard Refrigeration Charges from Flor'da, 
Georgia, North Carolina, South Carolina, and Virginia Group 
B to Interstate Points and No. 20769, Charges for Protective 
Service to Perishable Freight, to provide for higher charges 
for ice per ton, and to increase charges for standard refrigera- 
tion service, as well as for other classes of modified refrigera- 
tion services sufficiently to reflect the proposed increases in 
the cost of ice, “the largest single cost factor entering into the 
= or basis of computing standard refrigeration service 
charges.” 

In justification, Agent Quinn cited a $3,000,000 loss of fruit 
Growers Express Co. in the first eleven months of 1945 and 
losses under refrigeration service suffered by individual carriers. 
Typical increases would be from $4.15 to $4.90 in Florida, and 
from $4.30 to $5.30 in Georgia. 

ile asked that the petition be set down for hearing at the 
earliest possible date. 


1. C. C. ACCIDENT REPORT 
‘ailure to obey interlocking signal indications is given by 
the Commission, Commissioner Patterson, in a report on inves- 
tigation No. 2960, as the cause of a passenger train derailment, 
cember 17, 1945. on the Pennsylvania railroad near Harrison, 
. J., that resulted in the death of one passenger and two em- 
Ployes, and the injury of 79 passengers and three employes. 
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In tests made after the accident, said the report, the interlock- 
ing functioned properly. 

An inferior train occupying a main track on the time of 
an opposing superior train, was the cause of a head-end colli- 
sion between two passenger trains on the Missouri Pacific Lines 
at Coady, Tex., December 29, 1945, according to the Commis- 
sion, by Commissioner Patterson, in a report on investigation 
No. 2962. The accident resulted in the injury of 29 passengers 
and three employes, said the report. It was recommended that 
the M. P. install an adequate block system on the line on which 
the accident occurred. 


1.C.C. MOTOR BUREAU PERSONNEL 


The Commission has announced the following changes in 
personnel in its Bureau of Motor Carriers: James F. Miller has 
returned from the military service to duty as district director 
at Kansas City, Mo. District Director William L. Snodgrass 
has been transferred to a similar position at Philadelphia, Pa.., 
and Asa E. Birum, who has acted as district director at Phila- 
delphia for some months, has been transferred to the Washing- 
ton office as general supervisor. Elbert S. Craig, who has acted 
as district director at Nashville, Tenn., since the resignation of 
Ward Faulkner, has been assigned permanently to that post. 


Hoch-Smith Southern Grain Case 


The corporation Commission of the state of Oklahoma has 
addressed a letter to the Commission in I. and S. No. 4207, 
Grain to, from and between Southern Territory, Rate Structure 
Investigation, Part 7-A, Grain and Grain Products to and with- 
in Southern Territory, asking that no action that would delay 
publication of rates be taken on a petition of the western rail- 
roads that the Commission modify its order so as to eliminate 
the requirement that rates prescribed in the decision to and 
from named gateways be published in a sectional-plan tariff, 
showing separately the components to and from the gateways 
(see Traffic World, Feb. 9, p. 373). 


The Oklahoma commission said it was not sufficiently ad- 
vised to make suggestions as to what type of tariff publication 
should be used, but that it was sufficiently advised to urge that 
under no circumstances, and especially not because of a techni- 
cal tariff publication requirement, should the effective date 
of the outstanding order be postponed. The grain season in the 
southwest began in May, it said, and that all interested parties 
should know the rates that would be effective when the season 
opened. 


In a “spirit of being helpful,’ the commission suggested 
that the portion of the order requiring the sectional-plan tariff 
be postponed for a period of investigation, thus requiring the 
carriers to publish the prescribed rules, rates and regulations in 
regular form of tariffs without further delay. 


Duluth to Manhattan Water Service 
Proposed by New Contract Carrier 


With the announced intention to “explore the demands of 
the route between Duluth and Manhattan,” the Great Lakes-At- 
lantic Transit, of Duluth, Minn. (to be incorporated), has asked 
the Commission in W-938 for a permit authorizing it to insti- 
tute a new operation as a contract carrier of property for a 
limited number of shippers of “higher class commodities, mainly 
agricultural, shipping mostly in carload or boatload quantities, 
whether of bulk or package type,” from May to December, or 
during the season of open navigation. 

As to the number of revenue calls to be made in a season, 
the applicant said: 


Based on 20 days per round-trip Duluth to Manhattan with usual 
speed equipment, and five units, a possible 55 round-trips per season 
may be attained. With certain speedier equipment twice that number 
may be realized. The intention is to explore the demands of the 
route between Duluth and Manhattan; and also rather regularly to 
serve intermediate ports to the extent possible. The number of trips 
and type of service to be adjusted as the demands of the trade are 
manifest and conditions warrant. Lake Michigan ports to be served 
under special supplementary arrangements to be proposed later. 
Modern operating equipment to be secured under the terms of the 
merchant marine act, 1936. 


The applicant estimated annual package freight available 
at Lake Superior ports as 750,000 tons, with additional Lake 
Michigan tonnage of about 440,000 tons, and an unestimated 
tonnage of perishables from ports on the two inland lakes. Its 
operation would particularly benefit shippers of dairy products, 
fruits and vegetables, meats and certain packing-house products, 
and certain canned goods, with its refrigeration equipment, said 
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the applicant, adding that ‘‘and also shippers of other items not 
here named, should derive substantial benefits from the serv:ce.” 


Service Between Connecticut Points 
and New York by LST Craft Proposed 


An operation using LST craft, with operating personnel to 
be “veterans, mostly from the landing beaches of the Pacific 
campaigns where they learned the hard way all there is to 
know about” that type of vessel, is proposed in an application 
filed with the Commission in W-939, by Jerome Dempsey, dba 
New London Freight Lines, of New London, Conn., for a permit 
to institute a new operation as a contract carrier of property 
over regular routes between Norwich and New London, Conn., 
to New York, N. Y., the year around, and over irregular routes 
from New London to Greenport, Long Island, N. Y., daily, from 
June 15 to Labor Day of each year. 

“It is both a new service and a unique service offering a 
definite advantage to Connecticut manufacturers and shippers 
in reduced shipping costs in bringing products from the oper- 
ating plant directly to the New York market or as close to the 
market as water transportation will allow without too much 
dependence upon docks for loading or unloading purposes due 
to the type of vessel to be used,”’ the applicant said. 

Estimating prospective income from moving 200,000 tons of 
traffic a year at $400,000, the applicant said the paper board in- 
dustry offered a backbone to the proposed service, with 45,000 
tons of waste paper to be moved out of the port of New York 
to a plant at Norwich, and about half of that tonnage then 
shipped to New York in finished paper board. After referring 
to other potential sources of traffic, the applicant said he was 
appealing for the most part to shippers not now using water 
transportation because cartage to the docks made it impractical. 

“LST service in many cases eliminates the need for cartage 
or lessens it by being able to land anywhere on the river front, 
usually close to the plant of the shipper,” he said. “Again. I 
propose’ to carry whole loaded trailers (without cabs) wh‘ch 
elim‘nates loading or unloading problems. . .” : 


Southern Pacific Proposes Second 
$50,000,000 Issue in Three Weeks 


For the second time in a three-week period the Southern 
Pacific Railway Co. has asked the Commission authority to issue 
$50,000,000 of first mortgage bonds under its open end first 
mortgage for the purpose of redeeming a like amount of earlier 
bonds issued under the mortgage. 

In Finance No. 15206, the Southern Pacific asks authority to 
issue $50,000,000 of Series F mortgage bonds to refund an equal 
amount of Series C bonds. The Series C bonds, according to 
the application, bear interest at 3% per cent, and the company 
said it was believed the new issue could be sold at a “materially 
lower rate of interest.” The previous application involved the 
same amount of first mortgage Series E bonds, the proceeds to 
be used to refuhd Series B bonds, and in that proceeding, Fi- 
nance No. 15193, the company filed with the Commission on 
February 6 a bid by a group represented by Kuhn, Loeb & Co., 
with interest at 2% per cent, the bid being 100.6599, plus ac- 
crued interest to date of delivery (see Traffic World, Feb. 9). 

The Series F bonds will be sold at competitive bidding. 
They will be dated January 1, 1946, and will be due January 1, 
1996, according to the application which also said they would 
be redeemable in whole or in part at any time, or through the 
operation of a sinking fund, on any date beginning July 1, 1951, 
at redemption prices to be determined after the offering price 
has been fixed. The company said the redemption prices would, 
throughout their range, specify prices higher than those required 
to protect the yield basis on which the Series F bonds were 
originally offered. 

The Southern Pacific Co. joined the application to assume 
obligation and liability as guarantor of the bonds. According 
to the application, the Southern Pacific Co. will furnish addi- 
tional money necessary for a redemption of the Series C bonds, 
in reimbursement of open account advances. 


WILMINGTON WATER RIGHTS APPLICATION 

In W-827, Sub. 1, Wilmington Transportation Co., of Wil- 
mington, Calif., has asked, in form, for a revised certificate to 
cover a change in its existing operation, although in the de- 
scription of the proposed changes the applicant said there were 
none, but that it was asking “continuation of existing steamer 
service handling passengers, mail, express and commodities 
renerally, between Wilmington (Los Angeles Harbor), Calif., 
and Avalon and The Isthmus, Santa Catalina Island, Calif.’ 
In explanation of its application, the company said that the 
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Commission, in 1942, had dismissed its application for authority 
to transport commodities generally, “due to small volume han- 
dled.” It further explained that the application to transport 
commodities generally was filed in accordance with the Com- 
mission’s order in Ex Parte No. 157; Application of Part III to 
Transportation by Small Craft, 260 I. C. C. 155. It said vessels 
used by it were not small vessels but primarily passenger vesse!s 
with limited cargo capacity of less than 100 tons. 


TRANSIT PRIVILEGE ON ‘RUBBER ASKED 


Agent B. T. Jones, for nine railroads, has asked the Com- 
mission in special permission application E-8770 for authority 
to establish on one day’s notice transit privileges by which ship- 
ments of tires and rubber, and tire tubes may be stored at De- 
troit, when shipments originate at Akron or Barberton, O., and 
at Buffalo, N. Y., when shipments originate at Akron, Barberton, 
or Detroit, for subsequent reshipment, subject to a transit 
charge of 4 cents per 100 pounds, minimum, $8 a car. 

“A large manufacturer of rubber tires located at Akron, 
Barberton and Detroit has advised that, due to the fact that all 
available storage facilities at these points are filled to capacity, 
. becomes necessary to seek storage elsewhere,” said Agent 

ones. 

He asked for telegraphic advice as to disposition of the 
application because, he said, the manufacturer wanted the fa- 
cilities as soon as possible because shipments were now ready 
to move from the manufacturing plants. 

He said the transit privilege would be published in a new 
tariff, Jones’ I. C. C. No. 4027, and Pennsylvania Tariff I. C. C. 
Nos. 2500 and 2725. 





Many Shipper Groups Protest 
C.S.M.F.B. L.-T.-L. Increase 


A proposal of the Central States Motor Freight Bureau to 
increase rates on less-truckload shipments of 5,000 pounds or 
less by what protestants said would range from 9 to 20 cents 
per 100 pounds, has run into opposition from a number of ship- 
pers and groups who have asked the Commission to suspend 
the schedules, published to become effective February 28. 

Generally, the protestants said the proposal would result 
in rates unreasonably high, and in discrimination between ship- 
pers who would use the highest rates, and those who would 
ship in greater than 5,000-pound quantities. 

Most of the protestants took notice of the claim of the car- 
riers that greater revenues were needed and insisted that an 
investigation was needed to establish whether any increases 
were justified. 

Zion industries, Inc., of Zion, Ill., one of the protestants, 
quoted the official publication of American Trucking Associa- 
tions as saying last September that Director Blanning, of the 
Commission’s Bureau of Motor Carriers, had expressed con- 
fidence that motor freight carriers were in good enough shape 
financially to weather the storm of reconversion, and as saying 
that, not only was the financial position apparently adequate 
for the task ahead, but also the ability of carriers to obtain new 
vehicles. 

Suspension of the schedules was asked by: Indiana State 
Chamber of Commerce, Evansville.Chamber of Commerce, In- 
dianapolis Chamber of Commerce, and Terre Haute Chamber 
of Commerce, jointly; Standard Ultramarine Co.; Zion Indus- 
tries, Inc.; Burlington (Ia.) Shippers’ Association and Keokuk 
(Ia.) Shippers’ Association jointly; the Folding Paper Box As- 
sociation of America; Caster and Floor Truck Manufacturers’ 
Association; Container Corporation of America; Gardner- 
Richardson Co.; National Laboratories; and Beckett Paper Co. 

The following schedules were involved: Agent G. J. Buck- 
ley’s Supplement No. 115 to 218-A, MF I. C. C. 36; Supplement 
No. 42 to 220-A, MF I. C. C. 117; Supplement No. 45 to 222-A, 
MF I. C. C. 112; Supplement No. 52 to 224-A, MF I. C. C. 107; 
Supplement No. 123 to 226-A, MF I. C. C. 17; Supplement No. 
185 to 230, MF I. C. C. 12 (W. L. Meyers series); tariff 216-B, 
MF I. C. C. 94. 


MOTOR TARIFF REQUIREMENTS 


By amendment No. 5 to special permission M-29800, No. 
7622, the Commission, Commissioner Aitchison, has amended 
the special permission, originally issued March 6, 1942, to per- 
mit continued use until November 15 of connecting link supple- 
ments making reference to A.T.A. Master Tariff No. 2. From 
time to time since 1942 the Commission has extended its permis- 
sion, the last time to May 15, on representations of C. F. Jack- 
son, agent, that carriers were in no position to meet a require- 
ment of the Commission that supplements that did not comply 


with the terms of tariff circular MF No. 3 be cancelled. Mr. j 


Jackson had asked that permission to continue use of the con- 
necting link supplements be extended to November 15. 





Febru 


I. C 
Exp 


O. 

for 
ele 
gra 


Ir 
to hel 
Comrr 
fectiv 
Portle 
provic 
grain 
in Mo 

4: 
menti 
loadin 
shippé 
on the 
the si 
or Pri 
Kalan 
or Va 

R 
or div 

\ 
says 7 
Defer 


I 
statec 
drasti 
ment 
whea' 
6, in 
lishm 
State: 


Ac 
is not 
of the 
positic 
cars Vv 
needs, 
not di 
faciliti 

Tl 
during 
1945, : 





rity 
an- 
ort 
om- 


seis 
Sse's 


om- 
Tr ty 
hip- 
De- 
and 
ton, 
nsit 


ron, 
t all 
city, 
gent 


the 
» fa- 
2ady 


new 
»~C 


iu to 
is or 
cents 
ship- 
pend 


esult 
ship- 
vould 


» Car- 
at an 
eases 


tants, 
socia- 
f the 

con- 
shape 
aying 
quate 
1 new 


State 
e, In- 
umber 
mndus- 
eokuk 
yx As- 
urers’ 
rdner- 
er Co. 
Buck- 
ement 
222-A, 
S, 10% 
nt No. 
216-B, 


0, No. 
vended 
oO per- 
upple- 
From 
ermis- 
- Jack- 
aquire- 
comply 


q. Mr. 


ie con- 





February 16, 1946 


I. C. C. Acts to Save Cars for Grain 

Exported from the Pacific Northwest 
O. D. T. director says drastic action necessary not 
for lack of transport facilities, but because shippers 
elected to use cars for domestic instead of export 
grain, with loadings considerably above average 





In line with emergency action taken by President Truman 
to help meet critically urgent needs for foodstuffs abroad, the 
Commission, division 3, has issued service order No. 450, ef- 
fective February 11, through March 10, appointing F. H. Hocken, 
Portland, Ore., as the Commission’s agent to issue permits to 
provide box cars for loading with grain, grain products or 
grain by-products, at points in Oregon, Washington, Idaho, or 
in Montana at or west of Paradise or Troy. 

The order prohibits railroads at any point in the afore- 
mentioned territory from supplying or placing a box car for 
loading grain, grain products or by-products, unless or until the 
shipper or consignor thereof certifies in writing to the carrier 
on the car order that such car is to be shipped to a point within 
the switching districts of Astoria, Lacoda, Linnton, Portland, 
or Prescott, Ore., or Aberdeen, Anacortes, Bellingham, Everett, 
Kalama, Longview, Mukilteo, Olympia, Seattle, Tacoma, Tulalip, 
or Vancouver, Wash. 

Railroads are also prohibited from allowing reconsignment 
or diversion of grain shipped pursuant to the order. 

Mr. Hocken, the newly appointed permit agent at Portland, 
says the division, is district rail director there for the Office of 
Defense Transportation. 


Johnson’s Statement 


Director Johnson, of the Office of Defense Transportation, 
stated that the grain industry could expect a series of rather 
drastic orders, designed to assure an adequate supply of equip- 
ment and the prompt transportation of the tremendous export 
wheat program, referred to by President Truman on February 
6, in a statement in which the President requested the estab- 
lishment of preference in transportation to meet the United 
States commitment. The O. D. T. director’s statement continued: 


Admitting that the present supply of cars suitable for grain loading 
is not adequate to immediately meet all of the needs in all sections 
of the country, the real reason the grain is not at this time in export 
position is due to the fact that the shippers have elected to use the 
cars which have been made available for grain loading to fill domestic 
needs, instead of filling outstanding orders for export grain, and is 
tee as has been incorrectly stated, to inadequate transportation 
acilities. 

The record indicates that the loadings of grain and grain products 
during January amounted to 207,158 cars as compared with 176,033 in 
1945, 226,844 in 1944, 196,909 in 1943 and 176,409 in 1942—approximately 
1,000 cars a day more than was loaded during the same period in 1942. 

The fact that while the total cars loaded during January is some- 
what under the all-time peak reached in 1944, it is still considerably 
above the average and under present day conditions is taxing the car 
supply to the limit. 

The loadings of grain and grain products in the western districts 
the first four weeks of January, 1942, through 1946 are as follows: 
Northwest Centralwest Southwest 


for 


1 


Ber datasets Shiais otha ines aerae pea ee 51,596 63,717 22,595 
Mesa Ss ni Soip 8: jo bo sip cde inva Sp Slin eerie mies 43,400 57,515 20,136 
NE isc caK sion sascijaiere ola raraieeeies ore eee 65,169 72,099 23,236 
RB ORs suite atuienemmsien waste aates 53,650 59,925 20,394 
ee eee ere eee ree eee 52,215 46,767 16,695 


Origin Points Excepted 


By revised service order No. 450, effective February 12, 
the Commission, division 3, excepted from the origin territory 
hamed in the original order all points on the Union Pacific east 
of Huntington, Ore., and on the Utah Idaho Central in Idaho. It 
added to points to which cars must be certified as destined 
“the following official inspection points, Attalia, Auburn, Black 
River, Cheney, Pasco, Spokane, Wallula, Walla Walla and We- 
natchee, Wash., Lewiston, Ida., Pendleton, Umatilla and Rieth, 
Ore., for inspection and diversion to the ports named.” 

By second revised service order No. 450, effective from 
February 17 to March 10, the Commission, division 3, requires 
that cars loading grain may not be sent to flour or feed mills 
In the named switching districts, without a permit from the 
Commission’s agent. 


COMMISSION DIVERSION AGENT 
_ By King’s order No. 13, Homer C. King, agent of the Com- 
Mission under second revised service order No. 99 with power 
to reroute or divert traffic on U. S. Railroads, has required the 
Northern Pacific and the Great Northern to divert or reroute 
at the Twin Cities area carload freight traffic up to 50 carloads 
a day having destinations on the Burlington, or at Chicago, or 
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beyond, when the traffic is routed by the Milwaukee, the order 
not to apply to traffic having destinations on the Milwaukee at 
Chicago. 

By King’s order No. 14, the agent has required the Northern 
Pacific and the Great Northern to divert up to 25 carloads a 
day to the Burlington at the same area when the traffic has 
destinations at Chicago, or beyond when routed via the Chicago 
Great Western. 

The two orders were made effective from February 9 to 
12:01 p. m., February 16. 


Grain Car Shortage Is Blamed 
Partly on Wasted Transport 


Representative Hope, of Kansas, in a statement inserted in 
the Congressional Record, said that there were on farms in 
grain-producing areas, millions of bushels of wheat that could 
not be moved because of a lack of rail transportation and sug- 
gested that the present “‘crisis’’ could be met if there was “some 
top over-all direction to the problem” and that wasteful long 
hauls should be avoided. _ Sts 

He said he had received advice “a few days ago” indicating 
that more than 500 country elevators throughout the country 
were now closed because they were full and that cars were not 
available to move the wheat stored in them. He said the rail- 
roads did not have the rolling stock needed to handle this grain 
and added that the car supply had been reduced because of the 
five-day work week and because of strikes. 

“If it is more essential to move wheat than some other com- 
modity, then someone ought to have the authority to say that 
preference must be given to wheat movements,” he said. “Fur- 
thermore, there should be top direction and coordination in the 
way of surveys and exchange of information to a greater ex- 
tent than exists now. I am convinced that a considerable amount 
of transportation is now being wasted in long hauls from one 
part of the country to another which could be avoided with 
more coordination from the top. . . I am advised that at the 
present time 3,000 bushels of wheat per day are being hauled 
by truck from one shipping point in western Kansas to mills 
at Amarillo, Tex. This is ridiculous when it is recalled that 
Amarillo is the center of a great wheat-growing area. I un- 
derstand wheat is being shipped from North Dakota to Texas 
and from the Pacific Northwest to Kansas. This at a time when 
Kansas farmers have millions of bushels of wheat which they 
want to sell but cannot because there is no transportation. . .” 


Service Order Requires Rails to 
Prefer Relief Export Shipments 


Pursuant to instructions of the President that a number 
of emergency measures be put into effect to help meet “critic- 
ally urgent needs” for food in foreign countries to the greatest 
possible extent in the shortest possible time, and to his direc- 
tions that “specific preference will be given to the rail move- 
ment of wheat, corn, meat and other essential foods in order 
promptly to export maximum quantities to the destinations 
where most needed,” the Commission, division 3, effective from 
February 21 to June 30 has issued service order No. 454, pref- 
erence for export wheat, corn, meat and other essential foods. 

The order requires railroads to give preference over all 
other orders to filling orders for empty cars to the extent of 
the daily loading ability of the shipper or consignor providing 
the department of agriculture or its agent certifies in writing 
on the car order that the car or cars ordered are to be loaded 
with wheat, corn, meat, or other essential foodstuffs including 
seeds, “ for relief program destined to a United States port on 
the Atlantic, Pacific or Gulf Coast for export.” 

Railroads are also required to give preference over all 
other orders to delivery of loaded cars at ports when ordered 
for unloading provided the waybill carriers a notation that the 
consignor or shipper as certified on the bill of lading that the 
car has been loaded in accordance with service order No. 454. 

The order applies to intrastate and foreign traffic as well 
as interstate traffic, but not on a shipment destined to a point 
intermediate to the port of export for storage in transit. It 
suspends all rules, regulations and practices insofar as they con- 
flict with its provisions. 

The division said the Secretary of Agriculture had made 
representations regarding the President’s program to the Office 
of Defense Transportation, and that the O.D.T. had made rep- 
resentations to the Commission regarding the need for prefer- 
ence in rail movement of ‘‘this particular traffic.” 

Director Johnson, of the Office of Defense Transportation, 
said service order No. 454 would give the Department of Agri- 
culture preference in meeting its requirements for cars and 
would greatly speed up delivery of cars at ports. 
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Midwest Motor Carrier Traffic and 
Cost Study Released by O. D. T. 


A preliminary to the Federal Manager’s complete 
report on operation of 103 midwest motor lines, the 
study establishes consistently higher costs on intra- 
state single-line hauls, and on interline hauls. Under- 
taken when federally-operated carriers required qov- 
ernment advances 


The fact that motor carrier costs on interline traffic con- 
sistently tended to produce operating ratios in excess of 100, 
as compared with operating ratios on single-line hauls, whether 
interstate or intrastate, and under all types of rates, emerged 
clearly from a traffic flow, cost, and rate study prepared under 
the supervision of the cost section of the Commission’s Bureau 
of Transport Economics and Statistics at the request of Director 
Johnson, of the Office of Defense Transportation, and released 
by Ellis T. Longenecker, federal manager of motor carrier 
transportation systems and properties of the midwest. 

The study was based on a waybill study of traffic moved 
Wednesday, February 14, 1945, with 95 Western Trunk Line 
carriers participating in the study. Of those carriers, 81 were 
federally controlled or operated; 73 were Class I, and 22 were 
Class II and Class III carriers, all of the latter under federal 
control. According to a statement contained in the study, the 
tables have not been considered or adopted by the Commission. 

In a letter transmitting the tabulations to Mr. Longenecker, 
Dr. W. H. S. Stevens, director of the Commission’s bureau, he 
said that “the material sent you herewith represents only a 
part of the tabulations of the data undertaken by the Bureau 
of Transport Economics and Statistics. It is expected at a iater 
date a more comprehensive presentation will be made.” 

The study was issued as a supplemental report of the 
federal manager of motor carrier transportation systems and 
properties, who said his complete report of the operation of 
the 103 midwestern truck lines taken over by the O. D. T. at 
the order of the President would be ready in about 60 days. 

A letter from Director Johnson, of the O. D. T., to Chair- 
man Rogers of the Commission, requesting that the study be 
made by the bureau, was dated January 17, 1945, and it was 
explained in the study that February 14 was selected as the 
earliest midweek date at which the study could be inaugurated 
subsequent to the request. 

“The scope of the study for the ultimate purposes of 
the Commission would, of course, be for determination by the 
Commission,” said Director Johnson in his letter of request. 
“The specific and immediate interest of my office is to obtain 
the best and most comprehensive description of traffic flow and 
correlated costs of federally possessed and controlled carriers 
which can be made available,to me in from thirty to forty-five 
days. Presumably some factual data developed in the study 
might be used in an appropriate case for justification of pro- 
posed rate advances before some regulatory body, but it is my 
supposition that the data will be primarily useful to my office 
in the planning of proposals. It is understood that such pro- 
posals, if contested, may require justification through other 
or additional data.” 


Federal Manager’s Statement 


Mr. Longenecker, in an introductory statement, said it was 
his intention to utilize the data in rate adjustment proposals 
for the federally controlled carriers and to publish the com- 
plete study as an appendix to his final report, but that the 
volume of material made it preferable to include the material 
in “this separately bound supplement.” 

He said that, by the latter part of December, 1944, (the 
carriers were taken over by the O. D. T. in August of that 
year), the need for a study of this nature had become apparent, 
a preliminary analysis showing that the group as a whole had 
operating expenses for recent accounting periods in excess of 
gross révenues. While some owners’ salaries were dispropor- 
tionate to their duties, he continued, and while other “im- 
provident expenditures were observed in some accounts, he said 
the expenses known to be excessive or improvident were an 
insignificant fraction of the total operating expenses of the 
group. 

In a footnote to that paragraph, after saying that the 
financial condition of the midwestern area was the subject of 
detailed comment in the main report, he said that “possible 
deception as to actual financial condition through distortion 
of carriers’ reports also is discussed at some length.” 

To prevent discontinuance of essential operations, he said, 
it became necessary almost immediately on assumption of 
possession and control to advance federal funds to carriers to 
meet payrolls, bank overdrafts, tax demands, and like obliga- 


TRAFFIC WORD 






tions of immediate urgency, adding that, in the first four 
months of operation by the federal manager, advances of 
nearly half a million dollars had been made for such purposes, 
As late as December, 1944, he said, requests for further ad- 
vances were being received almost daily. He said carriers e- 
ceiving advances agreed to reimburse the government, but that 
‘it was evident that prevailing operating and financial condi- 
tions offered no prospects of early repayment.” 

With the continued upward trend in operating expenses 
at the close of 1944, and because adequate data on costs, re- 
lationships of. rates to costs and characteristics of traffic were 
not available, and because his organization was not equipped 
to take on the statistical job, Mr. Longenecker said, at his 
suggestion, Director Johnson asked the Commission to make 
the study. 

It was agreed, he said, that clerical and stenographic as- 
sistance would be furnished by the Office of Defense Transpor- 
tation and the Office of Price Administration, but that all phases 
of the study would be controlled by the cost section of the 
Bureau of Transport Economics and Statistics. Acknowledg- 
ment was made of the assistance of the O. P. A., Dr. Stevens, 
Dr. Ford K. Edwards, the Commission’s chief cost analyst, and 
other members of his section, the staff of the Middlewest Mo- 
tor Freight Bureau, and all participating carriers. 

Commenting on the rate situation in the midwest area, 
Mr. Longenecker said: 


It is a matter of impression with the Federal Manager that a 
primary cause of such condition (insufficient revenue to return the 
total of all operating expenses of the group) in the midwest area is 
the practice of fixing particular rates with exclusive reference to 
competitive factors and without proper study of costs. In these situ- 
ations it is possible that the importance of competition as a traffic 
diversion factor has been somewhat over-emphasized by motor carriers. 
The convenience and flexibility of motor carrier service in many 
instances will attract traffic at compensatory rates which are in excess 
of rates of competitors. Where it appears that only a non-compensatory 
rate will attract traffic, it seems no more than sound business judg- 
ment to risk the loss of such traffic by the publication of a rate which 
is compensatory. 


He noted that shippers and shipper groups had expressed 
a willingness to provide essential expenses and reasonable 
profit to the industry, if the burden was fairly and equitably 
apportioned among them. He added that the material in the 
study suggested many possibilities for revision of rates ‘along 
these lines” by action of carriers individually, or as a group 
or an industry within the region. After observing that pro- 
posals for rate adjustments must be initiated by the carriers, 
he said that “the participation of the Federal Manager in rate 
and cost problems of the industry concludes with publication 
of this report.” 

Elements of the Study 


The 1944 revenues of the 73 Class I carriers that partici- 
pated in the study constituted 82 per cent of the common car- 
rier revenue for all Class I intercity carrier in the northwestern 
and midwestern regions. Each of the companies included in 
the waybill study filled out a freight bill abstract for each 
shipment except where a shipment consisted of different com- 
modities or differently rated articles, when a separate abstract 
was made for-each commodity or article. The study included 
12,329 minimum-charge shipments, and the number of abstracts 
covering all remaining shipments totaled 33,700. Excluding the 
minimum-charge shipments, the study included 1,644 different 
commodities. 

The study consists of explanatory data as to the methods 
used, and 72 tables, followed by a list of carriers participating 
in the waybill study. In his letter of transmission to Mr. 
Longenecker, Dr. Stevens said no comments were offered other 
than the explanatory notes. The following comparisons are 
taken from the figures as set forth in the tables. 


Operating Ratio Higher on Interline Traffic 


An analysis of the weight, revenues, expenses, operating 
ratio, and per cent of first class, by type of rate, separated 
between intrastate and interstate and single-line and interline 
traffic, not only showed interline traffic operating ratios higher 


on both interstate and intrastate traffic, but showed intrastate | 
single-line traffic as carrying a higher operating ratio than 


interstate single-line traffic, under the various types of rates. 
This table showed the following operating ratios for intra- 
state and interstate single-line and interline traffic, for the 
various types of rates: 
Intrastate Traffic Interstate Traffic 
Single-line Interline Single-line Interline 


Class vate traffic ........... 92 132 76 98 
Exception rate traffic ...... 105 138 90 114 
Commodity rate traffic .... 114 145 103 113 
Sec. 22 quotation traffic ... 110 Bin 66 84 
Class stop tragic .......... 112 163 91 106 
All rates combined ........ 99 136 89 10: 
Minimum charge traffic .... 119 183 100 125 


All traffic—all rates ........ 102 142 89 106 
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The same relationship between operating ratios on single-. 
line and inter-line traffic was shown by tables analyzing traffic 
by length of haul and weight of shipment. For example, intra- 
state single-line traffic, excluding minimums, by weight of ship- 
ment for all lengths of haul combined, showed an operating 
ratio of 99, while the same analysis for intrastate interline 
traffic showed an operating ratio of 136. 

Again, the lower operating ratio for interstate single-line 
traffic as compared with intrastate single-line traffic was shown 
in the comparison of that traffic, excluding minimums, for all 
lengths of haul combined, 99, as compared with the interstate 
single-line traffic operating ratio of 89. Interstate interline 
traffic, excluding minimums, by weight of shipment for all 
lengths of haul combined, showed an operating ratio of 105 as 
compared with an operating ratio of 136 for intrastate inter- 
line traffic. 

On minimum charge shipments, by weight of shipment for 
all lengths of haul in intrastate single-line transportation, the 
operating ratio was shown as 119, while the operating ratio for 
interstate single-line minimum charge shipments by weight of 
shipment for all lengths of haul combined was 100. Intrastate 
interline minimum charge shipments by weight of shipment for 
all lengths of haul combined showed an operating ratio of 183, 
while for interline interstate. minimum charge shipments the 
corresponding operating ratio was shown as 125. 

An analysis of intraterritorial traffic by type of rate and di- 
rection of movement again showed. as compared with similar in- 
territorial traffic, a higher operating ratio for interline traffic. 
The general nature of the relationship is indicated by the fol- 
lowing intrastate single-line operating ratios under all types 
of rates, single-line and interline. respectively: North, 95 and 
144; south, 108 and 133: east, 108 and 142; west, 93 and 134, 
with a similarly high relationship of interline interstate traffic 
to interstate single-line traffic. 


Level of Rates 


As an indication of the fact that operating costs were high 
in interline shipments, the tables for intrastate single-line traf- 
fic, excluding minimums, by weight of shipment, for all lengths 
of haul combined showed that the rates charged on the ship- 
ments in the study were 52 per cent of first class. while the 
same figure for intrastate interline shipments was 62 per cent 
of first class. It was pointed out that the higher operating ratios 
on the interline traffic. although the rates charged were a higher 
percentage of first class rates than the rates on single-line 
traffic, showed that multiple terminal costs involved in interline 
shipments more than cancelled the difference. 

The same situation was shown with reference to interstate 
single-line and interline shipments for all lengths of haul com- 
bined, single-line shipments having been charged at rates 49 
per cent of first class, and interline shipments at rates 59 per 
cent of first class. 

The Cost Analysis 


A lengthy table showed cost scales for other than minimum 
charge shipments, by type of movement, for shipments in various 
weight brackets (pounds per shipment). The costs were shown 
in cents per 100 pounds as between single-line and two-line 
hauls, with the weighted average of single-line and interline, 
and with single carrier cost on interline. 

As an example, the following costs were shown for selected 
mileages, the first line being the terminal costs, as calculated 
on shipments weighing up to 6,000 pounds: 


Weighted 

Average Single 

of Single Carrier 

Single Two Line and Cost on 

Miles Line Line Interline Interline 
(herminal) .......% 30.7 55.4 30.7 27.7 
BR Spa Adit te AS. creer 27.1 = Dy j 27.3 24.0 
eS ee ee 46.1 70.7 47.9 43.0 
RE SP ts Baas otal ai 56.9 81.5 60.3 53.8 
480 . 85.3 109.8 93.0 82.1 
BN os atten Sed a 107.8 132.4 119.0 104.7 
BR Sf bik oe oe ene 144.1 168.7 160.5 141.0 
1275... .1%36 198.2 194.5 170.5 
ee 198.8 223.4 223.4 195.7 


Effect of Density on Operating Costs 


Another table showed adjustment factors to reflect the 
effect of density on single-line costs, unit costs in cents per 
100 pounds, on shipments up to 6,000 pounds per shipment. 
It was said that this was the first time this particular study 
had been made. 

As an example of the figures in the table, the following 
Comparisons show, in the first group, terminal costs, and in 
the second group. the correcting factors for a 500-mile haul, in 
each case comparing shipments up to 4.9 pounds and shipments 
40 pounds and over. 
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0— 4.9 40 Pounds 
All Pounds and Over 

Item of Cost Density Adj. Adj. Fac- 

for 500 Miles Groups Amt. Factor % Amt. tor % 
C&D, runting ....... 7.8 14.9 191 7:7 99 
CRD, Of. BOR s <5. 63.05 6.8 9.4 138 6.4 94 
(i. a Ce rere 12.1 28.0 231 9.9 82 
Bil. and coll. .,...:. 4.0 4.0 100 4.0 100 
Total, orig. & dest.30.7 56.3 183 28.0 91 
Line-haul, running ..55.0 270.3 491 52.8 96 
Intermed. plat. exp... 1.6 3.8 sees 1.3 81 

Total (inc. total 

term. exp.) ..... 87.3 330.4 378 82.1 94 


Origin and Destination Costs 


Included in the study was the following table showing 
territorial average unit costs for collection and delivery, plat- 
form handling, and billing and collecting at origin or destina- 
tion points (excluding minimum charge shipments): 


Costs in Cents per Hundredweight 


Line Weight bracket Collection and Platform Billing and 
No. (Pounds per shipment) delivery handling collecting 
(1) (2) (3) (4) 
1 0—199 17.811 6.600 17.227 
2 200—499 11.142 6.600 7.748 
3 500—-999 7.658 6.597 3.564 
4 1000—1999 5.812 6.560 1.813 
5 2000—3999 4.290 5.542 -930 
6 4000—5999 4.063 4,184 .520 
7 6000—7999 4.039 2.189 .361 
8 8000—9999 3.729 2.189 -282 
9 10000—11999 3.610 2.189 .229 
10 12000—13999 3.331 1.717 .183 
ia 14000—15999 2.616 1.717 -160 
12 16000—17999 2.743 1.717 .152 
13 18000—19999 2.482 1.717 .148 
14 20000 & over 2.404 .296 -108 
15 0—5999 7.314 6.058 3.981 
16 6000—11999 3.813 2.189 .302 
17 12000—19999 2.575 1.717 .159 


This was followed by a table showing territorial average 
unit costs for collection and delivery, platform and billing and 
collecting at interchange and intermediate points. This, in turn, 
was followed by a table showing average costs per ton-mile 
and per vehicle-mile for peddle trips and terminal-to-terminal 
trips, which showed, ton-mile costs for all mileage blocks, $.785 
cents as peddle trip costs, and, in terminal-to-terminal trips, 
less-truckload costs 2.248 cents, truckloads, 2.011, with an 
average of 2.192. Average costs per vehicle mile were shown 
as 16.779 cents for peddle trips, and 19.884 cents for terminal- 
to-terminal trips. 


Distribution of the total traffic carried by the cost study 
carriers, separate between single-line, interline received, inter- 
lined delivered, and bridge traffic, was shown as follows: 





Type of Per Cent 
Traffic . Tons of Total 
(1) (2) (3) 
ccs ok dic ra cieiddas ee uitats abae sc dape of kabareeuaes 16,118 67.08 
pe a a rane aera 3,629 15.11 
RUIN) oo bois oats 6ob series 4 ode AAs ewe ewe 3,677 15.30 
I aaais Sieiks so ise FENG waters a5 -wrae ke ansls epee Riauens seeWipras ee 603 2.51 
MN pb obi ae kaso Sdia ons Bs aa URGE aaa es kes 24,027 100.00 


MISSISSIPPI FLOOD SERVICE ORDER 


Because of flood conditions interfering with operation of 
the Canton & Carthage Railroad Co., between Koch, Miss., and 
Canton, Miss., the Commission, division 3, by service order No. 
451, effective from February 11, at 2 p. m., to February 18, at 
11:59 p. m., has directed the C. & C. to forward freight traffic 
routed over its lines between Koch and Canton by routes most 
available to expedite its movement and prevent congestion, 
without regard to shippers’ or carriers’ routing or ownership 
of cars. 


REEFER EXPEDITING ORDERS 


The Commission, division 3, has extended from February 
15, to April 15, the expiration dates of five service orders in- 
tended to expedite the handling of refrigerator cars. The action 
was taken by the following amendments: 

Amendment No. 1 to fourth revised service order No. 180, 
which increased demurrage charges on refrigerator cars (see 
Traffic World, December 15, 1945, p. 1475). 

Amendment No. 1 to revised service order No. 188, which 
brought demurrage on the State Belt Railroad of California in 
line with the provisions of service order No. 180. 

Amendment No. 4 to service order No. 394, free time on re- 
frigerator cars, which restricted the free time on refrigerator 
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cars held for loading or unloading (see Traffic’-World, December 
15, 1945, p. 1476). 

Amendment No. 1 to service order No. 436, removal and 
return of empty refrigerator cars, which required railroads to 
remove from the place of unloading empty refrigerator cars 
within 24 hours after unloading, among other things (see Traffic 
World, January 26, p. 229). 

Amendment No. 1 to service order No. 396, perishables re- 
strictions on reconsigning, which required the application of full 
local or joint rates on carload shipments of perishables held 
beyond two days and reforwarded (see Traffic World, Decem- 
ber 15, p. 1475). 


SIOUX CITY L. C. L. EMBARGO 
Third revised service order No. 419, embargoing outbound 
less-than-carload freight shipments at Sioux City, Ia., or South 
Sioux City, Neb., will expire February 12, at 11:59 p. m., by 
amendment No. 2 to the third revised order, issued by the Com- 
mission, division 3. . 


TIN PLATE UNLOADING ORDER 
By service order No. 452, the Commission, division 3, has 
directed the Southern Pacific Co. to unload “forthwith” 16 cars 
of tin plate on hand at Sacramento, Calif., consigned to Amer- 
ican Can Co. The order would expire, said the division, on re- 
ceipt of notice by the Commission that the unloading had been 
performed. 


AUTO UNLOADING ORDER, ST. LOUIS 

The Commission, division 3, by service order No. 453, has 
directed the Terminal Railroad Association of St. Louis to un- 
load “forthwith” a total of 163 cars containing various com- 
modities, on hand at St. Louis, Mo., of which 156 cars were 
consigned to the Chevrolet Motor Co. and seven to Fisher Body 
Co. The order would expire, said the division, when the un- 
loading was completed and the Commission so notified. 


N. Y¥. TUG BOAT STRIKE 

Office of Defense Transportation operation of the tug boats 
in New York harbor ended as of 8 A. M. February 14, when 
the tug boat workers returned to work under an agreement 
to keep the tugs operating while the strike issues were under 
arbitration, said an O.D.T. spokesman. 

He expressed the opinion that by late February 15, or, at 
the latest, February 16, private operation of the tug boats 
would be completely resumed. 

O.D.T. Representatives, he said, were engaged in calculat- 
ing the tonnage moved during the brief operation of the tug 
| by that agency, adding that it amounted to a “substantial 

gure.” 


Rail-Barge-Rail Sugar Rate 
Cancellation Protested 


J. Aron & Co., Inc., sugar producer and owner and operator 
of the Supreme Sugar Refinery at Supreme, La., has asked the 
Commission to suspend a cancellation notice prefaced circle 2, 
as shown on page 2, supplement No. 3, Western Trunk Lines’ 
Tariff 340-C, I. C. C. A-3610, published to become effective 
February 15. 

“Tf the present rail-barge rates on sugar are cancelled from 
west Louisiana refineries to destinations in western trunk line 
territory, the only applicable rates in connection with the Missis- 
sippi Valley Barge Line will be the through class rates or 
combination rates over the ports, where lower,” said J. Aron 
& Co. “Obviously, these rates will be higher than the prevailing 
all-rail rates.” 

The Mississippi Valley Barge Line, said the petitioner, while 
proposing to cancel the rates from Louisiana refineries pro- 
posed to continue in effect the barge-rail rates on sugar main- 
tained by them from the New Orleans refining group. 

“If the proposed cancellation should become effective, the 
west Louisiana refiners will be discriminated against, as they 
will be denied a route via the Mississippi Valley Barge Line; 
further, if this cancellation should become effective, there is 
no doubt that the Mississippi Valley Barge Line will proceed 
with cancellation of other rail-barge-rail rates on sugar from 
west Louisiana refining points, all to the disadvantage of the 
west Louisiana refiners,” said the petitioner. “We are of the 
opinion that the Commission should not permit the proposed 
changes to become effective, as the result would place refiners 
in western Louisiana at a considerable disadvantage.” 

The petitioner said the protested cancellation notice read 
as follows: 

All rail-barge-rail rates on sugar as described in item 2630 from 
Louisiana origins shown in item 77 and as published under column ‘‘D”’ 
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in items of this tariff, as referred to in Note ‘‘B’’ below, are hereby 
cancelled. Class or combination rates apply. 


It said Note B cancelled all the rail-barge-rail rates as 
published in this tariff from Louisiana origins to practically 
all destinations in western trunk line territory. There were 
continued in effect, however, it said, the barge-rail rates from 
een Orleans +o those same destinations as set forth in the 
tariff. 


O.P.A. Protests C.S.M.F.B. Motor Seed 
Commodity Rates Cancellation 


The Price Administrator, for himself and for the Stabiliza- 
tion Administrator, has asked the Commission to suspend items 
940-A to 99-A, inclusive, in supplement No. 3 to tariff MF- 
I. C. C. No. 145, issued by Central States Motor Freight Bureau, 
Inc., agent, to become effective February 15. 

He said the bureau proposed to cancel present commodity 
rates applicable to farm seeds from Fargo and Grand Forks, 
N. D., and from Minneapolis, Minn., to destinations in Central 
States Territory, applying class rates, resulting in increases up 
to 50 per cent or more. He added that the bureau “merely” 
stated in justification that “present rates are not compensatory 
due to the fact that joint hauls are involved.” 

Something more than a “mere unsupported statement” of 
that kind should be required before permitting such “drastic” 
increases as proposed to go into effect, said the Administrator, 
adding it was significant that present rates from Minneapolis 
to Akron and Defiance, O., and to Pittsburgh, were not being 
changed, which, he said, he could not reconcile with the claim 
that present rates were alleged to be non-compensatory to in- 
termediate points. 

The Administrator set forth in a table the prices and pro- 
duction of various types of seed and estimated, on the basis of 
1945 production, that 5,050,000 pounds had been shipped. He 
said the involved rates were before the Commission in Farm 
Seeds from N. Dak. to Ind., N. Y., Ohio and Pa., 42 M. C. C. 
481, decided July 30, 1943, and were found to be just and rea- 
sonable. It did not appear to be consistent that in such a short 
period time drastic increases such as were proposed would be 
reasonable, he said. 





Eight Railroads Seek Injunction 
Against Chicago River Railroad 


Suit is outgrowth of recent settlement between River 
Road and Railroad Trainmen, after which the plain- 
tiff roads were notified of a change in operating prac- 
tices and charges on live stock cars 


The Baltimore & Ohio Railroad Co. and seven other rail- 
roads on February 12 filed an injunction suit in the federal dis- 
trict court, in Chicago, against the Chicago River & Indiana 
Railroad Co., the Chicago Junction Railway Co., and the New 
York Central Railroad Co., asking for a restraining order to 
end “unlawful” operating practices in the handling of traffic 
over the River and the Junction railroads, both controlled by 
the N. Y.,C. The suit is an outgrowth of changed operating 
practices resulting from the recent settlement of demands 
made on the River, the Junction and the Indiana Harbor Belt 
railroads, by the Brotherhood of Railroad Trainmen (see Traf- 
fic World, January 26, p. 239). The case is docketed as No. 
46C275, and has been assigned to Federal Judge E. R. Shaw. 
No hearing date has yet been set. 

The petition charges that, since May 16, 1922 “and for many 
years prior thereto,” the plaintiffs had by agreement moved, 
with their own crews, empty live stock cars over the River 
Road to the Union Stock Yards, and then moved the loaded cars 
back to their own lines, for $1 a car, loaded and empty. The 
plaintiffs contend that the Commission, when it approved pur- 
chase by the New York Central of the Chicago River & In- 
diana Railroad, in 1922, ordered that “the present traffic and 
operating relationships between the Junction and the River 
Road, and all carriers operating in Chicago shall be continued, 
insofar as such matters are within the control of the Central.” 

Following the settlement of the Trainmen dispute, January 
23, the N. Y. C. and the River Road, on January 25, 1946, no- 


tified the plaintiffs that, after February 1, 1946, the plaintiffs 7 
would not be permitted to move their stock cars with their own § 


crews over the River Road, and that such cars would be moved 
by power and crews of the River Road, at a charge of $12.96 
an outbound loaded car. The plaintiffs state they made a writ- 
ten protest, but that since February 1, the defendants have 
caused employes of the River Road to refuse to throw the 
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February 16, 1946 


switches to permit crews of plaintiffs to place stock cars on 
the River Road line in the Union Stock Yards. This change in 
traffic and operating relationships, it is contended, has the effect 
of delaying the cars; some outbound live stock shipments have 
been so delayed that they “require unloading for rest, water 
and feeding in addition to such unloading as they would other- 
wise have required in order to avoid violation of the so-called 
98-hour law,” say* the plaintiffs. 

The “unlawful acts of the defendants will, if continued, re- 
sult in irreparable injury to the plaintiffs . . . in that it will be 
impossible to determine in money the amount of the aforesaid 
injury to the value of plaintiffs’ said transportation service and 
plaintiffs’ good will,” stated the petition. 

The petition said the plaintiffs were damaged financially 
to the extent of approximately $675 a day, and asked a pre- 
liminary restraining order barring defendants from failing to 
obey the Commission’s order of May 16, 1922, that after a final 
hearing the injunction be made permanent, and that judgement 
be entered for the plaintiffs for damages. 

The action was brought by the following carriers: Baltimore 
& Ohio; Chesapeake & Ohio; Erie; Grand Trunk Western; 
New York, Chicago & St. Louis; Pennsylvania; Pere Marquette; 
and the Wabash. Ernest S. Ballard, of Chicago, is attorney 
for the plaintiffs. 

The petition does not mention the recent agreement made 
by the defendant lines with the Railroad Trainmen. 





Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commission con. 
cerning prosecutions, in federal courts, for violations of motor carrier 
provisions of the interstate commerce act or of Commission rules and 
regulations thereunder, appear below.) 


District of Kansas, third division, at Topeka. Leon Olson 
and Neosho Valley Cooperative Creamery Association, both of 
Erie, Kan., were fined an aggregate of $3,250, January 31, 
together with costs, following entries of pleas of nolo contendere 
to separate informations charging violations of part II of the 
act. The court required the defendants to pay the full amount 
of the fine and costs. The defendant, Leon Olson, a common 
carrier by motor vehicle, was charged with granting conces- 
sions in rates on shipments of property transported for the 
association, and with failing to issue freight or expense bills, 
for which violation he was fined $1,650 and costs. The defend- 
ant association, a shipper, was charged with accepting and 
receiving concessions from the defendant carrier, for which 
offenses it was required to pay a fine of $1,600 and costs. 





ST. LAWRENCE WATERWAY 


Representative White, of Idaho, has reproduced in the 
Congressional Record the text of a letter and a resolution of 
the legislative board of the Brotherhood of Locomotive Fire- 
men and Enginemen, opposing the St. Lawrence seaway project, 
and his own reply to the B. of L. F. and E. letter, signed by 
J. A. McBride. 

The resolution of the brotherhood’s legislative board set 
forth the objection, among others, that completion of the St. 
Lawrence seaway was “intended to decrease the movement of 
traffic via United States rail lines, and if successful, will be 
detrimental to the best interests of our national system of 
transportation and to the public in general.” 

__ In his reply, Mr. White asked why there should be oppo- 
sition to “a plan to make our Great Lakes coast line accessible 
to ocean transportation to all the world.” 

“Could not you and our railroads with equal propriety 
oppose navigation on the Ohio River through the industrial 
Pittsburgh district where auxiliary transportation has increased 
railway tonnage in such a marked degree?” Representative 
White concluded. 





INFLAMMABLE TEXTILE BILL 


Representative Johnson, of California, has introduced H. R. 
5445, a bill to prohibit the transportation of any inflammable 
textile fabrics in interstate commerce. The bill defines the 
material as “any textile fabric or combustible fibers which 
have a nap or pile and which flash or burn in horizontal position 
with the nap or pile on the upper face at greater average rate 
than 1 inch per second, the size and conditioning of samples 
anc method of testing to be in accordance with the procedure 
prescribed in National Bureau of Standards Circular No. 818 
on flameproofing of textiles.”” The bill was referred to the House 
committee on interstate and foreign commerce. 

The state of California passed a similar law that had 
worked very well, said Mr. Johnson, expressing the hope that 
the bill would safeguard and protect the numerous people who 
>a such fabrics ‘‘which, unbeknown to the consumer, are 

angerous.” 


Senate Committee Adopts Bill 
on Forwarder-Motor “Rates” 


House-approved version of measure giving the Com- 
mission authority over agreements between freight 
forwarders and truck lines is accepted, without 
amendment, by interstate commerce group, after 
hearings in which I. C. C. members and others testify: 
Sen. Reed prepares minority report. Commission ex- 
tends rates 


The Senate interstate commerce committee on February 13 
ordered reported, as passed by the House, H. R. 2764, the bill 
to permit establishment, subject to approval by the Commission, 
of special arrangements for compensation by freight forwarders 
of the motor carriers whose services they used. 

The Senate on February 15 passed the bill as it had been 
passed by the House and sent it to the President. 

The committee’s action followed hearings held by the full 
committee, in the course of which a spokesman for the forward- 
ers advocated acceptance of the amendments recommended by 
the House interstate commerce committee and adopted by the 
House (see Traffic World, Feb. 9, p. 385). 

It was stated at the Senate committee that Senator Reed, 
of Kansas, who had opposed continuation of forwarder-motor 
joint rates when legislation by which such rates had been per- 
mitted to remain in effect, ultimately until February 16, 1946, 
had been considered in the Senate, would file a minority report 
on H. R. 2746. In the hearings on that bill, he expressed oppo- 
sition to it, generally on the ground that it would, in his opin‘on, 
perpetuate a discriminatory rate situation. 

Much discussion of the attitude of the membership of the 
National Industrial Traffic League toward the bill followed tes- 
timony by a representative of the League in opposition to the 
considered legislation. 


The views of the forwarders concerning H. R. 2764 as 
amended by the House were expressed by Giles Morrow, of 
Washington, D. C., executive secretary and general counsel 
of the Freight Forwarders ‘Institute, first witness at the hearing. 

“We have carefully considered the possible effect of the 
House amendments,” he said, “and in our judgment none of 
such amendments materially alters the purpose intended to be 
accomplished by the bill as introduced. It is obvious that if 
the bill is to be enacted before February 16, which it must be 
to accomplish its purpose, a conference to compose differences 
between the two Houses could result in fatal delay. For these 
reasons, we urge th*s committee to accept the amendments 
adopted by the House.” 


Mr. Morrow referred to testimony by a witness for a Chi- 
cago motor carrier group at the House interstate commerce 
committee hearings on the bill to the effect that it was feared 
that if the divisions which the truck lines in that group re- 
ceived from freight forwarders were published in tariff form, 
they would eventually become the measure by which the motor 
carriers would be expected to maintain their local rates. For 
this reason, Mr. Morrow averred, the truck lines had not under- 
taken publication of the assembling and distribution rates that, 
under provisions of section 408 of part IV of the act, they were 
authorized to publish for the benefit of forwarders and others 
who used transportation facilities under like circumstances and 
conditions. He stated that, under present divisional arrange- 
ments between the forwarders and truck lines, the forwarders 
were paying motor carriers 22 to 23 million dollars a year, ex- 
cluding amounts paid for pick-up, delivery, and transfer serv- 
ices within terminal areas. 


“Carrier” Status of Forwarders 


Several court decisions ana Commission decisions were cited 
by Mr. Morrow to support the view that forwarders were com- 
mon carriers. He maintained that if forwarders were nothing 
more than shippers in their relations with the underlying car- 
riers there would be no reason to limit them. as section 418 of 
the act did, to the use of common carriers. As to an argument 
of opponents of the bill that forwarders used their tonnage to 
“beat down” the level of the truck rates, he said, in part: 

“The best test of the matter... lies in the fact that motor 
carriers are free at any time to cancel out the concurrences 
which they have with freight forwarders, but they have contin- 
ued to handle the forwarder traffic, under purely voluntary ar- 
rangements, for many years. The final answer to these charges 
is that under the bill the Commission is given complete jurisdic- 
tion not only over the method of utilization but over the compen- 
sation to-.be paid or observed.” 

Senator Reed brought up the point that a majority of the 
Commission had expressed disapproval of the bill, on the ground 
that it would be an ineffective means of preventing discrimina- 
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tion between large and small motor carriers and between large 
and small forwarders. Mr. Morrow said he agreed with the 
views expressed by a minority (three members) of the Com- 
mission, in its report on the Wheeler bill, S. 797, companion 
bill to H. R. 2764. 


Line-Haul Trucking for Forwarders 


Senator Reed said that only within the last year had it come 
to his knowledge that forwarders also moved freight between 
concentration points and break-bulk points by motor truck at 
rates lower than the published rates; that it had never been 
suggested in hearings on forwarder legislation that forwarder 
traffic would be moved by truck in other than delivery or as- 
sembly service; that there had never been any discussion of 
lower rates on full truckloads any more than there had been talk 
of less than the full carload.rate between concentration and 
break-bulk points on rail shipments of the forwarders; that he 
knew no reason for lower rates on truckload traffic, and that 
any plans of the forwarders to move line-haul shipments by 
truck had been “carefully concealed” in hearings on the earlier 
legislation. : 

With respect to the Commission’s views about discrimina- 
tion under the bill, Chairman Wheeler, of the committee, said 
that the substance of the Commission’s statement on that point 
was that it would be unable to administer the law, and that he 
thought this was “not a very valid objection.” 

When Senator Reed said he wanted to develop some idea 
as to the number of forwarder-motor compensation agreements 
that might be filed with the Commission, Mr. Morrow said that 
“something over 2,000” motor carriers had agreements with 
Acme Fast Freight, Inc., but that the number of individual 
agreements between Acme and those carriers was “another mat- 
ter.” Senator Reed took this as evidence that “a lot of time” 
would be required for action on the agreements by the Com- 
mission, and that, “in the meanwhile, you can have anything,” 
in the form of compensation arrangements between the forward- 
ers and the truck lines. 


Testimony for N. I. T. League 


John B. Keeler, of Pittsburgh, Pa., chairman of the legisla- 
tive committee of the National Industrial Traffic League, re- 
ported that the position of the League on this bill, as expressed 
at its annual meeting in Chicago last November, was in opposi- 
tion to the bill and in harmony with the views of the Commis- 
sion majority, except for disagreement with the Commission 
view that the assembling and distribution rates authorized by 
section 408 should be made available only to forwarders. Re- 
sponding to a question by Senator Wheeler, Mr. Keeler said”he 
personally was one of the minority in the League with respect 
to H. R. 2764. 

Senator Hawkes, of New Jersey, raised the question whether 
the League’s position on the bill had been expressed by a sub- 
stantial majority vote of its members. Answering this and 
other questions, Mr. Keeler said that the League had between 
1,200 and 1,300 members; that about 500 attended the Chicago 
meeting; that the vote on H. R. 2764 was a voice vote, and that 
there was no doubt in the mind of the presiding officer or in his 
own mind that the voice vote was substantial enough not to re- 
quire a showing of hands, but that many had left the meeting 
at the time the vote was taken. Senator Hawkes said that ‘‘the 
situation would have been much stronger” if the vote had been 
recorded, because in a meeting of that kind there were ‘some 
who have strong voices.” 


More About League Meeting 


John F. Coyle, of Rochester, N. Y., supervisor of domestic 
traffic of the Eastman Kodak Co. and chairman of the trans- 
portation council of the Associated Industries of New York 
State, testified in support of the bill and added some comments 
about the position of the N. I. T. League. 


He said it was his impression that only about 100 members 
of the League were present at the session in which the voice 
vote on the forwarder-motor rate question was taken; that 
one League committee had come in with a report in favor of 
the bill now before the committee, and that another League 
committee had taken an opposite view. Senator Hawkes 
reiterated his contention that the League should have “put itself 
on record” with respect to the bill and added that he had 
seen some “very fatal blunders” made in consideration of resolu- 
tions by small groups in the closing minutes of conventions, 
when delegates were in a hurry to get away. Senator Austin, 
of Vermont, suggested that it would be better for the commit- 
tee to consider the reasons propounded for or against enactment 
of the bill, rather than the number of persons who voted on it 
at a meeting. 

When Senator Reed referred to criticism of forwarder- 
motor joint rates by a majority of the Commission, Mr. Coyle 
declared that “it’s not a question of what the Commission may 
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say—it’s what the users of the service say.’”’ After observativ 
by Senator Reed that the forwarders had made no earnes 
effort in the last four years to “work out” the problem 
publication of assembling and distribution rates, Mr. Coy! 
said that the a. and d. rates had to be published by the mot. 
carriers, not by the forwarders. mh 
Senator Tunnell, of Delaware, asked what the effect wou!d 
be if H.-R. 2764 were not passed by Febguary 16, and Mr, 
Coyle said that it would mean that many of the coordinated 
forwarder-motor services and many of the points now reached 
by forwarders would be eliminated from forwarder operations. 


Use of Local Truck Rates 


“The forwarders could use the published rates of the motor 
carriers,” said Senator Reed. 

In that event, said Senator Hawkes, the forwarders would 
either have to go out of business or would have to do business 
at a loss, and, he added, “that’s what we’re trying to stop.” 
Use of the higher published rates of the trucks would ‘add to 
the fuel of inflation,” he said. Referring to the minority report 
of the Commission, he commented that “the minority is some- 
times right.” 

Ervin Manske, general traffic manager of the Allis- 
Chalmers Manufacturing Co., agreed with Mr. Coyle that the 
N. I. T. League vote on H. R. 2764 had been taken in the 
closing minutes of the League meeting, adding that discussion 
of the matter had been cut short and that there was not 
ample time to give the question the consideration it deserved. 
He said the traffic committee of the Wisconsin Manufacturers 
Association and the traffic committee of the Farm Equipment 
Institute had voted for the bill. What was feared if the con- 
sidered bill did not become law, he said, was that smaller 
communities, to which farm machinery parts and other supplies 
were sent expeditiously by forwarder service, would be de- 
prived of such service. 


Criticism of Rail L. C. L. Service 


In the last five years, the railroads had not been able to 
_ satisfactory service on less-than-carload shipments, he 
said. 

“Unless you are familiar with the subject, you have no 
—— how 1. c. 1. shipments were delayed by the railroads,” 

e said. 

He said it was not uncommon for an l. c. 1. car to remain 
in the Chicago yards 7 to 14 days before moving on toward 
destination. He declared that Allis-Chalmers would have suf- 
fered serious delays in the war period, had no forwarder 
service been available. 

Frank R. Russell, of Denver, Colo., traffic manager of the 
Denver Dry Goods Co., appearing on behalf of the Chamber 
of Commerce, Retail Merchants Association, and Traffic Club 
of Denver, and for certain other mercantile and industrial 
interests, said that only the forwarder “gives us at Denver 
the kind of service we need” and that this service should be 
continued ‘“‘as is.” 


Objections to “A. and D.” Rates 


Earl Girard, general manager of the Chicago-Milwaukee 
Motor Carriers Conference and of the Chicago Suburban Motor 
Carriers Association, organizations that, he said, comprised 62 
carriers operating within 100 miles of Chicago, presented to 
the committee a discussion of reasons for failure of motor car- 
riers to publish the assembling and distribution rates contem- 
plated by section 408 of the freight forwarder act (part IV of 
the interstate commerce act). He had discussed some of those 
matters in the House committee hearings. Before the Senate 
committee, he emphasized an assertion that, with establishment 
of assembling and distribution rates, there would have to be 
separate billing by the motor carriers as to each shipment 
moves under such rates, whereas, under the present arrange- 
ments with the forwarders, the shipments moved on the for- 
warders’ own rates and the truck line operators had only to 
bill the forwarders at the end of each month for their divisions 
of the joint rates covering the shipments moved in the month. 
Such separate billing by the truckers would mean increased 
costs of operation for them, he said. He said that publication 
of ‘a. and d.” rates for use by pool car operators in the Chicago 
area would put on the trucks a burden of liability for loss or 
damage claims, for which the unregulated pool car operators 
did not assume liability, but as to which forwarders assumed 
liability, with the shipment in forwarder-motor service moving 
under the forwarder’s bill of lading. He added that publication 
of “a. and d.” rates would result in reduction of the motor 
carriers’ normal revenues by about 15 per cent; that such 
rates would have to be lower than the local rates, and that 
if the local rates were charged by the trucks, the shipments 
that now moved in forwarder service probably would move 
in rail 1. c. 1. service. 


3 Dee 





i 
f 









Fe bru 


Cleve 
the c 
provi 
he hi 
provi 
Mr. | 


Amel 
ing 1 
deipl 
with 
he he 
than 
auth 
to af 


Sear 
2764 
set 
even 
geste 
the 
reas 
had 
said 
road 
railt 
Sen 
say 
give 
forn 
was 
will 


pool 
also 
dow 
won 
is t 
situ 
said 
mal 


tion 
ser 
mo! 
wal 
bec 
con 
sen 
ine 


par 
tha 
Re 





et ~ 


=a wre es 
29,5 & 


ior 


uld 
1eSs 


l to 
ort 
me- 


llis- 
the 
the 
sion 
not 
ved. 
rers 
lent 
On- 
ller 
lies 
de- 


> to 
he 


no 
ds,” 


lain 
ard 
suf- 
“der 


the 
iber 
‘lub 
rial 
iver 
| be 


ikee 
otor 
1 62 
1 to 
car- 
em- 
J of 
nose 
nate 
nent 
» be 
nent 
nge- 
for- 
y to 
ions 
nth. 
ased 
tion 
Pago 
S or 
tors 
med 
ving 
ition 
otor 
such 
that 
ents 
nove 








| 


be ro ia ih 






Darrin: 





February 16, 1946 


Arthur Bibbs, traffic manager of the Halle Brothers Co., a 
Cleveland, O., department store, testifying as an advocate of 
the considered bill, commended the service that forwarders had 
provided for that store. Senator Reed said the only criticism 
he had had was that he thought the railroads should have 
provided forwarder service themselves, but he agreed with 
Mr. Bibbs that the railroads would not provide such service. 

L. C. Cuthbert, of Norristown, Pa., traffic manager of the 
American Franklin Olean Tile Co., of Lansdale, Pa., represent- 
ing the Commercial Traffic Managers Association of Phila- 
deiphia, said that, “like many other members,” he took issue 
with the position of the N. I. T. League on this bill. He said 
he hoped the Senate had no less confidence in the Commission 
than the shippers of the country had, having in mind the 
authority delegated by the bill to the Commission with respect 
to agreements between forwarders and motor carriers. 


“Corraling” of L. C. L. Service Feared 


Paul W. Brown, of Chicago, general traffic manager of 
Sears Roebuck & Co., the next witness, contended that H. R. 
2764 was “unsound transportation legislation” and that it would 
set forwarders up on a special basis whereby they could 
eventually “corral” all 1. c. 1. service. Senator Wheeler sug- 
gested that if the forwarders could provide better service than 
the railroads themselves on 1. c. 1. shipments, there was no 
reason why they shouldn’t provide it. Asked why the railroads 
had not given “a service that the public wants,’ Mr. Brown 
said he thought it was because of “a battle between the rail- 
roads and the motor trucks,” and added that he believed the 
railroads should be permitted to go into the trucking business. 
Senator Reed interjected that he had expected Mr. Brown to 
say that this was the first time the Congress had undertaken to 
give one kind of transportation agency a preference ,in the 
form of rates that were not published. This, said Senator Reed, 
was the beginning of “legislation that, if followed logically, 
will mean a tearing down of the whole transportation theory.” 

Suggesting that if reduced rates were to be opened up to 
pool car operators, as to forwarders, the pool car operators 
also should be regulated, Senator Hawkes said, “If I’m in a 
down and there’s a group of people who consolidate freight and 
won’t take me in, I’m out of business unless a freight forwarder 
is there to take me in.” When Senator Reed said that was a 
situation so extreme he had never heard of it, Senator Hawkes 
said he himself had been in business a long time and had seen 
many cases of connivance to put people out of business. 

A. H. Schwietert, traffic director of the Chicago Associa- 
tion of Commerce, expressed the view that publication of as- 
sembling and distribution rates by the motor carriers was 
more to be desired than the plan for I. C. C. approval of for- 
warder-motor agreements, as set forth in the considered bill, 
because of difficulties connected with examination of individual 
contracts at the Commission. Copies of published tariffs were 
sent to shippers and shippers’ associations and could be exam- 
ined by the shippers without so much inconvenience, he stated. 

“You could write to the Commission and ask about any 
particular agreement,” said Senator Wheeler, jocularly adding 
that “if you couldn’t get it that way, you could write to Senator 
Reed and he could get it for you.” 


Effect on Local Truck Rates 


It was Mr. Schwietert’s view that operations of motor car- 
riers for forwarders at special low rates would result in efforts 
by the carriers to obtain from others whom they served—the 
shippers generally—trates sufficiently higher to meet the car- 
riers’ revenue requirements. Chairman Wheeler took the posi- 
tion that the Commission could act to prevent injustices to the 
shippers. 

Roland Rice, general counsel of the American Trucking 
Associations, Inc., urged adoption of what he regarded as clari- 
fying amendments to the bill. One of his proposals was that a 
provision that the forwarder-motor rate agreements “may” be 
required by the Commission to be subject to its approval, dis- 
approval or modifications be revised so as to make this a man- 
datory, rather than a permissive, provision. Another recom- 
mendation by Mr. Rice was that the words, “rates, charges, 
divisions,” be added to the word “compensation”: in section 
409(a)(1) of the bill. He said the A. T. A. had no objection to 
the proviso added to section 409(a)(1) by the House, affecting 
line-haul rates of motor carriers between forwarders’ concen- 
tration and break-bulk points. 

_ Asked by Senator Wheeler whether he had heard of any 
big forwarders “beating down” motor carriers on the truck 
rates, Mr. Rice said that ‘we have heard such complaints,” 
but that he believed H. R. 2764 would put all the affected car- 
riers and the forwarders on an equal basis, under the Commis- 
Sion’s jurisdiction. 

Answering questions by Senator Reed, Mr. Rice said he 
believed that the Commission, in determining the motor car- 
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riers’ share of the money received by the forwarders they 
served, would have to see “what the average would result in” 
and would have to consider the type of traffic handled and the 
conditions under which the different carriers operated. He said 
he believed the Commission should be required to make the 
forwarder-motor agreements and divisions open to inspection 
by the public. 


1. C. C. Members’ Testimony 


Responding to an invitation by Senator Reed, who wanted 
to inquire about possible difficulties of administration of the 
bill and about other problems he foresaw in connection with it, 
three members of the Commission appeared before the com- 
mittee to state their views. They were: Commissioner Splawn, 
chairman of the Commission’s legislative committee; Commis- 
sioner Patterson, and Commissioner Rogers. Commissioner Lee 
also attended the hearing, but did not testify. 

In the course of the testimony of the commissioners, mem- 
bers of the committee and the commissioners present joined in 
support of the proposition that all forwarder-motor agreements 
and divisions to be filed with the Commission pursuant to its 
orders under terms of the bill should be open to public inspec- 
tion at the Commission. 

None of the commissioners was able to estimate the num- 
ber of agreements that could be expected to be filed, but Sen- 
ator Reed believed it could be assumed that there would be 
several thousand—possibly 8,000 to 12,000. Senator Reed feared 
there would be long delay by the Commission in formally re- 
viewing all of these agreements and in prescribing the rules 
and regulations contemplated by the bill, but Commissioner 
Splawn thought the job could be done in a period of six months. 
Commissioner Rogers said the agreements would not be nearly 
as difficult to hande as motor carrier “grandfather” rights 
cases, of which only 39 out of a total of 85,000 applications now 
remained to be disposed of finally, though these remaining 
cases already had been heard “three or four times.” 

“On the whole, while we have had some complaints, we 
think you have done a very fine job,” said Senator Wheeler. 


Commissioner Patterson’s Position 


Asked by Senator Reed to explain why the Commission 
majority, in its report on the bill, had said that the powers 
conferred by it would be: ineffective means of preventing dis- 
crimination, Commissioner Patterson said that the majority felt . 
“at the time” that any rates and charges should be filed in the 
form of tariffs rather than as agreements. He said the Com- 
mission had an organization to control tariffs, but that he was 
not so sure about its handling of agreements. He said he 
adhered to his position that forwarders were shippers. Mr. 
Rogers said he did not think it would be more difficult to arrive 
at divisions between forwarders and truck lines than to pre- 
scribe minimum rates for a large area. He said it took only 
about four months to dispose of the New England minimum 
rate case. 

There was much discussion of the question of discrimina- 
tion and prevention of discrimination, and Commissioner Pat- 
terson observed, in that connection, that “in order to prove 
discrimination you almost have to prove that between the same ° 
points on the same road the rates are different.” 

After Mr. Patterson had noted that the bill made no pro- 
vision for joint rates of forwarders with carriers by water, rail, 
or air, Senator Hawkes declared that “the minute it becomes 
unprofitable for railroads to handle the (forwarder) business 
it will go into the business itself.” He declared that “you won’t 
have the millennium, anyway; you can pass all the laws you 
want.” 


1. C. C. Course of Action 


Commissioner Splawn submitted an outline of what he be- 
lieved would be the procedure of the Commission in complying 
with provisions of the bill. He said the Commission’s task would 
be serious and difficult. 

All of the divisions now in existence would continue until 
the Commission could prescribe what should be done for the 
future, he said. The Commission would work out rules and 
regulations, publish them, then receive exceptions, and, after 
study of the exceptions, revise the regulations to the extent 
warranted and then put them out again. Subsequently, if nec- 
essary, the Commission would have a “field day” at which those 
with opposing views concerning the regulations would be per- 
mitted to come in and present their statements to the Com- 
mission. 

“Then,” he said, “the Commission would try to work out 
a formula under which the terms and conditions (of the agree- 
ments in question) would conform to the rules and regulations 
published.” 

Senator Reed said he thought the first thing the Commis- 
sion should do would be to make the agreements available for 
public inspection. 

Commissioner Splawn said undoubtedly they would be after 
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they were filed, but that he saw no particular point to calling 
for a wholesale filing of existing agreements, which had been 
in effect, in many instances, for about ten years. After the 
rules were issued, the agreements for the future would be filed 
and would be open to inspection, he added. 

With respect to Senator Reed’s fear that the bill would 
result in a breakdown of transport regulation principles, Com- 
missioner Splawn averred that, in view of past history of regu- 
lation of express companies and of the special status accorded 
forwarders under the act, and since the spread between truck- 
load and less-truckload rates was not so standardized as it 
was in the case of carload and l.c.l. rates, there was no danger 
of emasculating the interstate commerce act or of setting up a 
special class of shipper. He added: 


“You’re merely regulating an agency which has evolved 
and which the shipping public considers very important. . . With 
all the precautions in the bill, I don’t see how you are setting 
up something that will defeat the purposes of the interstate 
commerce act. I think it will do just the opposite. . .” 


Truck Revenue from Forwarders 


Senator Hawkes was informed, in answer to a question, 
that forwarders paid about $20,000,000 out of total annual 
revenue of Class I truck lines of $500,000,000. 

Commissioner Splawn submitted to the committee a letter 
addressed to Senator Wheeler by the Commission’s legislative 
committee, headed by Commissioner Splawn, commenting on 
House-approved amendments to H. R. 2764. It regarded as ‘“‘de- 
sirable’ the amendments by which subparagraphs (3) and (4) 
were added to section 409 (a). As to the proviso added by an- 
other amendment to section 409 (a) (1), relating to motor 
rates between forwarders’ concentration points and brake-bulk 
points, the legislative committee said that in determination by 
the Commission whether or not compensation proposed to be 
paid by a forwarder to a motor carrier for line-haul service 
was justified, “it would seem that the usual elements of rate- 
making would be applicable.” 

“We are of the view that the proviso if adopted can as a 
practical matter be administered,’’ the Commission’s committee 
concluded. 

Wheat Predicts Discrimination 


Carl I. Wheat, attorney, of Washington, D. C., representing 
The Shipper Consolidators Institute, of California, contended 
that enactment of H. R. 2764 would perpetuate a discriminatory 
rate situation in which reduced truck rates would be available 
to forwarders but not to cooperative organizations of shippers 
who consolidated their own freight. He said that in the so- 
called Transamerican case the Commission had found that the 
services rendered by the carriers concerned for the Pacific 
Coast Wholesalers Association, a shippers’ freight-consolidating 
organization, were precisely the same as the services they ren- 
dered for forwarders. 

Mr. Wheat urged that assembling and distribution rates 
under section 408 be permitted to operate and said that an 
easy way for Congress to handle the problem was to “do noth- 
ing” about the forwarder act. If the forwarders could get rates 
made for them under section 409, they could get rates under 
section 408, he maintained. He proposed that, if Congress felt 
it had to enact legislation, it should do away with any “smoke 
screen” as to discrimination and merely amend section 409 to 
read as follows: 

“Sec. 409. Freight forwarders subject to this act may 
utilize services of common carriers under private published 
agreements with such carriers.’ 


Senator Wheeler asserted that there was a difference be- 
tween forwarders and shipper-consolidator groups in that, ac- 
cording to his view, the latter could discriminate against non- 
members by refusing to accept their freight, whereas regulated 
forwarders had to accept all shipments covered by their pub- 
lished tariffs. Mr. Wheat said that “the pragmatic test’ had 
shown that the consolidators had not practiced discrimination. 


He submitted, for inclusion in the hearing record, state- 
ments by L. E. Osborn, of the Aircraft Traffic Association; 
Jack Evans, of the Los Angeles Wholesalers Institute, and 
G. A. Olsen, of the Pacific Coast Wholesalers Association. He 
said that the freight consolidators handled a large amount of 
traffic, but probably not as much as “the three great forward- 
ers” combined handled. 


Testimony by J. M. Hood 


J. M. Hood, president of the American Short Line Railroad 
Association, testified against the bill and engaged in debate 
with Chairman Wheeler as to several points in his testimony. 
It was Mr. Hood’s belief that “literally nothing” would happen 
if the bill were passed or if it were not passed; that there 
would be no economic crisis either way, and that the $20,000,000 
traffic that was said to be involved was not as much as was 
offered to the carriers by some individual shippers. He averred 
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that, contrary to claims made by its proponents, the bill would 
not make much difference to the small shippers. He said the 
1887 act to regulate commerce had been directed against dis- 
crimination and that “this is the first time I have seen serious}, 
proposed before Congress a step in retrogression and the se'- 
ting up of a preferred class of shipper.” He disagreed with 
Senator Wheeler as to similarity of express company operations 
to forwarder operations and with the senator’s view that for- 
warders could not be called common carriers in one breath 
(referring to their relation to shippers) and not common car- 
riers in another (referring to their relation to rail and motor 
carriers). 

After Mr. Hood had maintained that action by the Com- 
mission on individual agreements would take years, and that, 
in the meanwhile, the allegedly discriminatory joint forwarder- 
motor rates now in effect would continue in effect, Senator 
Wheeler declared that he did not think the time required for 
action by the Commission pursuant to provisions of the bill was 
material, but that the important question was whether the 
course prescribed in the bill was the right one. He expressed 
the view that the existing contracts between the forwarders 
and truck lines should have been filed with the Commission, 
and that the Commission had the power to require them to be 
filed. 


“Amazed” ‘by Wheeler’s Position 


Mr. Hood predicted that, if the existing joint rates between 
forwarders and truck lines were permitted to expire Febru- 
ary 16, the truck lines would publish assembling and distribu- 
tion rates, on one day’s notice. Senator Wheeler said motor 
carrier spokesmen had said they would not publish any “a. 
and d.” rates. Mr. Hood said he was ‘‘amazed” that Senator 
Wheeler would advocate “continuation of concealed rates under 
which common carriers do business.’”’ Senator Wheeler said the 
rates would not be concealed rates under the bill. Mr. Hood 
said that language in subsection (b)(3) of the bill would enable 
the forwarders and truck lines to go on making secret rates 
and divisions and would permit changing of the rates from 
time to time, before publication of the changes, so that one 
inspecting the agreements could not be sure that the divisions 
shown were those actually in effect at the time of inspection. 

W. H. Ott, general traffic manager of the Kraft Foods Co., 
of Chicago, appearing on behalf of the Illinois Territory Indus- 
trial Traffic League, said that that organization had taken 
a position “overwhelmingly” against H. R. 2764. He raised 
four objections to the bill: (1) That it would be a legislative 
wedge for creation of the same relationship between forwarders 
and other types of carriers aS was proposed to be authorized 
by the bill; (2) that “permanent legalization’ of joint for- 
warder-motor rates would result in inflation of the level of 
would raise the level of the rail 1. c. 1. rates, because of a likeli- 
hood that forwarder traffic would bring down the wartime high 
average loading a car of 1. c. 1. freight, and (4) that, in the 
long run, such “legalization” might affect the rail carload and 
the truckload rates, because of ‘pressure’ of the volume of 
forwarder traffic. 


Forwarder Tariffs and Obligations 


With respect of fears that forwarder service would not 
remain available to small communities of the bill were not 
passed, Mr. Ott contended that such fears were not well 
founded, because the forwarders had their tariffs on file with 
the Commission, providing for such service, and could not 
withdraw from the service while those tariffs remained in effect. 
He suggested that the forwarders might have to raise their 
rates, and said forwarder rates for long distance hauls were 
usually lower than motor carrier rates, though higher than 
rail 1. c. 1. rates. 


Senator Wheeler read a letter he had received from Fred 
Virkus, of the Conference of American Small Business Organi- 
zations, Chicago, Ill., endorsing the considered bill. 


Senator Reed placed in the hearing record a letter from 
Donald D. Conn, executive vice president of the Transportation 
Association of America, urging postponement of consideration 
of the bill until a basic philosophy of transportation policy for 
the postwar future had been determined and adopted by Con- 
gress (see Traffic World, Feb. 9, p. 387). 


Southwest Sees Rate Increases 


On conclusion of testimony of witnesses on H. R. 2764, 
February 12, Chairman Wheeler announced that his committee 
would consider disposition of the bill in executive session the 
following day. 

At the February 12 hearing, Wallace Green, of Dallas, Tex., 
representing the Southwest Shippers Advisory Board, the "Texas 
Industrial Traffic League, the Southwestern Industrial Traffic 
League and the Dallas Chamber of Commerce, opposed any 
change in existing provisions of part IV of the act and said 
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enactment of the considered bill would result in the forcing of 
rate increases to ordinary shippers by motor carriers who served 
forwarders. : 

W. R. Arrington, of Chicago, appearing for the Terminal 
Freight Cooperative Association, an organization he said was 
comprised of 21 large and small shippers, saw no necessity 
for H. R. 2764. He had a new idea as to the course Congress 
might take. 

“Tf, as the forwarders contend,” he said, “the establishment 
of assembling and distribution rates would cause an adverse 
effect on their service in effect today, Congress could not declare 
that on February 16 all agreements in. effect will automatically 
become assembling and distribution rates under section 408 
of the original act.” 


Opposes Policy Making by I. C. C. 


He maintained that Congress should itself determine the 
matter of policy on forwarder-motor rates and should not let 
the Commission make the policy determination. He suggested 
that there was a need for speedier procedure in handling of 
forwarder-motor rate agreements by the Commission than was 
provided by H. R. 2764, and that filing of tariffs, rather than 
agreements, should be required. 

Ernest J. Leger, traffic manager of Johnson & Johnson, 
New Brunswick, N. J., saw no reason for permitting forwarders 
to obtain from motor carriers lower rates for service identical 
in nature to that performed by the truck lines for some ship- 
pers at the local motor rates. He expressed a fear that enact- 
ment of the bill would result in a repetition of the delays ex- 
perienced under section 408. in connection with publication of 
“a and d.” rates—that truck lines might want to postpone in- 
definitely the new “rates” that the forwarders might ask them 
to agree to. 

In the course of Mr. Leger’s testimony, Senator, Reed re- 
ferred to a report published on page 372 of the February 9 
issue of Traffic World, on oral argument in I. and S. M-2501, 
Distribution Rates—Newark, N. J.. to N. J. and N. Y. Points, 
and quoted from that article the following: 

“Mr. Cotterill (Charles E. Cotterill, New York attorney), 
appearing for the Middle Atlantic Conference, said that in Mid- 
dle Atlantic territory the conference represented most of the 
motor carriers that published distribution rates under section 
408 of the act. Those rates, he said, were limited by the terms 
of their tariffs to shipments of freight forwarders.” 

Senator Reed said Traffic World was read by every traffic 
man in the United States and was called ‘the traffic man’s bi- 
ble,” and described it as the authentic publication of the traffic 
peovle of the whole United States. He called attention to a 
further statement attributed to Mr. Cotterill in the story-on the 
oral argument in I. and S. M-2501 that the filing by Mahon’s 
Fxpress of a separate tariff containing rates on 26 commodities 
marked the first time in Middle Atlantic territory that an effort 
was made to extend concession rates to other than freight for- 
warders, and to the fact that the Middle Atlantic States Motor 
Carrier Conference was protesting this tariff. 

Mr. Leger said he did not think it possible that the differ- 
ence in cost of service to motor carriers of handling forwarder 
shipments as against shippers’ consolidated shipments. not mov- 
ine in forwarder service, was sufficient to warrant a 50 per cent 
difference in motor carrier rates, as between such shipments. 


Routing Shipments to Small Receivers 


With respect to effect of discontinuance of joint forwarder- 
motor rates on traffic moving to small communities, Mr. Leger 
said that 99 per cent of all shipments consigned to small re- 
ceivers were routed by the shipper, and that the shipper could 
be expected to protect his customers’ interest in obtainine the 
best service possible on delivery of the shipment. He indicated 
that satisfactory service could be provided by means other 
than forwarder service. He said he heartily favored the “a. 
and d.” rates. 

John M. Costello. manager of the Washington, D. C., office 
of the Los Angeles Chamber of Commerce and former member 
of the House of Representatives in Congress, read into the 
hearing record telegrams from the Seattle Industrial Traffic 
Managers Association and the Seattle Traffic Association, 
authorizing his appearance in opposition to H. R. 2764; letters 
from the Western Auto Supply Co.. from Bullock’s, a Los 
Angeles department store, and from Desmond’s, a Los Angeles 
apparel store, likewise opposing the bill. and a statement of the 
Los Angeles Chamber of Commerce setting forth objections to 
the bill generally in accord with those expressed by Mr. Leger. 


Forwarders Called “Parasites” 


“The so-called freight forwarder appears as merely a sort 
of parasite on the transportation industry,” said John T. Corbett, 
national legislative representative and assistant grand chief 
engineer. of the Brotherhood of Locomotive Engineers, the next 
witness. ». 
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He said the forwarders’ mode of operation would not be 
approved by retail merchants if it were extended to the retail 
merchandising field. He averred that loss of 1. c. 1. business 
by the railroads to the forwarders had resulted in reduction 
of the number of railroad employes and of wages of such 
employes and said the B. of L. E. was concerned over “the 
possible condition resulting from diversion of additional freight 
from the railroads to the highways.’ Senator Reed said that 
one of the three largest forwarders was owned by the New 
York Central. Senator Mitchell, of Washington, wondered 
whether the railroads would build up service to handle for- 
warder freight. Mr. Corbett said he thought the railroads 
would comply with any instructions they received from Con- 
gress. 

Carl H. Bier, general chairman of the Brotherhood of 
Railway and Steamship Clerks, etc., asked and obtained leave 
to testify, whereupon he took issue with Mr. Corbett’s state- 
ments as to effect of enactment of the bill on railway employes. 
Mr. Bier said that his union represented about 6,000 employes 
of freight forwarders, and that about 2,000 of them would lose 
their jobs if the bill were passed. Senator Reed quoted a verse 
beginning with the words, “How sweet to hear the watchdog’s 
honest bark.” Mr. Bier said the employes he represented had 
built up seniority, that courts had described seniority as a 
property right, and that the 2,000 employes he said would 
be affected by the bill would lose that right if it were enacted. 
He averred that the railroads over whose lines forwarder ship- 
ments moved were able to take care of themselves, and that 
whenever the forwarder business became ‘‘a monstrosity,” the 
public would take care of the situation by using other means 
of transport. If freight did not move to the forwarders’ plat- 
forms it would not be moved by the people Mr. Corbett repre- 
sented, said Mr. Bier. 

Senator Reed said he understood that, in connection with 
efforts of the railroad brotherhoods to obtain inclusion of 
forwarder employes in pending legislation to broaden the scope 
of rail employe benefits, the forwarders had contended that 
they were not common carriers. Mr. Bier said he did not think 
the forwarders had taken that position. 


Rebuttal Statement 


Mr. Morrow, as spokesman for the Freight Forwarders 
Institute, then presented’a rebuttal statement, concluding the 
hearing. Mr. Morrow, commenting on a remark by Senator. 
Reed that it was “about time that we had a lawful situation” 
with respect to joint forwarder-motor rates, said he hoped 
that the considered bill would create “not only a lawful but 
a practical situation.” He objected to Mr. Rice’s proposal for 
making mandatory the subjection of agreements to approval, 
disapproval or modification by the Commission. 

As to a suggestion that assembling and distribution tariffs 
could be filed on one day’s notice by the motor carriers in- 
volved, on expiration of the present joint rate authority Febru- 
ary 16, Mr. Morrow said such a suggestion appeared to him 
fantastic, in view of I. C. C. regulations, including “policing 
rules,” that must be observed. He did not believe the filing 
of such tariffs could be done in a day and possibly not in a year 
The representatives of shipper-consolidators and other shipper 
groups who had testified that “fa. and d.’”’ rates would work 
had had “the same four years we have had” to get such rates 
for themselves, and “the few a. and d. rates that have been 
published have undoubtedly been published for them,” said 
Mr. Morrow. He maintained that there could be no discrimina- 
tion against shippers in the making of special motor rates for 
forwarders, in view of the fact that the forwarders were regu- 
lated carriers. He referred to a statement by Mr. Girard that 
the Chicago truck lines were getting more money from the 
forwarders they served than they were getting on interchange 
from other motor carriers. 


Committee Recommends Adoption 


In its report on the bill, submitted to the Senate, the com- 
mittee said that enforced utilization by the forwarders of the 
motor carriers’ local published rates would result in an increase 
in the forwarders’ rates to the public “which in turn, would 
limit the availability of forwarder service to those shippers who 
were willing to pay a premium for such service.” 

“In effect,” it continued, “this would bring about a curtail- 
ment of forwarder service which the committee believes to be 
contrary to the public interest . . . the committee is of the opin- 
ion that the present bill provides the most satisfactory method 
of preserving this service. The Commission will not be re- 
stricted in its choice of methods to be emploved and it may re- 
quire any agreements entered into between freight forwarders 
and motor carriers to be subject to its approval, disapproval, 
or modification in any particular cases or situations where this 
may be necessary.” 

It said that little question existed as to the superiority of 
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serves Exporters and Importers to and from China 


Something big and important is happening in China .. . the awakening to new ideas 
of China’s 450 million people. 


There’s new thinking, with new ambitions and new wants, all over China, according 
to Great Northern Railway’s Foreign Department. 


Following through on things the Chinese learned during the war, they are determined 
to create new wealth out of China’s abundant raw materials. 


China’s agriculture will step ahead as fast as America can provide the latest imple- 
ments and machines. So will her other industries. 


Before long, old records will be broken in the new trade between China and _ the 


United States, and much of it will be expedited by Great Northern Railway—an “‘old 
hand”’ in Pacific trade. 


Consult: H. G. DOW, Vice President, Foreign Department, 233 Broadway, New York 7, 
N. Y., P. H. BURNHAM, Freight Traffic Manager, 175 East 4th Street, St. Paul 1, Minn., 
W. R. DALE, Foreign Freight Agent, 4th Avenue and Union Street, Seattle 1, Wash., 
R. W. TRAYNOR, Import and Export Agent, 105 West Adams Street, Chicago 3, Ill., or Great 
Northern freight traffic representatives in more than 50 cities in the United States and Canada. 


GREAT NORTHERN RAILWAY 
| Betiucon Cnréett-Laheo, Tacific Notthwett and Calofornia Pie. 
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forwarder service in transportation of l.c.l. shipments or as to 
the dependence of a considerable number of the country’s ship- 
pers on forwarders for transportation of their freight. 

“It has been the policy of Congress,’ said the committee, 
“to encourage in every way the coordination of services of two 
or more transportation agencies . . . property motor carriers are 
authorized to establish joint rates with other motor carriers 
or with railroads or water carriers. There is no foundation for 
the argument that the payment of compensation ‘to motor car- 
riers by freight forwarders for services rendered in connection 
with freight forwarder shipments on a basis different from that 
paid by shippers constitutes discrimination. The freight for- 
warder does not compete with any shipper either in production, 
manufacture, transportation or distribution. The only compe- 
tition is with other carriers. There is every reason, therefore, 
in the preservation of coordinated service, why freight forward- 
ers and motor carriers should be permitted to make agreements 
with respect to joint service and the apportionment of revenues 
accruing therefrom.” 

With respect to opening to public inspection the agreements 
to be filed with the Commission, comment by the committee in 
its report was limited to the sctatement that ‘the Commission 
will have auhority to require the filing or disclosure of the 
amounts to be paid or observed under any agreements entered 
into.” : 

Position of Senator Reed 


In his minority report on the bill, Senator Reed said that 
“the enactment of this bill would turn back the clock of carrier 
regulation for 40 years.” 

“It would open the doors to the very types of discrimination 
and under-the-table arrangements as between classes of ship- 
pers that were prohibited by the Hepburn Act of 1906, by which 
Congress put the first real teeth into the Interstate Commerce 
Act,” he said. 

“By this bill a motor carrier would be authorized not only 
to discriminate in his charges to freight forwarders, on the 
one hand, as against other shippers for whom he renders exactly 
similar services, on the other, but he would be allowed to con- 
tinue the practice of charging different rates for the same 
services to different freight forwarders. . . 

“Tf the title of this bill were truly to reflect its contents, 
as reported by the majority of this committee, it might well be 
entitled— 

““*An act to promote discrimination and preference among 
the patrons of motor common carriers’.” 

Senator Reed referred to testimony presented by Mr. Hood, 
on behalf of the short line railroads, and to testimony at the 
house committee hearings by J. G. Kerr, chairman of the South- 
ern Freight Association, on behalf of 13 railroads, and added 
that “officials of other railroads privately explain their failure 
to appear and express their views on this matter because of 
the tremendous volume of traffic controlled by freight forward- 
ers. He said it was well known to him, because of his contact 
with many railroad officials, that, generally speaking, railroad 
common carriers were opposed to the policy of rate making 
authorized by H. R. 2764. The “common pattern” of the story 
that railroad traffic officials had presented in hearings on S. Res. 
146 (77th Congress) and to him privately. he said, was, “For 
God’s sake don’t leave us at the mercy of freight forwarders 
by doing anything that would give them a status as common 
carriers, to enable them to demand a division of a joint rate.) 
That is one thing we could not possibly withstand.” 

























































Commission Extends Rates to March 15 


By special permission No. 27983. M No. 50691, Continua- 
tion of Joint Forwarder-Motor Rates Beyond February 15, 1946, 
until March 15, 1946, the Commission has granted freight for- 
warders whose joint forwarder-motor tariffs bear an expira- 
tion date of February 15, and who have filed cancellation and 
modification supplements effective the same date or other dates 
prior to March 15, changing the existing joint forwarder-motor 
tariffs to an all-forwarder basis. or who have canceled joint 
forwarder-motor rates and provisions that would have no appli- 
cation as all forwarder rates and provisions. and who may have 
filed other tariffs or supplements to meet the anticipated form 
and circumstances on that date, authority to: 


1. Postpone on one day’s notice the effective date of the aforesaid 
tariffs, supplements and modifications to March 15, 1946; and 

2. Make such other collateral changes as may be required to ef- 
fectuate postponement of aforesaid effective date or expiration date 
of said tariffs, supplements and modifications, the tariffs or supple- 
ments to be published and filed with the Commission in the manner 
required by law. 


The permission also provided that the forwarders were 
authorized to make the necessary changes by short form of 
publication and to depart from the Commission’s tariff publish- 
ing rules to the extent necessary, the supplements to be issued 


¢ 
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to be exempt from the terms of rule 9(e) of tariff circular No, 
20 during their effectiveness. Outstanding special permissions 
were modified to the extent necessary. Tariffs or supplements 
must bear the notation: 


Authority to publish upon one day’s notice and the form of this 
publication are authorized by special permission of the Interstate 
Commerce Commission, No. 27983, M No. 50691, of February 11, 1946. 


The action was taken on petition of the Freight Forwarders 
Institute, which observed that the Senate interstate commerce 
committee was holding hearings on H. R. 2764, the forwarder- 
motor rate bill, but that, due to circumstances beyond the 
control of the committee, it appeared impossible for the levis- 
lation to be reported and approved before February 15, the 
date the forwarder-motor rates were due to expire. 

“There is every reason to suppose that the Senate will 
approve this bill and that it will be duly enacted into law,” said 
the institute. 

However, it said, if the joint rate tariffs were permitted to 
expire “great and irreparable harm” would be done to the 
freight forwarding industry, the motor carriers participating 
in the tariffs, and to the shipping public. The action taken by 
the House and the apparent concern of the Senate committee to 
complete its action at the earliest practicable date justified 
the conclusion that “it is the intent of Congress to provide a 
method whereby the freight forwarder service which depends 
upon reasonable and equitable arrangements with the motor 
—— whose services it utilizes shall be perpetuated,” said the 
institute. 


Senate Votes Extension of Time 
for “Big Inch” Pipeline Disposal 


The Senate has passed and sent to the House S. J. Res. 
140, extending for 30 days beyond February 13 the time within 
which disposition of the government-owned petroleum pipelines 
known as the “Big Inch” and “Little Big Inch” lines is pro- 
hibited under provisions of the surplus property act of 1944, as 
amended. 

In discussion of the resolution in the Senate, Senator May- 
bank, of South Carolina, said that the surplus property act 
provided, among other things, that no disposition might be 
made of a pipeline until 30 days after submission to Congress 
of a report by the Surplus Property Administration setting 
forth disposal policies with respect to such lines. 

_ “In the case of the so-called Big Inch and Little Big Inch 
pipelines,” he said, “such report was submitted on January 4. 
Under the provisions of the surplus property act the time would 
expire on February 13 .. . 30 days after Congress convened.” 

He added that the purpose of the joint resolution was 
merely to give the surplus property subcommittee of the Senate 
military affairs committee another 30 days, or until March 15, 
to consider the recommendations contained in the S. P. A. 
report (see Traffic World, Jan. 12, p. 103). 


Rep. Brooks Expects Approval 
Canal in La. by Engineers 


Representative Brooks, of Louisiana, has placed in the 
ongressional Record the text of an address delivered by him 
before the Red River Valley Improvement Association, in which 
he expressed a belief that the War Department’s Board of 
Engineers will approve and will send to Congress “at an early 
date” a proposed navigation project contemplating construction 
of a navigation channel west of the Red River, in Louisiana, 
“more or less parallel to its banks from Shreveport down almost 
to the Atchafalaya River.” 

Recalling that Red River had been used for navigation in 
Civil War days and that Shreveport had then been an active in- 
land port, he said that “we hope to hear again the shrill whistle 
of the river boat as it echoes across the fertile plantations and 
wooded hills of the Red River Valley.” 

Representative Brooks also inserted in the Congressional 
Record a statement by E. B. Wilson, traffic manager of the 
Shreveport Chamber of Commerce, presented on behalf of the 
Red River Valley Improvement Association before the army 
board of engineers, advocating construction of the proposed 
Red River canal. Mr. Wilson said that tons originated by 
southwestern rail lines had shown increases up to 115 per cent 
since 1939, that tonnage terminated by those lines had increased 
up to 75 per cent, and that their revenues had gone up 4s 
much as 167 per cent when compared with corresponding figures 
for 1939. He predicted that substantial amounts of petroleum 
products, iron pipe, and tonnage hitherto undeveloped would 
move over the proposed canal. 
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February 16, 1946 


Partial Restoration of I. C. C. 
Budget Estimate Recommended 


senate appropriations committee “ups” appropria- 
tion for Commission slightly but not enough for it to 
do its work, according to tesiimony. Statistical work 
of Commission brought into issue by Senator heed 
who says some of it is not necessary 


Appeals “in person” by five of the eleven members of the 
Commission for restoration ot the Bureau of the Budyet est.- 
mate of $8,250,C00 tor the general expenses of the rate regulat- 
ing body, the mouse having reduced the estimate to $8,UV0,000, 
resulted in the Senate appropriations committee recommending 
an appropriat.on of $8,130,000, or $100,000 less than the com- 
missioners asked. 

‘the commissioners who appeared before the committee were 
Clyde B. Aitchison, Charies D. Mahaffie, Waiter M. W. Splawn, 
John L. Rogers, and J. Monroe Johnson who is also director of 
the Office ot Defense Transportation. 


In a letter to Senator McKeilar, acting chairman of the 
Senate appropriations committee, Commissioner Aitchison, as 
acting chairman of the Commission, January 29, said that the 
amount requested was essential “in order to meet the increased 
duties in the postwar reconversion per.od, especially in con- 
nection with its (the Commission’s) waybiil studies in analyz- 
ing the flow of the traffic of the nation and its work in connec- 
tion with the recent classrate and classification decisions, and 
also the critical car-service situat.on, in order to insure the ship- 
ping public service to which they are entitled.” In this letter 
Commissioner Aitchison said the Comm.ssion “respectfully re- 
quests the opportunity of a hear.ng before your committee.” 
‘the hearing was granted and the six.comm.ssioners appeared. 

The cut of $230,000, sa.d Commissioner Mahaffie, wou.d 
mean a cut of 62 full-time employes. 


Bureau of Traffic 


Commissioner Aitchison, who has charge of the Bureau of 
Traffic, said it would suffer a cut of $46,265 under the House 
proposal. That would seriously interfere with “our restor.nz 
the normal personnel of the bureau,” said he. He expressed re- 
gret that the waybill study might be interfered w:th. Con- 
ferences had been held-with the carriers on that and doubtless 
it would be necessary to carry the traffic studics further into 
the motor-carrier field “because the motor carriers are very 
restive under the present situation and some are in great finan- 
cial difficulties,” said he. The amount involved was relatively 
small, but the effects, in his judgment, would be very great on 
the work of the Commission, ‘if the studies do not go along.” 


Budget Bureau Cut I. C. C. Request 


Commissioner Mahaffie, who explained that the Commiss‘on 
was asking only what the Budget had recommended, said the 
Bureau of the Budget had “cut us quite substantially.” In 
answer to a question, he said the Commission had asked the 
Budget Bureau for $9,222,642 for general expenses. 


Bureau of Motor Carriers 


Commissioner Rogers, speaking with reference to the Bu- 
reau of Motor Carriers which would suffer a cut of some $86,- 
000 under the House action, told the Senate committee that, 
“putting it bluntly, we just cannot do the work that we are 
called upon to do with this reduced amount of money, and in 
the majority of instances it comes in cases which the parties are 
compelled by law to bring to us.” The work could be done if 
the Budget estimate were restored, he said, but not if less 
money were made available. 

Asked how many cases had piled up awaiting decision as 
the result of inability to maintain field service for investiga- 
tional purposes, Commissioner Rogers said “between two and 
three thousand.” 

Commissioner Splawn spoke of the work of the Bureau of 
Transport Economics and Statistics, cost accounting, the wayb‘ll 
study. He expressed the opinion that the latter activity would 
“feel it” if the $230,000 were not restored. 


Too Many Il. C. C. Statistics? 


Senator Reed, of Kansas, said that probably longer than 

any man in the hearing room, except Mr. Aitchison, he had 
followed the I. C. C. statistical work. 
._ “It seems to me that the statistical work that you are do- 
ing now is more than is necessary,” said he. “I have exam’ned 
a4 considerable number of reports that you get out monthly or 
quarterly that I can find no possible practical use for. Some of 
those statistical reports are very valuable, but you are making 
alot of reports. . . I think you are making too many.” 
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Commissioner Splawn said “that during this next year, you 
give us this $230,000, we will confer with you and everyone 
else who is interested and go over this list of reports that we 
require of the carriers with a view to streamlining and bring- 
ing them down to what is useful currently, and with a view to 
cutting out anything that is obsolete.” Senator Reed said the 
reports ought to be restricted to those ‘‘current and useful.” 


“I know the railroads are being asked to make ent.rely too 
many reports which cost them a lot of money and costs money 
to handle,” said Senator Reed. 


“I want to say for this Interstate Commerce Commission; 
I have had a knowledge ot it tor 25 years, and it is one of the 
best managed, most economically and most sensibly managed, 
of all of the governmental bodies,” said Senator Keed. 


“IT do not think anyone doubts that,” said Chairman Mc- 
Kellar. 


“On this particular thing, I think you have gone statistics 
crazy, or somebody down there has,” said Senator Reed. 


Carriers Ask for Statistics 


Commissioner Mahaffie recalled that when he was director 
of finance of the Commission, in the early twenties, the rail- 
roads complained about being required to do too much ac- 
counting. ‘the Commission appointed a committee, of which 
Mr. Mahaffie was chairman, with some government and rail- 
road people on it, to attempt to work out “the useless account- 
ing ot the railroads in response to government requirements” 
and to eliminate it, said he. 

“We found that the railroads themselves needed and kept 
very much more voluminous accounts than we required,’. he 
continued. ‘The thing blew up, because they finally, after 
we had gone over this with them, did not want to continue 
the discussion.” 

“That was a long time ago,” remarked Senator Reed. 

“That was in the twenties,” said Mr. Mahaffie, who then 
told the committee about Class I motor carriers asking the 
Commission to prescribe a mandatory accounting system for 
larger motor carriers of property “which was much more 
detailed-and more elaborate, from the accounting standpoint, 
than anything we had prescribed. They wanted us to do it 
because they said they represented the industry and needed to 
have it done in order to win their rate fight, their tax fights, 
and generally to know what was going on in the industry.” 
Division I was surprised by the request and the matter was 
put up to the carriers generally and enough kicks were re- 
ceived to require postponement of any further action pending 
further investigation, he said. 

“The industries’ leaders are convinced that not enough 
accounting is being required and not enough statistics are being 
developed from those accounts,” said he. 


Bureau of Service 


Commissioner Johnson testified at some length with respect 
to the car service activities of the Bureau of Service, condition 
of railroad equipment. The cut for that bureau would amount 
to $11,623. Mr. Johnson said the Commission asked the Budget 
Bureau for $362,158 for the Bureau of Service. The Budget 
cut it $116,556, and the House cut it $7,368, making a total 
cut of $123,924, said Mr. Johnson. He said the Bureau of 
Service was a bureau of 90 people and the Budget Bureau pro- 
posed to cut it to 39. The House cut it an additional 3, which 
made a cut of 42, which would leave 48 people in the bureau 
to do all the field work in the transportation field, said he. 

“You have got to put me back to $362,000,” said Mr. John- 
son. 


In recommending the appropriation of $130,000 above the 
House appropriation, the Senate committee said that $100,000 
was for the Bureau of Service in connection with car service 
supply and control work. 


Safety Work 


Commissioner Patterson, having been called at the request 
of the chairman of the committee, testified with respect to the 
appropriation for railroad safety work of the Commission. He 
said the Commission had asked for $555,746 and that the Budget 
approved $528,000. The House increased .the appropriation 
$7,000 above the Budget estimate. Mr. Patterson said that if 
the money requested were not provided the cut would have 
to be absorbed principally from the traveling expenses of in- 
spectors, who must travel, and if they did not travel, ‘‘we lose 
their services.” 


“Tf this money is not restored,” said he, “it will result 
in depriving the Commission of the use of approximately nine 
inspectors. While we would have to pay them, we would not 
have the benefit of their services.”’ 
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More Money for O. D. T. Car 
Service Activities Proposed 


A supplemental appropriation of $159,000 for the Office of 
Defense ‘Transportation for the present fiscal year was recom- 
mended February 12 by the House committee on appropria- 
tions in reporting the urgent deficiency bill for the fiscal year 
ending June 30. 

Testifying before the subcommittee in charge of the bill, 
O. D. T. Director Johnson outlined the tight car supply situa- 
tion and explained he wanted the money on hand in case it 
became necessary to use it. 

“If you will give me this money I will give you my word 
that I will not spend one penny beyond the necessities,” said 
Director Johnson. 

The O. D. T. had an original appropriation of $7,515,000 
for the present fiscal year. This is to be cut back by $3,075,000 
on enactment of pending rescission legislation. The O. D. T.’s 
unobligated balance as of October 31, 1945, was $734,805. 

In its report to the House the committee explained that 
the O. D. T. until recently was proceeding toward being prac- 
tically liquidated by June 30 this year. From a _ personnel 
strength in excess of 2,800 in the fore part of the fiscal year, 
by June, 1946, such number was to be reduced to 29, said the 
committee. It was now urged, said the committee, that pro- 
vision be made to permit closing the fiscal year with 96 
positions. 

“There has developed a serious shortage of box cars and 
refrigerator cars,’”’ said the committee. ‘Facilities are taxed 
to the utmost, occasioned by large shipments of relief food and 
materials, and demands growing out of reconversion, plus the 
growing number of cars in disuse that are worn out:or are not 
repairable because of a lack of materials. The proposal 
is to restore $159,000 of the reduction of $3,075, 000. 

In his testimony Director Johnson said he disliked to say 
it but “I guarantee you there are 40,000 box cars that ought 
to be off the roads that are hauling freight.’”’ In fact, he added, 
some cars had been put back in service that were on sidetracks 
to be scrapped. “Bad order” refrigerator cars jumped from 
4,000 to 8,000 in 60 days, he said. 

“We cannot get the materials and we cannot get the men 
and we are stymied everywhere,” he said. “However, that is 
nothing new. I have lived in it for four years and it does not 
terrify me at all. We will get something done about it.” 

Director Johnson said he had merged the car service activ- 
ities of the O. D. T. and I. C. C., both being under his super- 
vision. 

“TI have merged them, and the money that I have saved 
and the efficiency that I have brought about are just wonderful,” 
he continued. ‘These field service agents are the fingers and 
the eyes for I. C. C. and O. D. T., and . . . information from 
them converges on my desk.” 

Recently, said Director Johnson, there were 30,000 cars 
under load “behind the strikes” that he could not get moved. 


House Passes Bill 


The House, February 14, passed and sent to the Senate the 
urgent deficiency appropriation bill providing an additional 
$159,000 for the O. D. T. 

In discussion of the bill in the House, Chairman Cannon, of 
the House appropriations committee, said there was wide agree- 
ment that “no war agency has been more efficiently and effec- 
tively managed than the Office of Defense Transportation.” He 
said the O. D. T. had carried on “against seemingly insurmount- 
able obstacles,’’ had kept the roads open, had provided rolling 
stock, kept the trains moving, regulated the flow of shipping, 
maintained highway traffic and “rendered during the crucial 
days of the war, when a breakdown in transportation would have 
been catastrophic, a service which stands out as one of the great 
accomplishments of the war.” 





GEOGRAPHICAL MARITIME COMMISSION BILL 


Representative Sikes, of Florida, has introduced H. R. 5431, 
providing for a Maritime Commission of five members, one to 
be appointed from states touching on the Atlantic Ocean, one 
from states touching on the Pacific Ocean, one from states 
touching on the Gulf of Mexico, one from states touching on the 
Great Lakes, and one from the interior. The bill was referred 
to the House committee on merchant marine and fisheries. 


BILLS BANNING EXPORTS OF GRAIN, LUMBER 

Representative Hall, of New York, has introduced H. R. 
5418, providing that no grain or flour shall be exported from 
the United States until it is determined by the Secretary of Ag- 
riculture that sufficient quantities of said grain have been dis- 
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tributed to areas of the United States now suffering from short- 
ages of live stock and poultry feeds and it is determined by the 
Secretary of Agriculture that there are sufficient supplies of 
flour to assure the American people of the present amount of 
white bread A similar bill, H. R. 5424, offered by Represenia- 
tive Andersen, of Minnesota, would bar exportation of logs, lim- 
ber, and certain lumber products. 


Money for Mail Transportation 
Provided in House Bill 


More than two hundred million dollars needed. for 
various mail transport services, House appropriations 
committee says. Air mail services now yield profit 
to Post Office Department which says air carriers no 
longer get mail subsidy 


The House committee on appropriations, in the annual Post 
Office Department appropriation bill, has recommended for the 
fiscal year ending June 30, 1947, the following amounts for 
tfansportation of mail: $137,000,000 for railroad routes and 
mail-messenger service, a reduction of $8,000,000 under the 
fiscal year 1946; $20,700,000 for star-route service (except 
Alaska), an increase of $1,550,000; $375,000 for star routes in 
Alaska, a reduction of $25,000; $1,600,000 for steamboat or 
other powerboat routes (inland transportaticn), an increase 
of $1,100,000; $4,000,000 for foreign mail transportation (ex- 
cluding foreign air mail), an increase of $3,600,000; $5,000,000 
for foreign air mail transportation, an increase of $164,000; and 
$49,000,000 for domestic air mail transportation, an increase of 
$5,665,980. 


“The budget for the postal service presents a problem to the 
committee on appropriations and to the Congress generally 
which is unlike that involved in the consideration of other 
Budget items,” said the committee in its report, adding that 
the factors responsible for the largest elements of cost were 
predetermined by or in pursuance of statute. 


“The rates charged by the railroads are fixed and cannot 
be curtailed by the simple process of cutting appropriations,” 
it said. “The rates of compensation to be paid employes are 
fixed by law. The rates for air mail transportation are under 
the jurisdiction of the Civil Aeronautics Board and even the 
postal officials have little voice in that service,” it said. 


“So, in arriving at amounts to be appropriated for the 
postal service, it is not a question of how much the taxpayers 
of the nation can afford to spend or, as a matter of policy, ought 
to spend on a particular activity as is the case with other agen- 
cies of the government. It is purely a matter of estimating as 
accurately as possible what the mail load will be and how 
much—within the limits of controlling statutes—it will cost to 
move it. Whenever the amount appropriated is found to be in- 
sufficient there is no alternative but. to supply the additional 
amount required through a deficiency appropriation.” 


Air Mail Service Now Profitable 


Domestic air mail carriers were paid $35,536,291.68 for 
transporting the mail in the fiscal year ended June 30, 1945. For 
the fiscal year ending June 30, 1946, it is estimated they will be 
paid $42,490,316.22, and for the fiscal year ending June 30, 1947, 
the estimate is $50, 040,548.51. 


Testimony before the committee showed that the cost as- 
certainment report for the fiscal year ended June 30, 1944, 
showed a profit of $29,530,917 on the domestic air mail, and of 
$20,876,093 on the foreign air mail. 


The committee was informed that it was in the fiscal year 
ended June 30, 1943, that the domestic air mail service got 
“out of the red and into the black” and that in all the years 
before that the service was in the “red” and on a subsidized 
basis. It was not on a subsidized basis now, the committee was 
informed. Air mail service was a “money-maker” for the de- 
partment now, according to the testimony. All factors of cost 
of handling the mail were taken into consideration in cost as- 
certainment, it was stated. 

The Civil Aeronautics Board, which fixes the rates paid for 
air mail transportation, it was stated, effective January 1, 1945, 
had reduced mail rates of certain lines from 60 cents a ton-mile 
to 45 cents a ton-mile, the 45-cent rate being described as an 

“interim” rate for the period immediately after the war. As 
volume of air mail increased, further reductions were expected, 
it was said. 


Bill Passed by House 


The House passed the Post Office appropriation bill and sent 
it to the Senate, February 14. 
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February 16, 1946 


Inquiry of Railroads in Court 
Urged by Wheeler Committee 


Many railroads should be removed from court con- 
trol, says committee. Earnings a share of “insolvent” 
railroads exceed those of some roads not under court 
control, committee finds. Payment of loans made by 
Reconstruction Finance Corporation recommended 


Railroads in the control of federal courts of bankruptcy 
under section 77 of the national bankruptcy act had earned 
in “the past few years” profits so large that highly solvent rail- 
roads would have been proud to report such earnings in highly 
prosperous years, said the Senate interstate commerce commit- 
tee In a 94-page printed report on S. Res. 292, the Wheeler- 
Reed resolution calling for investigation and report by the com- 
mittee with respect to the handling of railroads in receivership 
or trusteeship (see Traffic World, Feb. 9, p. 390). 

“The paradox,” the committee said, ‘is, however, more ap- 
parent than real... Many of the companies are only technicaliy 
in bankruptcy and, without reorganization, should be removed 
from the jurisdiction of the courts, some of them immediately, 
some of them shortly. They are actually solvent, prosperous 
railroads—a result in part due to the earnings of the last few 
years. One might almost say that they are new companies, 
thanks to those years—companies which inherited from condi- 
tions of a dozen years ago the form of trappings of insolvency, 
while they themselves are earning the big money of successful, 
flush corporations.” 

The committee said that the instant report was “the most 
complete and detailed study of the subject to date.” It referred 
to hearings held by it on S. 1253, the so-called Mahaffie railroad 
debt adjustment bill and said that in the course of those hear- 
ings there were added, to criticisms that members of Congress 
had received over a period of years as to operation of rail re- 
organization procedures, “‘additional criticisms of railroad trus- 
teeship procedures” and that the committee was urged to con- 
duct the investigation proposed in S. Res. 192. 


Sources of Material 


The report said the committee already had obtained a large 
body of data relating to pending railroad reorganizations from 
I. C. C. sources and that it had analyzed this material care- 
fully. The analysis, it said, was supplemented with a study of 
the annual reports of the I. C. C. for the last 15 years; with a 
study of a very large number of extensive and valuable reports 
of the Bureau of Transport Economics and Statistics of the 
Commission and of other bureaus of that body; with a careful 
analysis of the numerous and voluminous decisions of the Com- 
mission in reorganization, refunding and section 20a cases in 
general, and with study and analysis of reports of other govern- 
mental agencies and reports of the Association of American 
Railroads and its committees. 

After further indicating the scope of its’ preliminary inves- 
tigation, the committee said the main outlines of the problem 
were now clear and that the conclusions to be drawn from the 
facts, with respect to required changes in reorganization meth- 
ods, procedures, viewpoints, and results, and with respect to 
changes in financial practices affecting railroads in the hands 
of the courts, were also clear. 

“However, there are some additional matters,’ said the 

committee; “other than those analyzed in this report, with 
which the committee study to date has not been able to deal 
adequately. For this purpose, a formal investigation employing 
subpena power and a modest appropriation are requisite. 
_ “The principal data required for a thorough study of pend- 
ing reorganizations are ‘matters of record in the books and 
files of the railroads and in other public records, and are ob- 
tainable through the Commission, other governmental sources, 
and standard financial manuals. It has been possible thus far 
for the committee to gather and analyze these facts, without 
need for subpena powers or special appropriations.” 


Commendation of Roads, Employes 


_._ The committee said the general condition of the railroad 
Industry, both physical and financial, “is one of well-being.” 
It said the managements and employes of the railroads were 
to be congratulated on the industry’s outstanding performance 
of recent years and on their foresightedness in placing the rail- 
toads in an excellent position to render full service to the pub- 
lic in ensuing years. 

Under the. general heading, “Physical Condition,’ the re- 
port reviewed railroad performance in the 1940’s, additions and 
Improvements to the transportation plant of the railroads, 
Capital expenditures, the physical plant in the depression years, 
the extraordinary extent of repair of existing equipment in the 
war years, increase in amount of equipment in the war years, 
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the increased capacity and quality of railway facilities, the 
greatly increased economy in the operation of the railroads, 
deferred maintenance, reduction of debt and interest charges, 
and payment of debt and back interest in receivership and in 
section 77 proceedings. 


R. F. C. Loans to Railroads 


In a section of the report dealing with Reconstruction 
Finance Corporation loans to railroads, the committee said that 
the total amount of government loans (R. F. C. loans, as well 
those under P. W. A.) was reported by the Bureau of Railway 
Economics of the Association of American Railroads at more 
than one billion dollars. It said a large proportion of this 
money had been repaid by the borrowing railroads, a compila- 
tion prepared by the I. C. C. showing that the amount owing 
from railroads to the R. F. C. for principal of loans as of June 
30, 1945, was in the neighborhood of $125,000,000. 

“In view of this record, it is all the more desirable that 
the balance of the money owing to the R. F. C. shall be paid 
at the earliest possible time,” said the committee. “A number 
of the railroads still indebted to the government are in position 
to pay all or a large part of the money they owe to the govern- 
ment; in fact, some of them have already used large amounts 
to retire bonds, without paying the government. 

“It would seem that the government should have first pri- 
ority in being paid. In most cases it was the last to put money 
into railroads (other than equipment trusts and similar transac- 
tions). Every consideration of sound business practices, there- 
fore, calls for paying the government first.” 


Continuing further with its discussion of the R. F. C.- 
railroad loan situation, the committee said: 


Several obstacles have stood in the way of wiping the slate clean: 
One has been the contention of various groups of creditors that the 
Government did not have technical priority. Fortunately, through the 
efforts of the Interstate Commerce Commission, the Reconstruction 
Finance Corporation, and some of the Federal courts, this type of 
consideration has generally been overruled. In all other cases the 
receivers and trustees who have been deterred by any objection of this 
sort might well consider prompt application to court for a ruling, as 
was done so effectively in the case of the Chicago, Rock Island & 
Pacific Railway Co. 

The objection, on technical grounds, to paying the Government 
seems unworthy, since it comes from the bond groups which in 1931 
and 1932 urged Congress to create the RFC for the purpose of lending 
Government funds to relieve distressed railroad and other companies. 
Congress responded to this appeal, and among the beneficiaries of the 
funds loaned by the RFC were the very institutions which favored 
this policy, and received from the railroads part of the Government 
loans to those railroads, as interest on the railroad bonds owned by 
those institutions. If these circumstances were brought to the atten- 
tion of those institutional leaders who came to Congress for this 
relief, it is probable that they would advise withdrawal of technical 
objections made by their representatives without knowledge of this 
pertinent history. A further circumstance may have a similar result— 
it is the reorganization plans favored by these institutions which are 
advanced if the RFC is not paid, but is placed instead in the position 
of supporting those plans—reference to this phase of the subject is 
made below. 

Other considerations which seem to have stood in the way of paying 
the Government are based upon apparent concern with respect to 
pending reorganization plans or with respect to the assumed advis- 
ability of keeping large surplus amounts of cash on hand. Neither 
of these considerations appears to have sufficient merit to justify 
holding off the Government any longer. It would seem appropriate 
for the Government agency to press for payment and also for the 
receivers and trustees to take the initiative themselves and to seek 
court orders authorizing payment. 

Subsequent to comment on this subject at hearings before this com- 
mittee on S. 1253, the Reconstruction Finance Corporation addressed 
requests to railroads indebted to it—requests for payment of the Gov- 
ernment loans. However, the private interests which have- been op- 
posed to payment of those loans have apparently had sufficient weight 
in the court proceedings to prevent the honoring of the Government’s 
request, 

The failure of the RFC to collect was mentioned at a later hearing, 
as follows: 

“‘The Chairman. I recently talked with a member of the Recon- 
struction Finance Corporation, and I was after them because some rail- 
roads were in position to repay their loans but did not seem to be 
doing it. I was told they were anxious to collect the money but also 
was told some railroads had money they could pay but they had not 
done so * * * (Hearing, p. 120).’’ 


It would, therefore, seem to be necessary for the RFC to proceed 
by formal motion, so that the matter can be taken to higher courts 
for review. Unfortunately, the aftermath of the earlier policy pur- 
sued by the RFC has not yet been cleared away, so that instead of 
pressing in appellate courts for payment of these loans, the Govern- 
ment is still in the position of pressing in appellate courts to uphold 
reorganization plans which in effect deny the Government’s right to 
get payment in cash. 


Considerable confusion and possible criticism can be avoided if the 
Government ceases to remain a banking creditor of the railroads after 
they are in a position to pay the loans made by the Government. So 
long as the Government remains a banking creditor of railroad com- 
panies, it tends to become a partner of the private owners and to 
participate as such in the management as well as in the reorganization 
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of the railroad companies. This would be sufficiently debatable even 
if the Government were an equal or majority partner, but it is in fact 
a minority partner. In the absence of any congressional pronounce- 
ment in favor of Government ownership of railroads or of Government 
partnership in the ownership of railroads, it would seem desirable to 
bring the possibility of such a state of affairs to an end as soon as the 
finances of the borrowing railroads permit. 

A further embarrassment arises out of unnecessary participation by 
the Government as a party litigant in the reorganization proceedings. 
It thereby unnecessarily subjects itself to the charge of playing favor- 
ites among contending securit'y holders, helping those who want a 
particular plan, damaging those who oppose it. Obviously, the Gov- 
ernment should not remain in a position in which it becomes subject 
to such a charge, nor should Government officials have the power to 
involve the Government in reorganization tactics, reorganization pat- 
ronage, or reorganization alliances. 

Another circumstance points to the wisdom of getting the RFC out 
of these situations. The Association of American railroads has a 
number of times called attention to the RFC’s profit of more than 
$5,000,000 on reorganization securities which it obtained in the reor- 
ganization of certain railroads which had borrowed from it. (See 
reports by Bureau of Railway Economics, review of Railway Operations 
in 1941, p. 14; and in 1942, p. 15) 

The reorganizations out of which the Government has made some 
millions of dollars of profit were reorganizations supported by the 
RFC, and resulting in part from negotiations with that Government 
agency, at the same time that the reorganizations were opposed by 
stockholders and junior bondholders whose investments were fore- 
closed and forfeited by the reorganizations. 

There has been considerable comment both in Congress and else- 
where on the losses sustained by security holders as a result of reorgan- 
izations and some criticism has been voiced in Congress to the effect 
that the forfeitures were in effect confiscations of valuable securities. 
A compilation prepared by the Interstate Commerce Commission in 
response to a request of this Committee shows that the par amount of 
the bonds and stocks wiped out in reorganizations which have already 
been completed, and to be wiped out in reorganizations that have been 
approved by the Interstate Commerce Commission, aggregates two 
and one-half billion dollars (ICC table I). 

In arranging for the payment of RFC loans, a change in the rate of 
interest would seem to be not inappropriate. The Reconstruction 
Finance Corporation has been charging the railroads 4 percent on its 
loans. At the same time the Government has been, in recent years, 
paying from 2 to 2% percent for the long-term money it borrows and 
less than. 2 percent on all its borrowings. The Government did not 
make loans, whether to industries or to individuals, for the purpose 
of making a profit. It would appear to be appropriate to charge bor- 
rowers simply the rate of interest which the Government itself must 
pay for money, plus a sufficient amount to take care of administrative 
expenses and to set up reserves for any losses which the Government 
might have to take on loans still outstanding. If this policy be fol- 
lowed, it is obvious that the RFC would be charging the railroads less 
than 4 percent per year. As a matter of fact, the Government has 
already been making substantial loans in other fields at rates con- 
siderably less than 4 percent. To the extent to which the Government 
can justifiably reduce the rate of interest it charges on loans made for 
the purpose of relieving distressed companies and individuals, the result 
will contribute to the trend toward lower interest rates—a trend bene- 
ficial to home owners, farmers, and small and large business concerns, 
and useful for the building of a sound national economy. 


Railroad Earnings 


The committee reviewed in considerable detail earnings of 
carriers, including those in trusteeship or receivership, as here- 
inbefore indicated. 

“So-called insolvent companies, in the custody of the bank- 
ruptcy courts, have been earning their interest charges in every 
year of this decade, in some years from two to five times the 
amount required for the annual interest charges, and in one 
case eleven times the required interest charges for the year,” 
said the committee. 

“The record has been a similar one, for earnings on their 
shares of stock. Earnings per share of preferred stock have 
risen as high, in one company, as $68 per share in one year, and 
on common stock as high as $34 per share in one year. In 
the course of the 4% years ending June 30, 1945, aggregate earn- 
ings have gone as high as $150 per share of preferred stock and 
$150 per share of common stock. Railroad earnings of this 
decade have risen to such a point that they have made the term 
‘railroad insolvency’ synonymous with railroad solvency and 
success.” 

The committee said that the known facts with respect to 
1945 indicated that it was a year of high operating revenues 
and high net income for the railroad industry. It pointed out 
that the net income figures for 1945 would not be comparable 
with those for prior years because a very large amount of 
amortization, in excess of normal depreciation rates, had been 
deducted as an operating expense, in order to obtain benefits 
under the tax law. Most of this deduction represented a tax 
saving of 85% per cent of the amount deducted, it said. It 
said the total deducted by way of amortization “probably runs 
into hundreds of millions of dollars.” 

In a discussion of the years subsequent to 1945, the com- 
mittee pointed out that there was still a large volume of War 
and Navy Department traffic to be moved, and that there was a 
large pent-up demand for civilian goods. In addition, it said, 
the railroads would benefit substantially by carry-back and 
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amortization provisions of the tax laws. It said, further, that 
the railroads would benefit from increased efficiency of labor 
when its more experienced employes were reinstated in their 
jobs. It also. said the railroads would benefit from repeal of 
the land-grant rates when that became effective in October, 
1946. wo tale). am 
Unpaid Interest Situation 

In a discussion of unpaid interest charges of railroad sys- 
tems in court control, the committee said that, in brief, the 
only basic obstacle to the release from court, without any 
Commission proceedings or court reorganization, of various ma- 
jor railroads now in court control was their unpaid, overdue 
interest. It said the companies, if they could have used their 
funds, could have paid all this overdue interest, but that the 
courts and court-appointed trustees, having control of the com- 
panies’ funds, used them in part for other purposes, and that, 
in any event, the earnings and the liquid resources of these com- 
panies, together with favorable money market conditions, would 
enable them to handle the problem of overdue interest in a bus:- 
ness-like way—if they were free from the section 77 proceed- 
ings and procedures which in fact tied their hands. 

In a review of section 77 proceedings and earnings of car- 
riers in court and of some carriers not in court, the committee 
set forth data on which it based a statement that, taking the 
averages, the section 77 roads showed average earnings per 
share of common stock of $59.09, while the group of roads not 
in any court proceeding showed an average of $54.70 per share. 
It submitted similar data and conclusions with respect to earn- 
ings of the roads in court in comparison with roads not in court. 

In a discussion of administration of section 77 proceedings 
by the Commission, the committee said that a process wherein 
government officials were required to make forecasts for many 
years in the future, based in part on what they were told by 
men whom they regarded as experts in the business of fore- 
casting what was going to happen far in the future, and based 
in part on study of the past, presented obvious difficulties and 
dangers. The reference was to the requirement that the Commis- 
sion make findings as to the future in setting up the financial 
structure of the reorganized company. 

This duty of forecasting, said the committee, was on which 
should not be imposed on a government agency, “when the in- 
evitable consequence of pessimistic forecasts is the destruction 
of existing property rights.” 


The committee said the district and appellate courts should 
not be burdened with proceedings to consider the fairness and 
soundness of reorganization plans which the administrative 
commission might already know to be out of date. The commit- 
tee discussed at length the problems involved in prescribing re- 
organization plans under the existing law and commented on 
defects as seen by it. 


Interest Rate Reductions 


With reference to its suggestion that railroads having finan- 
cial problems to solve could advance the solution of their dif- 
ficulties by reducing their interest rates, the committee said 
that, although the public in general would be benefitted by such 
action, “‘the interests of the railroads in the custody of the 
courts, and the interests of the public as well, have been re- 
tarded, not advanced.” 

“The companies which would be most benefitted by reduc- 
tion of their interest rates are the very companies which are 
being prevented from securing a reduction,” it added. 

“In all such matters, the need is apparent for an advance 
in financial techniques comparable to the great advance made 
in railroad operating techniques. . . There is considerable ques- 
tion whether there have been more than mere stirrings or be- 
ginnings of improvement in dealing with financial problems as 
required by sound business considerations. . .” 

The committee suggested that financial staffs of government 
agencies, railroad companies, committees and other groups in- 
terested in the general problem possessed “the ability to bring 
to bear on this problem the same resourcefulness which engi- 
neering and similar experts and the operating managements and 
employes of the railroads havé used in the operation of the 
transportation plant.” 

“Indeed, the financial problems are much simpler,” it said. 


Effect of Court Control 


In discussing the effect of court administration on the finan- 
cial position of railroads under Section 77, the committee said 
that one of the chief criticisms of Section 77 had been that jud’- 
cial reorganization under that section demoralized security val- 
ues and had a bad effect on railroad credit, and that an addi- 
tional difficulty arose out of the fact that, for many policy pur- 
poses, court-appointed trustees had replaced the managements 
of the companies that were in section 77 Proceedings. 


“In the last few years, and now,” it continued, “active and 
aggressive management was and is critically needed in order 
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February 16, 1946 


to enable the roads to make the fullest use of present-day op- 
portunities to reform their financial structures, reduce their 
indebtedness, and reduce the interest rates of their bonds and 
their total interest charges. The Interstate Commerce Commis- 
sion has for some years been urging the railroads to take such 
action. Railroads not under Section 77 have done so; railroads 
under Section 77 have done so to a very limited extent, and 
their managements have been unable to move at all in securing 
the very results which the Commission has wisely and repeat- 
edly urged.” 


In such reduction of fixed charges, railroads which were 
in difficulties in the 1930’s but escaped Section 77 had already 


made great strides in reorganizing their financial affairs, said 
the committee. 


Dealing with savings that might be effected by use of sur- 
plus cash of railroads for acquisition of their outstanding se- 


curities at less than par, the committee included the following 
in its discussion: . 


In some instances the courts have ordered the use of surplus cash 
of railroad companies in their control to pay off entire bond issues, 
or to make part payment of bond issues, at 100 cents on the dollar, or 
to call for tender by bondholders. The result was that purchasers of 
the bonds at less than 100 cents on the dollar, at a time when the 
excess funds of the railroad companies enabled the trustees themselves 
to make such purchases at less than par, were able to turn in their 
bonds to the trustees shortly afterward at 100 cents on the dollar.... 


The committee said that rarely, if ever, in the history of 
the railroad industry had there been “so valuable a conjunc- 
tion of circumstances—low prices for buying in a company’s 
bonds and large amounts of cash available for such purchases,” 
as there had been in the last few years. 


“Rarely, if ever, has so invaluable an opportunity been lost, 
as it has been lost, year after year, to the disadvantage of rail- 
road companies, helpless in the Section 77 strait-jacket which 
had been devised for other times and other needs,” it added. 


Recommended Changes 


The committee set forth its proposals for “changes appro- 
—_ in administration of railroads in hands of courts” as 
ollows: 


(1) One of the most important changes which should be made is 
the discharge from trusteeship or receivership of those companies 
which are able to pay their overdue interest, without court reorgan- 
ization of their financial structures. To this end the courts and 
trustees and receivers should bend their efforts, as would a company 
not in the hands of the courts. The advantage would be one both 
for bondholders and stockholders. Bondholders who are now being 
offered reorganization securities and are being asked to agree to 
substantial changes in their contractual right to receive income on 
their bonds currently are entitled to retain those rights, with the 
exception of the change in the rate of interest which money conditions 
and the money market necessitate. 


(2) The reduction in interest rates is another important ehange 
appropriate for all the railroad companies, whether in the hands of 
the courts or not. ‘The former are at a disadvantage in the sense 
that, while remaining in the hands of the courts, they may experience 
. greater difficulty in refunding to the lower interest level justified by 
money conditions. The resulting injustice to the companies is especially 
marked in the cases where bonds which had junior position at the 
time of the institution of the court proceedings have now been raised 
or can be raised to a higher and even to a senior position by the 
retirement of bonds to which they were junior. In such cases there 
is even less justification for continuance of the interest rate payable 
on those bonds. 


While it has not been customary to arrange for refunding of large 
issues of companies which are in the hands of the courts, the obstacle 
does not appear to be an insuperable one, and with the exercise of 
good will on the part of all those concerned, it should be possible 
to solve the problem as satisfactorily as if the companies were not in 
the hands of the courts at all. 


(3) A third respect in which a change is called for by the changed 
circumstances of companies in the hands of the courts is in the use 
of surplus cash to reduce debt. This vital point has already been 
discussed in this report. 


(4) A fourth change which iis called for, also discussed above, is 
recognition of the improved position of junior securities. This improve- 
ment has resulted from a number of changes: The retirement of 
senior securities or availability of funds for such retirement; the 
reported and unreported increases in the assets and earnings of the 
companies; increased operating economies; the phenomenal change 
In the national income level. 


(5) The administration of reorganization can range from the drastic 
to the mild. It can be geared to changed conditions—and the changes 
in the affairs of companies still in the hands of the courts today 
present a very different reorganization problem from that in the 1930's. 
In consequence, the very approach made to that problem in the years 
Prior to the vast changes in the affairs of the companies during this 
decade is today outmoded. The companies themselves, by playing a 
larger and indeed the leading role, can bring about just results for 
both creditors and stockholders. For solving their financial problems, 


the companies possess opportunities they did not have until the last 
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5 years and today have in greater abundance than at any time in the 
abundant 1940's. 


Chasm Between I. C. C. and Courts 


Above all, means ‘can and should be devised to bridge the chasm 
between Commission and courts. The latter, together with the court- 
appointed trustees, can, as has been noted, advance or defeat the 
use by the companies of their present unparalleled opportunities to 
solve their remaining financial difficulties. At the same time, in a 
separate compartment, the Commission is forced to operate on reorgan- 
ization matters, virtually in a vacuum; so long as the courts and the 
trustees slow up and virtually defeat the reorganization which any 
competent management in possession of its own properties could effect, 
the Commission is put in a position where, if it has to prepare reor- 
ganization plans, it is dealing with a situation which disregards present- 
day realities. The courts and their trustees, on the other hand, take 
the view that reorganization is not to be initiated by them, but by 
the Commission—although nothing in the statute forbids court or 
trustee action to alleviate and improve the financial affairs of the 
railroads, even to the point of enabling solvent railroads to secure 
discharge from court without any need for the Commission’s operation 
of the reorganization machinery created by Section 7177. 

The court-appointed trustees are under the obligation to conduct 
the business affairs of the roads in such manner as to yield the largest 
income consistent with adequate provision of transportation service to 
the public. In the course of so doing, the cash resources may become 
sufficient to enable a company to pay its unpaid interest obligations 
and to be discharged from court, without any reorganization at all, 
and thus effectuating any plan prepared by the Commission under the 
provisions of Section 77. 

Similarly, the trustees should so order the affairs of these roads 
that they may be reorganized on a business basis, as fully as if the 
managements had been in control of their properties, without the 
custody of any court or trustee. Even if this did not result in wholly 
solving the problem of matured unpaid interest, it should be solved 
in part, as fully as possible. The remaining task for the Commission 
then becomes a relatively minor and mild one.... 

Those railroad companies whose properties are still in the hands 
of the courts and which cannot presently pay all past interest, and 
the security holders of such companies, should endeavor to pursue 
the same methods, to bring about the same results, which have been 
successful in cases not under Section 77—methods not requiring the 
assumption of a difficult burden which may be doomed to failure, 
the burden of estimating the future earnings of the railroad companies 
and more specifically the burden of estimating those earnings in 
definite numbers of dollars. In consequence, it would seem desirable 
that the caution which various groups of security holders as well 
as the Interstate Commerce “Commission have at times felt to be 
necessary should be exercised once again in this field; that the security 
holders and the governmental agencies involved should once more stop, 
look, and observe the new developments in the finances and the affairs 
of the railroad industry and these railroad companies.... 

The original enactment of Section 77, the enactment of the 1935 
amendment, and the development of reorganization procedures there- 
under were effected at a time when present-day money market condi- 
tions, interest rates and cash positions of the companies had not 
been foreseen. Now that it is realized that procedures developed 
under quite different conditions and for other purposes, in the 
administration of a statute enacted when conditions were wholly 
different from those of today, actually serve to defeat the very purpose 
Congress and the railroad interests had in mind, it is essential that 
changes be made to meet the needs and the opportunities of the 
railroads at the present time. 


Hearings on Debt Bill Set 


Chairman Wheeler, of the Senate Interstate Commerce 
Committee, announced February 15 that additional hearings on 
S. 1253, the railroad debt adjustment bill on which hearings had 
been held in October and which had now been revised in a 
“committee print” so as to include provisions for taking out of 
receivership or trusteeship railroads whose earnings in specified 
recent years had reached certain levels set forth in the revised 
bill, would be held by his committee February 19. 

Senator Wheeler said in his announcement that since the 
first hearings on S. 1253 he and Senator Reed, of Kansas, had 
been engaged in “conferences looking toward revision of this 
legislation.” 

The “committee print” would make it possible for railroads 
in receivership or in process of reorganization under Section 77, 
as well as other railroads, to change or modify provisions of 
their outstanding obligations, subject to conditions for approval 
by the Commission and other conditions set forth in the bill. 

It includes the following provision for taking railroads out 
of receivership or trusteeship: 

Sec. 20-C. (1) All proceedings, whether before the Inter- 
state Commerce Commission or United States courts, in equity 
receivership or under Section 77 of the bankruptcy act, relating 
to the preparation or effectuation of plans of reorganization of 
each carrier by railroad as defined in Section 20-A (1), whose 
properties on the effective date of this section or at any time 
thereafter are in the custody of the United States courts, and— 

(A) Whose gross railway operating revenues for any of 
the calendar years 1942 to 1944, inclusive, were in excess of 
$50,000,000; or 

(B) If its gross railway operating revenues were not in 
excess of such amount, such carrier is a debtor in any proceed- 
ing, or is a party defendant in any proceeding ancillary thereto, 
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with another such carrier whose revenues were so in excess; 
“shall be forthwith suspended and discontinued as of the ef- 
fective date of this section.” 

The- “committee print” also provides, in its section 20-C 
(4), that proceedings with respect to railroads covered by sec- 
tion 20-C (1) under Section 77 or in equity receivership “shall 
be dismissed upon consummation of proceedings affecting such 
carrier under Section 20-B of this act, or upon payment of its 
matured, unpaid obligations or the making of other arrange- 
ments with reference to such obligations to the owners of claims 
therefor; and such proceedings may be dismissed under the con- 
ditions and in the manner prescribed in subsection (G) of Sec- 
tion 77 of the Bankruptcy Act.” 


Mead Reports Cargo Ship Use 
for Return of War Surpluses 


Senator Mead, of New York, chairman of the special Sen- 
ate committee investigating the national defense program, has 
issued the following statement relating to use of cargo ships 
for transport of war surpluses from overseas: 

“Commencing on September 24, 1945, the committee has 
held a series of hearings in Washington concerning ships and 
their cargoes which have lain idle in the western Pacific, many 
of them since V-J Day and before. 

“The subcommittee on foreign surplus property, consisting 
of Senator James M. Tunnell, of Delaware, and Senator William 
F. Knowland, of California, held a number of hearings in the 
field on the same subject, particularly at Honolulu, Guam, 
Saipan, Tokyo, Okinawa and Manila. 


“The committee has been advised by the War Department 
that ‘twenty-three ships containing building materials, heavy 
construction equipment and other critically needed civilian type 
consumer items have been ordered by the War Department to 
return to the United States from the Pacific. Upon arrival, 
civilian type items will be declared surplus for disposal to the 
public. Many of the returning ships are in the Manila area. 
Others are at Japan ports. The majority of them sailed from 
various Pacific ports around the first of February. They should 
arrive at United States ports, both west and east coast, about 
the first of March. However, due to congestion in port areas 
and shortage of railroad cars, there may be some delay. in un- 
loading the vessels. Two of the ships are loaded exclusively 
with lumber—7,400,000 board feet of it. Eleven carry cargoes 
consisting predominantly of construction materials and equip- 
ment, such as rollers, graders. compressors, and paint spravers. 
In the cargoes are 677 pre-fabricated huts. and about 2,000 
crates of barracks and buildings, which could be used for tem- 
porary civilian housing. Also in the cargoes are such items as 
5,830 rolls of asphalt roofing paper; 256,853 pounds of felt as- 
phalt; miscellaneous construction hardware such as screening, 
pipe fittings, bathroom and toilet fixtures; some unfinished lum- 
ber; some office supplies and equipment, and other miscella- 
neous articles’.” 






Congress Acts to Lift Wartime 
River-Harbor Project Barrier 


Opening the way for the making of appropriations for river 
and harbor projects whose construction, authorized by the 
rivers and harbors act of 1945, has been delayed by a proviso 
of that act until six months after the termination of the war, 
Congress has completed action on S. J. Res. 105, repealing the 
proviso in question, and has sent the joint resolution to the 
President. 

Under the “postponement” proviso of the 1945 rivers and 
harbors act, construction of only such projects as had been 
recommended by an authorized defense agency and approved 
by the President as necessary or desirable in the interest of 
national defense and security was permitted and undertaken 
in the war period. 


Chairman Mansfield, of the House rivers and harbors com- 
mittee, speaking in support of the resolution in the House, after 
its passage by the Senate, said that the public roads bill had 
a provision similar to the proviso of the rivers and harbors 
bill, and that the postponement feature of the public roads bill 
had been repealed. 

Representative Smith, of Ohio, wondered why such “gov- 
ernment ventures” as were involved in the considered resolu- 
tion could not be postponed ‘‘until such time as the federal bud- 
get is brought in balance and the financial house put in order.” 
He feared that the money for the projects would be raised by 
“further deficit financing.” However, Representative Savage, 
of Washington, said the proviso in question was holding up “a 
lot of worthy projects,” that they might be delayed for years 


TRAFFIC WORLD 


unless the resolution were passed, and that he regarded the 
projects as investments by which would be built a healthy econ- 
omy, to enable the country to carry its burden of debt. 


AIR TRANSPORT RIGHTS AND TREATIES 


Senator McCarran, of Nevada, has introduced S. 1814, 
amending section 802 of the civil aeronautics act of 1938 by 
adding thereto the following new language: 


No agreement with any foreign government restricting the right 
of the United States or its nationals to engage in air-transport opera- 
tions, or generally granting to any foreign government or its nationals 
or to any air line representing any foreign government any right or 
rights to operate in air transportation or air commerce other than as a 
foreign air carrier in accordance with the provisions of the civil aer- 
onautics act of 1938, or respecting the formation of or the participation 
of the United States in any international organization for regulation 
or control of international aviation or any phases thereof, shall be made 


or entered into or on behalf of the government of the United States 
except by treaty. 





AIRMAIL SERVICE TO SMALL TOWNS 

Representative Brooks, of Louisiana, in remarks in the 
House, February 13, said he had conferred with some Civil 
Aeronautics Board officials to urge that the C. A. B. speed up 
its work and decisions affecting expansion of air transport serv- 
ice in the United States. He said it seemed to him the board 
was “moving very slowly” in this respect and that it appeared 
that it was going to require “months, maybe years,” to “get 
these decisions out of the Civil Aeronautics Board.” 

“I am especially interested in having air mail service ex- 
tended to the smaller towns,” he said. “It is a matter of com- 
mon knowledge that last year the air mail service produced a 
surplus revenue of $60,000, 000, which shows that the air mail 
service in the past has been on a most profitable basis . . . not 
merely the cities that presently have air mail service, but the 


small towns and villages throughout the country are likewise 
entitled to air mail service. . .” 





NEW YORK-TO-ORIENT AIR ROUTE 


Senator Mead, of New York, has issued a statement in which 
he expresses a hope that “‘the new contemplated air route to the 
Orient from New York, via Chicago, the Twin Cities and Alaska” 
will soon receive final approval by the Civil Aeronautics Board. 

He said that “all evidence” pointed to the conclusion that 
this route would be established. He stated that the C. A. B. had 
envisioned such an airway in a study of international air route 
patterns, that C. A. B. public counsel had recommended such a 
route, and that a C. A. B. examiners’ report also had favored its 
establishment. 

“In the face of this evidence,” he added, “I am hopeful that 
the board will give its approval so that the New York-Orient air 
link may become reality within a very short time. The brief 
filed in this case by the New York Port Authority makes clear 
the necessity for this direct route from New York via Alaska 
to the Orient.” 





Air Certificate Applications 


Texas-New Mexico Airlines, Inc., Amarillo, Tex., has asked 
the Civil Aeronautics Board, in No. 2213, for authority to ex- 
tend the routes authorized in No. 1053, the Texas-Oklahoma 
case, so as to add various points in Texas, Oklahoma, New 
Mexico, Arizona, and California, including Los Angeles, to its 
routes operating between Tulsa and El Paso, Texas, and be- 
tween Dallas, Tex., and Albuquerque, N. M. The airline said 
it performed daily scheduled local, shuttle, feeder, connecting 
and pick-up air transportation of persons, freight, baggage, 
property, and mail. 

Other applications for air transportation authority were 
received by the C. A. B. as follows: 


No. 2214, North Coast Airlines, Inc.; scheduled; persons, property, 
and mail between Chicago, IIl., and Seattle, Wash., via various inter- 
mediate points. 

No. 2215, National Airlines, Inc., Jacksonville, Fla., amendment 
to certificate for route No. 31, so as to include Key West, Fla., as a 
terminal point, on a permanent basis. 

No. 2216, United Airlines, Inc., Chicago, inauguration of nonstop 
service between New York, N. Y., and Detroit, Mich., on route No. 1. 

No. 2218, Pan American Airways, Inc., New York, amendment to 
eliminate Cat Cay, Bahama Islands, as an intermediate stop on its 
route between Miami, Fla., and Nassau, Bahama Islands. It said the 


volume end type of traffic did not justify regular scheduled service 

No. 2219, Transcontinental & Western Air, Inc., Kansas City, Mo. 
Extension of international route from the immediate area Egypt to 
a new terminal point or points within the area Union of South Africa, 
via intermediate points in Saudi Arabia, Eritrea, Kthiopia, Kenya, 
Tanganyika and Mozambique. 
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February 16, 1946 


U. S.-British Air Agreement Reached 
As Bermuda Aviation Meetings Close 


Broad policy offered for air-transport development 
with provision for later review and adjustment. 
Executive Department of U. S. to ask Congress for 
power to fix fair and economic rates for U. S. car- 
riers in international air services. Proposed British 
and U. S. air routes designated 






The Bermuda Civil Aviation Conference of British and 
United States Government representatives, including members 
of the British Ministry of Civil Aviation and the Civil Aero- 
nautics Board, closed its four weeks of deliberations on air 
policy in Bermuda February 19, and, in a joint statement made 
public by the State Department in Washington, announced that 
the United States and Britain had agreed on a broad policy 
that offered opportunity for development of air transport cou- 
pled with provision for later review and adjustment of any 
practices that were shown by experience to be harmful to the 
best interests of the two nations. 

On the controversial subject rates, the conference agreed 
that rates to be charged by air carriers operating between 
points in the United Kingdom and points in the United States 
were to be subject to governmental review. Senator McCarran 
has attacked the agreement (see elsewhere). 

Both countries set out lists of proposed air routes that 
touched their two territories. They said that although some of 
these routes were already in operation, some might be opened 
shortly.and others might not come into operation for some time. 
A section of the agreement on route changes stipulated that any 
changes of the routes of one nation in the territory of the 
other would be made only after consultation and agreement 
between the aeronautical authorities. 

“Other route changes in third countries may be made at 
any time, provided that prompt notice is given by the one coun- 
try to the other of such changes,” said the conference. “Any 
disagreement which may arise and cannot be resolved by the 
aeronautical authorities of the two countries shall be referred 
to P. I. C. A. O. (Provisional International Civil Aviation Or- 
ganization) for an advisory report. In addition, each country 
will keep the other informed of new route certificates extended 
to their own air carriers.” 


At a Washington press conference conducted by Joe D. 
Walstrom, assistant chief of the State Department’s aviation 
division, John D. Rickerson, deputy director, office of European 
affairs, State Department, and William Clark, of the British 
Embassy, it was noted that the agreement was an “executive 
agreement” not subject to ratification. Besides the joint state- 
ment of the two delegations there were released also “The 
Final Act of the Conference,” “Bilateral Air Transport Agree- 
ment and Attached Annex between the Governments of the 
United States and United Kingdom,” “Heads of Agreement re- 
lating to Civil Use of Leased Airbases,” “Report on the Bases 
Discussions,” and, respectively, the closing remarks of George 
P. Baker, chairman of the U. S. delegation, Major General 
L. S. Kuter, U. S. Army Air Forces, adviser to the U. S. dele- 
gation, and Sir Henry Self, chairman of the United Kingdom 
delegation. 


Three of the documents, including the final act, the bi- 
lateral agreement, and the heads of agreement, said the con- 
ference, represented a “sincere and determined effort” to re- 
concile the widely divergent views that were held by the two 
nations on the extent to whiclf international air transport 
should be subject to governmental controls. 


Chief -Aspects of Aviation Covered 


“The two governments are happy to announce that agree- 
ment has been reached on conditions which they believe will 
be satisfactory and advantageous to both nations,” said the 
conference. 


All the chief aspects of civil aviation outstanding between 
Britain and America were “covered and resolved” in the three 
documents, said the conference, adding that they should pro- 
vide a firm foundation on which future and closer aeronautical 
coliaboration between the two nations could be built. They 
recalled that both nations had before the Bermuda meetings 
accepted the multilateral air-transit agreement at the Chicago 
alr conference of December, 1944, that provided for “freedoms 
I and II,” namely, the right of the air carrier or carriers of one 
nation to fly through the air space of the other (freedom I) 
anc to land for non-traffic purposes (freedom II). 

__ Besides the agreement on rates, the conference said other 
highlights were: 


_. The Civil Aeronautics Board has announced its forthcoming de- 
Cisi-n approving the traffic and rate conference machinery of the Inter- 
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national Air Transport Association (I. A. T. A.) for a period of one 
year. 


Freedom by each country to determine the frequency of operations 
of its airlines. 

Freedom to carry fifth freedom traffic in accordance with defined 
principles subject to adjustment in particular cases where such adjust- 
ment may be found necessary in the light of experience. 

Agreement on an initial schedule of worldwide air routes of mutual 
interest to the United Kingdom and the United States. 

Clearing of the position of the air bases leased by the United 
Kingdom to the United States so that.they may be opened for civil 
use as soon as possible wherever such use will contribute to the overall 
development of civil aviation along sound economic lines. In effect, 
this means that when the agreement is finalized, the leased bases at 
Bermuda, Antigua, St. Lucia and British Guiana will be opened for 
full civil use while other bases will be available for civil aircraft as 
bad weather alternates to existing civil airports. The United States 
has conditioned its approval of the agreement upon the working out 
of a satisfactory agreement covering similar problems as regards bases 
and airfields in Labrador and Newfoundland. 

Agreement that in general any dispute between the two nations 
relating to the interpretation or application of the agreement which 
cannot be settled through consultation shall be referred for an advisory 
report to the Provisional International Civil Aviation Organization 
(P. I. C. A. O.) or its successor. 


The conference said the “final act of the conference”’ 
brought together in one place the different documents of the 
conference and set out the principles for the development of 
international civil air transport to which the two governments 
had agreed to subscribe. The “deliberate trend” of these prin- 
ciples, it continued, was to encourage the use of air transport 
and to stimulate air travel at economic rates. Special considera- 
tion was also given to safeguarding the rightful interest of both 
countries and to bridging the period in which difficulties re- 
sulting from the war might militate to the prejudice of either 
country. 

An important principle outlined in the final act, said the 
conference, was that relating to carriage by air carriers of one 
of the two nations of so-called “fifth freedom” traffic, namely, 
passengers and cargo between two foreign countries. It said 
the final act recognized this fifth-freedom privilege so long as 
the carriage of these loads did not defeat the primary objective 
of the agreed international air services that was to provide air 
transport adequate for the traffic between the country of orig:n 
of the aircraft and the country of destination of the traffic. 

To that end, continued the conference, the right to carry 
“fill-up” fifth-freedom traffic was to be subject to the general 
principle that capacity should be related to: (1) traffic re- 
quirements between the country of origin and the countries of 
destination; (2) requirements of through air-line operation, 
and (3) traffic requirements of the area through which the air- 
line passed after taking account of local and regional services. 

Another important principle agreed on, said the confer- 
ence, was that providing for regular and frequent consultation 
between British and American government authorities (C. A. B. 
and B. M. C. A.) to insure close collaboration to implement and 
develop the understandings arrived at in Bermuda and to pro- 
vide for the solution of new aviation problems of interest to 
both nations. 

The bilateral agreement, said the conference, followed the 
line of the standard form of such agreements as drawn up at 
Chicago and contained 14 articles defining the conditions under 
which air services should be operated between the two nations. 


Will Ask Congress for Fair Rate Power 


With respect to rates, the annex attached to the bilateral 
agreement said that under U. S. law, rates agreed on by I. A. 
T. A. in all cases where U. S. air carriers were parties were 
subject to C. A. B. approval. Furthermore, it said, the Execu- 
tive Department of the United States (including the C. A. B.), 
had agreed to seek from Congress power to fix fair and eco- 
nomic rates for U. S. air carriers in international air serv‘ces. 

In all cases where disagreement arose as to any rates be- 
tween points under British jurisdiction and points under U. S. 
jurisdiction, consultation between the aeronautical authorities 
of the two countries was provided to the end that if possib’e 
agreement as to the proper rate could be reached and such 
agreement made effective within the respective constitutional 
powers and obligations of the governments, said the conference. 
It added: 


New rates proposed by any U. K. or U. S. airline are required to 
be filed with both governments 30 days before the effective date of 
such rates. If agreed by both governments the new rate can go into 
effect at once. 

If, before the°C. A. B. acquires its rate fixing powers, it disagrees 
with a rate proposed by a U. K. carrier and approved by the U. K. 
government or the U. K. disagrees with a rate proposed by a U. S. 
carrier, and if after consultation the two governments do not agree 
or if after agreement it cannot for any reason be made effective, the 
party objecting to the rate ‘‘may take such steps as it may consider 
necessary to prevent the inauguration of continuation of the service in 
question at the rate complained of.’’ 
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After the C. A. B. acquires rate fixing powers, if after 30 days 
either the C. A. B. or the U. K. government cannot agree on a rate 
proposed by an air carrier or carriers of the other nation, the proposed 
rate may nevertheless go into effect provisionally at the discretion of 
the government of the air carrier concerned pending settlement of 
the disagreement either by further consultation or by an advisory 
report from the P. I. C. A. O. which each party agrees to use its best 
efforts to put into effect. 


Proposed U. S. and British Air Routes 


Seven routes were designated for the United Kingdom air 
services and 13 for the U. S., all to operate in both directions. 
The routes were to extend from any one or more of the desig- 
nated points of departure to any one or more of the intermedi- 
ate points, destinations points in U. S. or British territory, or 
points beyond, as desired. The British routes were: 


London to New York, and, if desired, to San Francisco, Hawaii, 
or points in the Orient; (2) London or Prestwick, via Shannon, Ice- 
land, or other intermediate points, to New York, Chicago, Detroit, 
Philadelphia, Washington, Baltimore, or Boston; (3) London or Prest- 
wick via intermediate points to New York, and, if desired, to New 
Orleans, Mexico City, Cuba, and South American points; (4) Bermuda 
to Baltimore, Washington, New York, or Montreal; (5) Trinidad, 
British Guiana, Jamaica, or British Honduras, via Tobago, Barbados, 
or other intermediate points to Miami, Fla.; (6) Nassau and Cat Cay 
to Miami or Palm Beach, Fla., and (7) Singapore and Hong Kong via 
Manila, Guam, Wake, Midway, or Honolulu to San Francisco. 


The U. S. routes were: 


(1) Chicago, Detroit, Washington, Philadelphia, New York, Boston, 
or Baltimore, via Gander, Greenland, or other intermediate points, 
to London or Prestwick, and, if desired, to Amsterdam, Helsinki, or 
other European points including points in Russia and the Baltic 
countries; (2) New York, Chicago, Philadelphia, Baltimore, Washing- 
ton, Boston, or Detroit, via intermediate points to London or Prest- 
wick, and, if desired, to Brussels, Munich, Prague, or other European 
and Middle East points as far as Delhi and Calcutta, India; and (3) 
Chicago, Detroit, Washington, New York, Boston, Baltimore, or Phila- 
delphia, via intermediate points including Paris, a point in Switzefland, 
Rome, Athens, or Cairo, Lydda, and, if desired, to a point in Iraq 
and points in India, Burma, Siam, or a point or points in Indo-China 
and China. 

(4) Chicago, Detroit, Washington, New York, Boston, Baltimore, or 
Philadelphia, via intermediate points including Gander, Azores, Lisbon, 
or Algiers and Madrid and others to Lydda, and, if desired, the 
points beyond mentioned under 3; (5) New York, Chicago, Detroit, 
Washington, Philadelphia, Boston, and Baltimore, via Gander, Bermuda, 
or Azores, to London, and, if desired, from the Azores to Lisbon, 
Barcelona, or Marseilles; (6) San Francisco and Los Angeles via 
Honolulu, Midway, Wake, Guam, and Manila to Hong Kong, and, if 
desired, to Macao or a point or points in China, Indo-China, Siam, 
Burma, or to Calcutta; and (7) San Francisco, Los Angeles, via Honol- 
ulu, Midway, Wake, Guam, or Manila and a point or points in Indo- 
China to Singapore, and, if desired, to Batavia. 

(8) New York, Washington, or Baltimore to Bermuda; (9) Miami 
or Palm Beach to Cat Cay or Nassau;,(10) Miami via Cuban points 
to Jamaica, and, if desired, to (a) Baranquilla via South American 
points to Balboa, or (b) Baranquilla via South American points to Trin- 
idad; (11) New Orleans and Houston via Cuban points to Jamaica, and, 
if desired, to Aruba or South American points; (12) New York and 
Miami, via Camaguey, Port au Prince or other intermediate points to 
Antigua, St. Lucia, ‘lrinidad, and British Guiana, and, if desired, via 
South American points to Buenos Aires; and (13) New York, via (a) 
Azores, Dakar or Monrovia or (b) San Juan, Trinidad, or other inter- 
medtfate points, to Accra or Lagos, and, if desired, to Leopoldville or 
Johannesburg, Africa. 


The conference said notice would be given to the aero- 
nautical authorities of the two countries with respect to route 
service patterns according to which services would be inaug- 
urated on these routes. 


Civil Use of Leased Air Bases 


Heads of agreement relating to the civil use of leased air 
bases were drawn up and initialed with a view to the ultimate 
conclusion of a formal agreement, said the conference; adding: 


When the United Kingdom undertook in 1940 to lease to the United 
States certain areas in Newfoundland, Bermuda and the Caribbean 
area for naval and air bases, the subsequent agreement expressly 
provided that, except in special circumstances or by agreement between 
the governments concerned, commercial aircraft should not be allowed 
to operate from the airfields in the leased areas. It also provided that 
no commercial activities should be conducted within the leased areas 
other than with the consent of the governments concerned. 


After the lease of these bases, the United States constructed a 
large airfield at each of them. With the end of the war there are 
obvious advantages in opening, for use by civil aircraft, airfields in 
the leased areas in territories in which no other satisfactory civil air- 
fields are available. Such opening would contribute beth to the develop- 
ment of air transport and to territories concerned. But where satisfac- 
tory airfields already exist there would not be the same reason for 
arranging for commercial aircraft to use the base airfields. 

Some discussions on this subject between the Governments of the 
United States and the United Kingdom were held in the autumn of 
1945. Thus, when arrangements for the Bermuda Conference were 


made it was suggested that the opportunity should be taken to deal 
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with this question as well as other more general questions relating 
to civil aviation. 

As a result of the Conference, when the agreement now envisaged 
is concluded, the airfields at the leased bases in Bermuda, Antigua, 
St. Lucia and British Guiana will be opened to regular use by civil 
aircraft. Other similar airfields in Trinidad and Jamaica will be 
available for use as bad weather alternates in case of necessity. 

The opening of the bases to civil aircraft use is contingent upon 
the making of satisfactory agreements with the Governments of New- 
foundland and Canada regarding the use of civil aircraft of airfields 
in Newfoundland and Labrador, namely Gander, Harmon, Argentia 
and Goose Bay. 

There have been prolonged discussions on the many difficult ques- 
tions arising on the commercial use of the airfields. These discuis- 
sions have left some remaining difficulties and complicated legal prob- 
lems which will form the subject of further discussions between the 
two governments. 

Agreement has, however, been reached in principle as to the terms 
on which British, United States and other aircraft should be allowed 
to use the airfields. The positions of both the United Kingdom and 
the United States in regard to the exercise of traffic rights on the 
bases have been safeguarded and provision has been made to ensure 
that the Untied States, which will maintain the airfields for military 
purposes, shall enjoy ‘‘most favored nation’’ treatment. Thus it is 
agreed that no other civil air carrier, including civil air carriers of 
the United Kingdom, will be granted any greater or different traffic 
rights at the bases than are granted to United States civil air car- 
riers at such bases, with certain exceptions permitted in the case of 
United Kingdom traffic between two points under its jurisdiction. 
There is also provisions that the United States shall have the right to 
carry between the bases in its own civil aircraft certain personnel 
traveling on business connected with the leased bases. 





McCarran Assails Air Agreement 
Reported Reached by U. S., Britain 


Senator contends British have “bluffed” American 
delegation at Bermuda conference in fixing of trans- 
Atlantic passenger fare minimum higher than fare 
proposed by Pan American Airways, Inc., and de- 
clares that Congress, not Civil Aeronautics Board, 
should have “say-so” on policy 


Senator McCarran, of Nevada, chairman of the Senate 
judiciary committee and sponsor of legislation to create an 
“All American Flag Line, Inc.,” to represent the United States 
in international air transport, in an address in the Senate 
criticized action he said had been taken in an aviation confer- 
ence at Bermuda between representatives of the governments 
of the United States and Great Britain. 

He contended that ‘‘we are being asked, from Bermuda, to 
bind ourselves to a minimum fare for trans-Atlantic flights 
which is not what we want, but what the British want’; that 
an executive agreement proposed at Bermuda sought to confer 
on the Civil Aeronautics Board authority that it did not have, 
with respect to rates, fares and frequencies in international air 
transport, and that in the absence of such authority of the 
C. A. B., it was “obvious that adherence by the United States, 
otherwise than by treaty, to any agreement which would re- 
quire the board to exercise jurisdiction in such matters would 
be a fraud upon the other party to the agreement... .” 

“With respect to our international aviation policy,” he said, 
“the Congress should refuse longer to accept the ready-made 
edict of an administrative agency, or to tolerate the line-of- 
least-resistance of an appointed board, and should itself deal 
with this matter. 

“This is a job for the Congress, and for the Congress alone. 
. .. When the Congress has acted, and has established a policy, 
we shall know where we stand, and we shall have a yardstick 
to guide our dealings with foreign nations.” 


Conference Background 


Senator McCarran said that part of the background for 
the Bermuda conference was a rate war in air transportation 
across the Atlantic. Pan American Airways, he said, had set 
as its goal in trans-Atlantic service 10-hour flights at a one-way 
fare of about $100, and had taken the first step toward that 
goal by announcing a one-way fare of $275 from the United 
States to England. 

“Great Britain, whole own air carrier presumably had de- 
termined that it could not fly the Atantic profitably at such 
a fare,” he continued, “promptly retaliated by refusing to per- 
mit Pan American Airways’ planes to land in the British Isles 
on more than the two flights a week which were guaranteed 
by treaty. The additional scheduled flights which had been 
allotted to Pan American Airways were then offered by the 
British to American Airlines (American Overseas Airlines), 
competitor of Pan American Airways on the north Atlantic 
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route, which had kept its fares in line with British ideas of 
what they should be. Under this pressure, Pan American Air- 
ways was forced to increase its proposed fare from $275 to 
$375, and thereby charge the traveling public $100 more than 
it thought necessary for a one-way flight. ... 

“Just before the Bermuda conference began, Pan American 
Airways announced its intention to resume clipper service to 
France on February 15, and announced that its fare to Mar- 
seille would be $295. A day or so later, dispatches from Paris 
said the French government would refuse to permit Pan Amer- 
ican Airways to fly to France with such low fares. ... 

“One of the purposes of the conference now under way in 
Bermuda was admittedly to arrive at some form of international 
agreement, on a bilateral basis, between the United States and 
Great Britain for control of fares and frequencies. The confer- 
ence has, in fact, reached such an agreement . . . and has sub- 
mitted it to London and Washington for approval.” 

Senator McCarran said that, to land in England, an air 
passenger must pay $375, but that he could land in Ireland 
for a fare of $275. 


Reference to Pogue Statement 


He quoted a statement by Chairman Pogue, of the C. A. B., 
that “public welfare requires a large volume at lower fares 
and charges.” 

“T do not see how that statement jibes with the actions of 
the Civil Aeronautics Board in standing by and condoning Brit- 
ish coercion of an American air carrier to tack an extra $100 
on its announced fare for trans-Atlantic flight, or the further 
action of the board in entering upon the Bermuda conference 
with a view to perpetuating the higher rate thus arrived at,” 
he said. 

He said it was now reported that U. S. State Department 
representatives in Bermuda had assented to British demands for 
“a typical cartel-type, rate-fixing agreement which will not only 
prevent competition between American air lines but will also 
prevent American air lines from competing with the British, so 
far as rates are concerned.” 

Senator Wheeler, of Montana, said some government de- 
partments were denouncing cartels in one breath, and promot- 
ing cartels in the next breath. 


Terms of Agreement 


Describing the agreement that, he said, had been reported 
as having been reached at Bermuda, Senator McCarran said: 


The proposal is substantially this: That our two governments 
shall jointly agree to a minimum fare—probably $375—for the north 
Atlantic flight, for which fare there is to be substituted, at some unde- 
termined future time, whatever lower fare the International Air Trans- 
port Association shall determine is fair and reasonable. . The 
International Air Transport Association, under its rules, cannot agree 
to a rate except by unanimous vote of its members. The British are 
members. Therefore, what they are saying is, in effect, that they want 
a rate of $375 as a minimum, and that this rate is to continue unless, 
at some future time, they are willing to agree to recommend a lower 
MONO. 4 
Clearly we have been witnessing the shotgun wedding of three 
American air carriers with a foreign cartel, and representatives of our 
State Department and our Civil Aeronautics Board have been helping 
to hold the shotgun. . . . We do not have to fly to London, or to Paris 
.. . We can land in Sweden, in Norway, in Belgium, in Ireland, in 
Spain, or in Italy... 

It is my firm conviction that it means more to Great Britain to 
have United States air lines fly to London instead of to Ireland, than 
it means to us... We are being bluffed, in the best traditional British 
manner. . . . We should call that bluff... 


IN-FLIGHT WEATHER REPORTS 


__A weather bureau project for collecting and distributing in- 
flight and post-flight weather reports from airline, military 
and private pilots, that has been in operation experimentally for 
several months at the Washington National Airport, has been so 
successful that it may soon be extended to other important air 
terminals throughout the country, the Department of Commerce 
has announced. It is the hope of the weather bureau to extend 
this service to pilots all over the country as soon as funds are 
available, according to D. M. Little, the weather bureau’s as- 
sistant chief for technical services. 





AIR SERVICE TO SWEDEN 


_In granting authority to Swedish Intercontinental Airlines 
(S.1.L.A.), to engage in foreign air transportation between 
Stockholm, Sweden, and New York and Chicago (see Traffic 
World, February 9), the Civil Aeronautics Board said that such 
authority should be granted the Swedish line so long as a car- 
rier designated by the United States enjoyed permission from 
Sweden to operate over the same route. 

Under the 1944 air transport agreement, said the C.A.B., 
American Overseas Airlines had permission to fly from New 
York and Chicago to Stockholm. The board said it designated 
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’ American Overseas as the U.S. carrier in this serv:.ce in its 
North Atlantic decision. It added: 


Both the United States and Sweden have accepted the international 


air transport agreement known as the ‘‘five freedoms agreement.”’ 
There has also been in force since 1933 between the two countries a 
reciprocal agreement governing the operation of civil aircraft of one 
country in the other country. This agreement was supplemented in 
1944, by provisions concerning the operations of scheduled airline 
service between the two countries. 

S. I. L. A. has been operating charter flights between Stockholm 
and New York, and from June to November, 1945, made some 47 
single trips, with cargo including penicillin, medical instruments and 
steel and approximately 100 passengers. S. I. L. A. plans to continue 
the use of its present Boeing equipment, until it receives the six 
DC-4 Douglas pianes now on order and expected to be in operation 
by the end of March, 1946. 





C. A. B. Approval of Airline Committee 


The Civil Aeronautics Board made public February 11 an 
order dated January 31, approving agreement C. A. B. No. 530 
between thirteen airlines by which these airlines appointed a 
committee of six to represent them in negotiations with the 
pilots concerning wages and working conditions of pilots of 
four-engine aircraft (see Traffic World Jan. 26, p. 259) 

A spokesman for the board said there had been a question 
raised by the pilots as to whether or not the board should ap- 
prove the agreement, the pilots claiming that the National 
Mediation Board had, under the railway labor act, jurisdiction 
of airway as well as railway problems. However, he said, the 
board had decided it could approve. the agreement. 

The lapse of time between the date of the order and the 
date it was made public was explained by the statement that 
the board was in Bermuda negotiating with the British an agree- 
ment to cover airway operations between the two countries and 
that this occasioned some delay in transmitting the board’s ac- 
tions on domestic matters to Washington. 





DELTA AIR CERTIFICATES REISSUED 
The Civil Aeronautic Board, in No. 2197, has ordered that 
certificates issued to Delta Air Corporation be reissued so as 
to reflect a change in the. company’s corporate name from 
Delta Air Corporation to Delta Air Lines, Inc. 





FRUITS AND VEGETABLES BY AIR 


Ceiling prices for fresh fruits and vegetables shipped by air 
on an experimental basis will remain in effect through June 
30, 1946, the Office of Price Administration has announced. 

These ceilings originally were issued for a period of only 
two months—July 27, 1945, through September 30—to deter- 
mine if they were fair and equitable. Since they proved to be 
generally fair and equitable, they were extended through Janu- 
ary, 1946. 

The action continuing the ceiling. prices through June 30 
was taken to give additional time for experimentation with ship- 
ments by air of perishable fruits and vegetables, it was stated. 





P. C. A. SERVICE TO SOUTH 


C. Bedell Monro, president of Pennsylvania Central Air- 
lines, has announced that addition of three major southern 
cities to the P. C. A. system would give more complete service 
in a one-carrier network linking the deep south with practically 
every major terminal in the industrial east. He said P. C. A. 
was amending its C. A. B. application in the Boston-New York- 
Washington-Atlanta-New Orleans case and was asking author- 
ization to include Atlanta, Mobile, and New Orleans in its 
southern routes. ; 





COMMERCE DEPARTMENT PUBLICATION 


The Department of Commerce has issued an illustrated 
publication outlining administrative and regulatory functions, 
including the work of the Civil Aeronautics Administration, In- 
land Waterways Corporation, Foreign-Trade Zones Board, and 
the Bureaus of the Census, Foreign and Domestic Commerce, 
Standards, and Weather, the Coast and Geodetic Survey, patent 
Office, Business Advisory Council, and Office of the Publications 
Board (Office of Declassification and Technical Services). The 
department says the 118-page booklet is available on application 
to its publications division, Washington 25, D. C. 


NEW COMPLAINTS FILED 


MC C-517, Household Goods Over Aéro Mayflower Transit Co. 

Investigation instituted by division 2, on its own .motion, into 
reasonableness and lawfulness otherwise of rates and charges, 
rules, regulations and practices affecting such rates and charges 
applicable to the transportation of household goods, between all 
points within the United States, maintained by Aero Mayflower 
Transit Co. Proceeding referred to Examiner Henry C. Lawton 
for hearing with I. and S. M-2627, March 15, at Washington, D. C. 
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Neutral Members Selected in 
Rail-Labor Arbitrations 


The National Mediation Board, on February 12, named the 
neutral members of the two arbitration boards which will 
arbitrate demands of 18 railroad unions for wage increases of 
$2.40-$2.50 daily (see Traffic World, February 9, p. 398). The 
two boards will open hearings in Chicago at 2 p. m., February 
18, on the tenth floor at 32 West Randolph Street. During the 
early stages of arbitration, the boards will sit together. 

Herbert B. Rudolph, Pierre, S. D., a judge of the South 
Dakota supreme court, and Ernest M. Tipton, Jefferson City, 
Mo., a judge of the supreme court of that state, will sit on the 
six-man panel hearing the case of the 15 non-operating unions. 
Railroad representatives on that board are Ralph Budd, Chi- 
cago, president of the Chicago, Burlington & Quincy Railroad, 
and J. Carter Fort, of Washington, D. C., vice-president, law 
department, Association of American Railroads. Union mem- 
bers are E. E. Milliman, of Detroit, and Felix H. Knight, of 
Kansas City, presidents of the Maintenance of Way Employes 
and the Railway Carmen, respectively. 

Richard F. Mitchell, Ft. Dodge, Ia., chief justice of the 
Iowa supreme court, will be the neutral member on the three- 
man board to hear the claims of the three operating brother- 
hoods. Revelle W. Brown, of Philadelphia, president of the 
Reading Railroad Co., will represent the railroads, and Carl J. 
Goff, of Cleveland, assistant president, Firemen and Enginemen, 
will represent the brotherhoods. 

Union officials expressed hope that arbitration awards 
would be handed down by the end of March. 


McNear of T. P. & W. Defends Action; 
Gov. Green Urges Mediation 


An open letter to Governor Dwight H. Green, of Illinois, 
from George P. McNear, Jr., president of the strike-bound 
Toledo, Peoria & Western Railroad, calling upon the governor 
“to use the power of the state to preserve order so that our 
employes who wish to perform essential public service may 
do so,” was published as an advertisement in the February 13 
issue of a number of Illinois newspapers. 

The letter states that ‘for the past four years we have 
expressed a willingness for a fair arbitration of the basic 
issues, and we have also informed you of the earnest and sin- 
cere effort of the Illinois Commerce Commission to bring about 
a settlement in this manner; that we submitted an arbitration 
proposal to the Commission on November 6, 1945; but that the 
Brotherhoods refused to arbitrate the issues regardless of the 
machinery of arbitration. 

“As to possible suggestions for operating arbitration, we 
trust you will bear in mind that we will not employ persons 
who have committed acts of violence against the railroad or its 
employes, unless and until such employment is required of us 
by the decision of a fair arbitration tribunal,’ wrote Mr. Mc- 
Near. 

Referring to “February seventh, the tragedy of Gridley,” 
in which two strikers were killed and several injured (see Traf- 
fic World, February 9, p. 399), Mr. McNear said the incident 
“was clearly due to a wholly unprovoked mob attack and to 
the lack of effective protection by the state police. The train 
involved in this tragedy was not engaged in a provocative 
measure as your telegram implies. Its purpose was to reopen 
operations and to place empty train cars, which were located 
in station yards along the way, at the elevators for loading.” 


Unions Ask Congress to Act 


The February 9 issue of Labor, official organ of many of 
the railroad unions, quoted several unnamed members of the 
House and Senate as favoring a Congressional investigation of 
the strike which has prevented operations on the T. P. & W. 
since October 1, 1945, when the railroad was returned by the 
federal government to its owners. 

The union paper states that all the pickets were shot in 
the back by ‘‘armed thugs under the pay of George P. McNear.” 

“Governor Dwight Green cannot escape some share of the 
responsibility,” stated Labor, “for state authorities under him 
a few days turned back to McNear 16 shotguns which state 
police had confiscated from one of his automobiles.” 

Governor Green, of Illinois, has sent telegrams to George 
McNear, Jr., president of the strike-bound Toledo, Peoria & 
Western Railroad, and W. C. Keiser, vice-president of the 
Brotherhood of Locomotive Firemen and Enginemen, propos- 
ing mediation of the dispute which has prevented operation of 
the railroad since October 1. The governor recommended the 
following steps: 

1. That both sides meet with the Illinois Commerce Com- 
mission in Springfield, February 20, and agree to submit dis- 
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puted matters to a board whose odd member would be chosen 
by the above commission but would be acceptable to all. 

2. That operations of the railroad be resumed with war- 
time working conditions pending decision by the mediation 
board. 

3. That points not decided by the mediation board be 
adjudicated under procedures of the federal railroad labor act. 

“These suggestions are being advanced by me in the be- 
lief that the parties in this controversy are aware of the 
responsibility which rests upon them to accept fair mediation,” 
wrote the governor. “In my opinion the suggestions are 
eminently fair. It now becomes ‘incumbent upon the parties 
concerned to demonstrate the sincerity of their previous public 
statements that they would welcome impartial adjudication of 
the issues.” 

Mr. Keiser said the 14 railroad brotherhoods concerned in 
the strike would ‘consider the offer carefully.” 

Representatives of the railroad said the company would 
have no statement until the governor’s suggestion had been 
studied “at length.” Mr. McNear has opposed re-hiring of 
some of the workers who were employed by the federal gov- 
ernment during its operation of the railroad from 1942 to 1945, 
on the grounds that they had engaged in acts of violence against 
the property of the railroad and against some of its employes. 


Wheeler Introduces Inquiry Resolution 


Within the scope of a Senate resolution introduced Febru- 
ary 15 by Chairman Wheeler, of the Senate interstate commerce 
committee, to investigate the situation on the Toledo, Peoria & 
Western Railroad, including “the killing and wounding of a num- 
ber of employes of the railroad through the use of firearms by 
agents of the railroad,” is a consideration whether the public 
interest in the restoration of transportation and the peaceful 
settlement of disputes in the railroad industry requires the con- 
demnation of the property of the railroad by the federal govern- 
ment, “and, in the event of such condemnation, the extent to 
which the compensation to be paid should be influenced by the 
inability of the management over a course of years to operate 
the property and make it productive.” 

The resolution, by its title, provides for ‘Investigation of 
disruption of transportation on the Toledo, Peoria & Western 
Railroad and the requirements of the public interest in con- 
nection therewith.” 

Matters that the committee or a subcommittee thereof 
would be authorized to investigate, under terms of the resolu- 
tion, comprise, in addition to the question of condemnation, the 
following: (1) The reason for the failure of the employer and 
employes involved in the labor disputes on the T. P. & W. to 
bring about a peaceable adjustment thereof “in a customary 
manner”; (2) the responsibility for the use of firearms and the 
killing and wounding of employes in the course of the dispute, 
and (3) the action required to obtain a satisfactory adjustment 
of the disputes and reasonable assurance against their recur- 
rence. 

The resolution would authorize the committee to hold hear- 
ings, to require by subpoena or otherwise attendance of wit- 
nesses and production of correspondence, books, documents and 
papers and to make such expenditures as it deems advisable. 

In preambles of the resolution it was recited that labor dis- 
putes had persisted on the T. P. & W. since December 28, 1941; 
that these disputes were with standard railway labor organiza- 
tions “which during the entire period said disputes have per- 
sisted, have exhibited outstanding regard for the public interest 
and pursuant thereto have utilized established governmental in- 
strumentalities for the adjustment, without interruption of 
transportation, of their disputes with the managements of other 
railroads throughout the country”; that the persistence of dis- 
putes on the T. P. & W. which had not been adjusted “in the 
manner in which such disputes on railroads are customarily ad- 
justed” had resulted in the disruption of transportation on the 
T. P. & W. “during virtually the whole period that such 1nad- 
justed disputes have persisted, except while the railroad was 
under government seizure”; that “the attempts of the manave- 
ment of the Toledo, Peoria & Western Railroad to operate the 
said railroad without first making an adjustment of the exist- 
ing dispute have recently eventuated in the killing and wound- 
ing of a number of employes of the railroad through the use of 
firearms by agents of the railroad.” and that the public interest 
required the adjustment of the dispute now existing, the im- 
mediate cessation of the use of firearms and the restoration of 
transportation on the railroad. 





MARITIME UNIONS’ CONSOLIDATION 


Announcing that seven maritime unions, in a conference 
in Washington, had agreed unanimously on “steps leading to 
the formation of one national union for maritime workers,” 
Representative Patterson, of California, in an extension of 
remarks in the Congressional Record, said he thought this was 
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“an encouraging portent of growing unity and cooperation in 
the house of labor, and as such is to be highly commended.” 

“The seven unions,” he said, “united in a call to a conven- 
tion to be held in San Francisco, beginning on May 6, and their 
proposed program would establish a national organization em- 
powered to promote national agreements, complete the full 
organization of the industry, coordinate economic action, and 
in other ways to work for the greatest unity among the mem- 
ber unions, which include: The American Communications 
Association, C. I. O.; the Inland Boatmen’s Union, C. I. O.; 
International Longshoremen’s and Warehousemen’s Union, 
Cc. I. O.; National Union of Marine Cooks and Stewards, C. I. O.; 
National Marine Engineers Beneficial Association, C. I. O.; 
Marine Firemen, Oilers, Watertenders and Wipers Association, 
unaffiliated, and the National Maritime Union, C. I. O. Invita- 
tions are being extended to other unions as well, and at the 
convention the name and structure of the new organization will 
be decided upon, subject to ratification by the membership of 
the respective unions.” 


Retirement Board Payments Reach 
New High in December, 1945 


Retirement benefits to railroad employes certified by the 
Railroad Retirement Board in December, 1945, reached a peak 
of $12,591,000, according to the board’s report. Employe an- 
nuities certified in that month numbered 2,406, the peak since 
March, 1939. At the end of the month there were 155,828 per- 
sons receiving monthly annuity payments, as compared with 
148,917 at the end of June and 143,908 at the end of 1944. 


In its summary of operations for the past six months, the 
board said that no new pensioners were added during that per- 
iod, while 1,119 were dropped because of death. Net benefit pay- 
ments dropped to just under $1,000,000 a month for the first 
time in December. At the end of December there were 3,981 
survivor annuities and 433 death-benefit annuities in force. 


During December, unemployed railroad workers filed more 
applications for certificate of benefit rights than in any other 
months since January, 1942, the board said. The largest in- 
creases in both applications and claims occurred in the Minne- 
apolis region, where seasonal factors had the greatest influence. 
Applications for certificate of benefit rights were filed by 9,914 
workers. The 34,904 claims filed during the month were one and 
three-tenths times as many as during the preceding month, 
with the largest increase recorded in the Minneapolis region. 
Current-year benefit accounts were opened for 7,237 workers. 
The total number of initial payments was 7,213, at an average of 
$20.86, or 28 cents more than in November. Benefits averaging 
$29.89 a payment—49 cents less than in November—were cer- 
tified for 20,945 subsequent 2-week periods begun during the 
current benefit year. 


The labor supply, said the board, was in general adequate 
throughout the country in December. The number of openings 
unfilled on orders active at the end of December dropped to 
40,924, a reduction of nearly one-fifth from the end of November. 
The number of placements reported in December was 26,140. 
largely representing workers needed to handle Christmas mail 
and express. 


Rail Employe Benefit Bill 


_ A subcommittee of the Senate interstate commerce com- 
mittee to which had been referred S. 293, the Wheeler-Wagner 
bill to amend the railroad.retirement, unemployment insurance 
and carrier taxing acts, decided in a closed meeting on February 
14 to prepare a detailed analysis of the provisions of the bill 
and to transmit the bill as introduced, together with the analy- 
Sis of the provisions of the bill and to transmit the bill as 
introduced, together with the analysis, to the full committee, 
tga any recommendations for or against it by the subcom- 

Ittee, 

Senator Johnson, of Colorado, chairman of the subcommit- 
tee, said that the analysis now to be prepared would be more 
comprehensive than one prepared late last year by legislature 
counsel for the subcommittee. He said the subcommittee had 
not revised the bill since its introduction. 

“We'll turn this information over to the full committee, 


a it can vote the bill up, or it can vote it down,” said Senator 
nson. 


H. R. 1362, the companion bill that was introduced in the 
House by Representative Crosser, of Ohio, is still under con- 


Side -ation by the House committee on interstate and foreign 
commerce, 





Private Truck Owners Meeting 
Foresees Growth in Operations 


I. C. C. district director says certain war-time practices 
of private truck operators must be curbed, or restric- 
tive legislation will be enacted—Ott says operations 
may be hampered by commodity clauses and red 
tape—O’Hare reelected president 


Unless some private motor truck operators curb certain 
war-born practices regarding leased equipment, legislation may 
be enacted which would place further restrictions on private 
truck operations, Frank Purse, district director of the Inter- 
state Commerce Commission, told the seventh annual meeting 
of the National Council of Private Motor Truck Owners, Inc., 
February 8, at the closing session of the council’s two-day 
meeting at the Stevens Hotel, Chicago. Particularly since the 
war, Mr. Purse said, shippers have tended to enter into agree- 
ment with owner-operators, to the point where the Commission 
is constantly getting complaints. He mentioned particularly 
those operations where shippers are leasing vehicles which are 
not used full time by the shipper, but are operated for a por- 
tion of the day as in for-hire operations; and those instances 
where leased vehicles are operated in territories different from 
those to which the for-hire carrier has authority to operate. 
“When you reach the point where you are operating a transpor- 
tation business at a profit, in connection with your basic manu- 
facturing business, or where your transportation business is 
more than merely incidental to your basic manufacturing busi- 
ness, you are on unsafe ground,” Mr. Purse said. 

He said that private truck operators in the mid-west area 
have in many respects carried their safety programs further 
than have for-hire carriers. Mr. Purse, together with Mr. Cox, 
district safety supervisor of the Commission, appeared in place 
of W. Y. Blanning, director of the Commission’s Bureau of 
Motor Carriers, whose sudden illness prevented his scheduled 
appearance before the meeting. 


Ott on Peacetime Threats 


W. H. Ott, Jr., general traffic manager, Kraft Foods Co.. 
and chairman of the council’s legislative committee. spoke at 
the opening session, February 7, on “Peacetime Threats to 
Private Motor Truck Operation.” Mr. Ott said there was al- 
ways a danger that the Commission or the courts may find an 
element of for-hire operation in the operations of private motor 
trucks. He predicted a large increase in private motor truck 
operations in the next five years, applying to both tonnage 
carried and the territories operated in. One reason for such an 
increase, he said, was the inability or the unwillingness of for- 
hire carriers to adopt their rate structures and services to 
business needs, and a second reason was the high operating 
ratio = for-hire carriers which was forcing many of them to 
the wall. t 


Mr. Ott charged that the railroads were hampering both 
for-hire and private truck operations. Private truck operations 
were menaced by commodity clauses, by measures to increase 
the costs of such operations, or by smothering operations under 
red tape, he said. Mr. Ott quoted statements made by ra‘lroad 
officials to the effect that private truck operations should be 
curtailed. He described the Commission as “for-hire transpor- 
tation minded.” 

Council Program 


Mr. Ott later headed a panel discussion on the council’s 
program for private motor trucks. Participants in the panel 
included C. S. Decker, of the Borden Co., N. Y.; O. A. Brouer, 
Swift & Co., Chicago; John B. Pymer, City Baking Co., Balti- 
more; and P. A. Anderson, Private Truck Owners Bureau of 
California, San Francisco. 

The program of the council includes the following: 


1. Oppose all attempts to create a monopoly in transportation by 
depriving producers, distributors, merchants and others of their right 
to own and operate facilities for the private transportation of their 
own property. 

2. Reduce highway accidents, promote safe driving. 

3. Promote wider, more efficient and economical distribution of 
goods and services. 

4. Remove legal barriers to the free flow of commerce among the 
states and communities. 

5. Encourage sound planning by state and municipal governments 
in the field of highway development. 

6. Oppose diversion of highway user imposts to non-highway pur- 
poses or grossly inequitable and unfair projects. 


Hoffman on Highway Safety 
Highway safety prospects for the immediate future are 
very dreary, Paul G. Hoffman, president of the Studebaker 
Corporation, chairman of the board, Automotive Safety Foun- 
dation, and guest speaker, told a February 7 luncheon meeting 
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of the council. Long term prospects are more encouraging, he 
said, mentioning the President’s highway safety conference to 
be held May 8-10. If the fatality rate could be reduced from 12 
to 7 in each 100,000,000 vehicle miles of travel, said Mr. Hoff- 
man, it would mean that 15,000 lives would be saved each year, 
that almost 500,000 fewer injuries would be incurred, and that 
the cash saving would be not less than $500,000.000 annually. 

There is no mystery in accident reduction, he said. “It is 
possible to predict with reasonable accuracy the effect that 
improved enforcement, improved engineering, and improved 
educational methods will have on the accident rate. We can 
in truth have just as much safety as we are willing to work 
and pay for.” 

President R. J. O’Hare, general traffic manager of Sheffield 
Farms Co., Inc., New York City, in welcoming the council, said 
that members: from approximately 30 states were in attendance. 

Others to speak during the two-day meeting were Arthur 
C. Butler, director, National Highway Users Conference, Wash- 
ington, D. C.; Robert Cass, assistant to the president, White 
Motor Co.; and George Romney, general manager, Automobile 
Manufacturers’ Association. 

At a business session the afternoon of February 7, the fol- 
lowing directors were elected for a three-year term: 


P. A. Anderson, secretary, Private Truck Owners Bureau of Cali- 
fofnia, San Francisco; O. A. Brouer, Swift & Co., Chicago; George 
Faunce, Jr., vice-president, Continental Baking Co., New York City; 
R. C. Hibben, executive secretary, International Association of Ice 
Cream Manufacturers, Washington, D. C.; R. J. O’Hare; W. J. Ott, Jr. 
(all the above re-elected); Richard T. Purdy, Automobile Manufac- 
turers Association, Detroit; and D. C. Fenner, Mack-International Motor 
Truck Corporation, New York City. 


Capt. Charles H. Ruth, Evening Star, Washington, D. C., 
was elected for a one-year term. 

All officers were re-elected, with the exception of Mr. P. A. 
Anderson, former western vice-president, who becomes a di- 
rector of the council. His successor as western vice-president is 
T. H. Ducker, of the Automotive Council, Los Angeles. The 
officers re-elected are: President, Mr. O’Hare; eastern vice- 
president, George Faunce, Jr., Continental Baking Co., New 
York; central vice-president, Mr. Brouer; southeastern vice- 
president, E. M. Fetherston, Jr., Colonial Stores, Inc., Norfolk, 
Va.; treasurer, Mr. Hibben; and managing director, Leon F. 
Banigan, Washington, D. C. 





Common Carrier Trucking No Quick 
Way to Get Rich, Says Report 


“With certain notable exceptions it has been evidenced 
through many years of experience that the trucking business is 
not exceedingly profitable but to the contrary returns usually 
only a normal rate on the invested capital, with fluctuations 
in business at times bringing about serious losses to well estab- 
lished freight lines,” says a report on life expectancy and 
prospects of common carrier truck operations in the state of 

¥WasShington. 


\ The report, prepared by the accounting section of the De- 
//rawtment of Transportation, State of Washington, Paul Revelle, 

director, is the result of a study made for the purpose “of ascer- 
taining in part the effects of the administration of the laws of 
the state of Washington dealing with common carrier truck 
operators and for the further purpose of exposing the prospects 
and hazards that might be experienced upon entering the com- 
mon carrier trucking business in this state.’ The report in- 
cludes a history of permits issued and canceled, a scrutiny of 
their life characteristics and estimates of the life expectancy 
of permits in existence and to be issued in the future. Con- 
clusions are summarized in the report as follows: 


(1) From May 1, 1935, through May 31, 1945 (121 months)), there 
were issued by the department 9,800 common carrier permits, all of 
these permits being issued under the provisions of Chapter 184 of the 
Laws of 1935, as amended. 

(2) Of these 9,800 permits, 7006, or 71.49 per cent, were canceled 
during the period, leaving in effect at the end of May, 1945, 2,794 
permits. 

(3) The greatest number of permits outstanding at any one time 
was approximately 3,700 and the number of permits that it appears 
the traffic in the state will sustain falls somewhere between the 2,800 
and 3,000 mark. 

(4) A large portion (34.28 per cent) were canceled in the first four- 
teen months of their lives, there being 1.67 per cent, or 164, canceled 
after only one month of life, 269, or 2.74 per cent, after two months 
and 304, or 3.10 per cent, after three months which early high rate 
of cancellation continued up to the fourteen month point. 

(5) The greatest number of cancellations occurred in the farm 
products group with log haulers and special commodity haulers fol- 
lowing closely. 

(6) The average age at cancellation of the 7,006 permits was two 
years and one month, the lowest age being one year and seven months 
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for farm products carriers and the highest being two years and ten 
months for milk haulers. The average age of the 2,794 remaining per- 
mits was five years and nine months, the highest average age of live 
permits being nine years in the case of household goods carriers, eight 
years and two months for general freight haulers and only two years 
and five months for building material haulers. 

(7) The characteristics of carriers throughout the period showed 
marked similarity. 

(8) The estimated average life of all common carrier permits now 
and in the future is two years and ten months divided into commodity 
groups as follows: 


Estimated Average Life By Commodity Classification 


Commodity classification—General freight, 39; log haulers,-34; dump 
trucks, 34; farm products, 28; lumber, 29; household goods, 39; ma- 
chinery, 33; building materials, 38; milk, 43; special commodities, 38; 
all other commodities, 34—all classes, 34 being average life in months. 

(9) Before a wheel can be turned one must expect to spend in 
qualifying for a permit and properly licensing the vehicle, at least 
$189.25 and according to the size of the equipment and the territory 
served this can easily exceed $500.00. 

(10) On the average the earnings of small truck enterprises give 
simply a very moderate living to one engaging in the business. 

(11) It is possible that if too many permits are issued by the 
department that the traffic offered will be so low in relation to each 
permit that the number of cancellations will increase. 





O’NEIL ON FUTURE TRUCK TIRES 


The truck tire of the future will be a tire with a “dual 
personality,” according to William O’Neil, president of the 
General Tire & Rubber Co. Before the war, explained Mr. 
O’Neil, a truck tire usually was discarded when the tread wore 
out. ‘The tire of the future will be a double tire,” he said. 
“One part will be the carcass, the other the tread. Today we 
are building a carcass as an investment for the truck owner. It 
will take two or three or even more treads before it must be 
thrown away. Ninety per cent of the people of America do not 
throw their shoes away when the soles wear out. It will be the 
same with the tires of the future.” 


TRUCK PRODUCTION FOR 1945 

Truck production in 1945 dropped to 668,578 units from 
761,368, in 1944 largely because of the changeover from mili- 
tary to commercial vehicles following V-J Day and the work 
stoppages in the fourth quarter, the Civilian Production Admin- 
istration announced. 

“The chief factor in the overall truck production decline,” 
C. P. A. said, “was the lowered output of light-heavy trucks 
from 266,329 in 1944 to 209,434 in 1945. This drop reflected the 
sharp decrease in military demand in September of this truck 
type. Military production declined to 1192 units in that month 
oi peak monthly production of 25,093 units in March, 

Medium and light trucks were in greatest demand numer- 
ically for civilian needs,” the civilian production administration 
said. ‘Post V-J Day production of both of these sizes increased 
sharply through November but production progress was halted 
by the general motors strike and other work stoppages,” the 
agency reported. ‘This trend was indicated by a jump in civil- 
ian light truck production, 16,912 units in November from the 
year’s low of 3,993 in July, while medium trucks increased in 
production to 30,754 units in November, from a monthly low 
of 10,275 units reached in April, 1945.” 


AUTO CAR CIRCULAR 


Chairman Kendall, of the car service division of the As- 
sociation of American Railroads, has issued Circular CSD 145-I, 
containing instructions to all railroads governing the handling 
of automobile device and parts cars. The new circular super- 
sedes and cancels Circular CSD-145-H, dated November 8, 
1945, and all previous issues of Circular CSD-145. In issuing 
the new circular, Mr. Kendall said: 


In spite of the difficulties which have for quite some time affected 
a considerable portion of the automotive industry, production at plants 
not affected has been rapidly increasing and this is reflected in current 
brisk demand for equipped cars for loading automobiles and trucks at 
the several locations. ; 

Recently there appears to be more favorable outlook for possible 
early resumption of production on a full scale basis at all manufac- 
turing and assembly plants, in which event orders for device equipped 
and parts cars are expected to be greatly increased over present 
requirements. 


REO BRANCH IN NEW HAVEN 

A new factory-owned Reo Branch in New Haven, for com- 
plete service to truck and bus operators throughout Connecti- 
cut and the New England district, has been announced by Don 
C. Streeter, general sales manager of Reo Motors, Inc. Compicte 
parts and service facilities are now provided by the New Haven 
branch. Randall W. Richards, Jr., recently released from the 
Navy, is manager of the New Haven branch. 
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1945 Rail Net Income More Than 
Two Hundred Million Below 1944 


Decrease of 23.2 per cent in net railway operating 
income attributed to decrease in traffic resulting from 
cessation of hostilities, increase in expenses and in- 
crease in charges to operating expenses for amorti- 
zation of defense projects. Twenty-eight Class I 
railroads failed to earn interest and rentals in 1945 
















Class I railroads of the United States in the year ended 
December 31, 1945, had an estimated net income, after interest 
and rentals, of $453,000,000, according to reports filed by the 
carriers with the Bureau of Railway Economics of the Associa- 
tion of American Railroads. 

“For the year 1944, net income of those roads, after interest 
and rentals, was $667,200,000,” said the A. A. R. 

“Net railway operating income, before interest and rentals, 
of the Class I carriers in 1945 amounted to $849,779,893, com- 
pared with $1,106,384,412 in 1944. 

“The decrease in net railway operating income in 1945 
compared with 1944 was 23.2 per cent. This decrease resulted 
largely from a decrease in traffic due to the cessation of hos- 
tilities in both Europe and the Pacific; increased operating costs 
due to higher wages and increased costs of fuel, materials and 
supplies used in connection with railroad operation; and in- 
creased charges to operating expenses for accelerated amortiza- 
tion of defense projects.” 

The rate of return earned on property investment averaged 
3.05 per cent in 1945, compared with a rate of return of 4.00 
per cent in 1944, it said, adding: 




















Property investment is the value of road and equipment as shown 
by the books of the railways including materials, supplies, and cash. 
The earnings reported above as net railway operating income represent 
the amount left after the payment of operating expenses and taxes, 
but before interest, rentals, and other fixed charges are paid. 

This compilation as to earnings in 1945 is based on reports from all 
Class I railroads, representing a total of 221,868 miles. 

Total operating revenues in 1945 amounted to $8,902,349,173 com- 
pared with $9,436,789,512 in 1944, a decrease of 5.7 per cent. For the 
month of December alone, total operating revenues were $613,691,363, 
a decrease of $143,166,299, or 18.9 per cent under December, 1944. 
Operating expenses for the year 1945 amounted to $7,051,809,332 com- 
pared with $6,282,062,686 in 1944, an increase of 12.3 per cent. 

Twenty-eight Class I railroads failed to earn interest and rentals 
in 1945, of which twelve were in the Eastern District, five in the 
Southern Region, eleven in the Western District. 













Eastern District 


Class I railroads in the Eastern District in 1945 had an estimated 
net income after interest and rentals of $168,000,000, compared with 
$266,200,000 in 1944. 

Those same roads in 1945 had a net railway operating income. 
before interest and rentals, of $342,624,211 compared with $455,399,130 
in 1944, 

Operating revenues of the Class I railroads in the Eastern District 
in 1945 totaled $3,765,751,253, a decrease of 7.8 per cent compared with 
1944, while operating expenses totaled $3,165,505,029, an increase of 
93 per cent above 1944. 
















Southern Region 
Class I railroads in the Southern Region in 1945 had an estimated 














Revenue Freight Loading 


Revenue freight loading the week ended February 9 totaled 
713,240 cars, according to the Association of American Rail- 
roads. This was 9,895 cars or 1.4 per cent under the preceding 
week, 42,592 cars or 5.6 per cent under the corresponding week 
of 1945, and 79,941 cars or 10.1 per cent under the correspond- 
ing week of 1944. 
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net income, after interest and rentals, 
$97,200,000 in 1944. 

Those same roads in 1945 had a net railway operating income 
before interest and rentals of $115,160,981 compared with $163,226,359 
in 1944. ‘ 

Operating revenues of the Class I railroads in the Southern Region 
in 1945 totaled $1,229,534,611, a decrease of 7.8 per cent compared with 
1944, while operating expenses totaled $950,069,777, an increase of 
13.2 per cent above 1944. 


of $50,000,000 compared with 


Western District 


Class I railroads in the Western District in 1945 had an estimated 


net income, after interest and rentals, of $235,000,000 ‘compared with 
$303,800,000 in 1944. 


Those same roads in 1945 had a net railway operating income, 


before interest and rentals, of $391,994,701 compared with $487,- 
758,923 in 1944. 


Operating revenues of the Class I railroads in the Western District 
in 1945 totaled $3,907,063,309, a decrease of 2.8 per cent compared with 


1944, while operating expenses totaled $2,936,234,526, an increase of 
15.2 per cent above 1944. 


FREIGHT CAR REPORT 


U. S. Railroads reported a daily average surplus of 22,418 
freight cars and a daily average shortage of 9,488 freight cars 
for the week ended February 9, according to the car service 
division of the Association of American railroads. 

The surplus was made up as follows: Plain box, 516; auto 
box, 1,951; flat, 2,799; gondola, 13,705; hopper, 320; and mis- 
cellaneous, 3,127. 

The shortage was made up as follows: Plain box, 8,389; 
auto box, 118; gondola, 130; hopper, 670; and miscellaneous, 
181. 

U. S. railroads reported a daily average surplus of 21,020 
freight cars, and a daily average shortage of 9,631 freight cars 
for the week ended February 2, according to the car service 
division of the Association of American Railroads. 

The surplus was made up as follows: Plain box, 498; auto 
box, 1,992; flat, 2,158; gondola, 12,900; hopper, 299; and mis- 
cellaneous, 3,173. 

The shortage was made up as follows: Plain box, 8,411; 
auto box, 111; gondola, 88; hopper, 633; and miscellaneous, 388. 





I. C. C. PRACTITIONERS 


The following have been admitted to practice before the 
Commission: 


Milton R. Abrahams, Omaha, Neb.; William R. Althans, Detroit, 
Mich.; Harold A. Black, Los Angeles, Calif.; John C. Blandy, Glouces- 
ter City, N. J.; William Blum, Jr., Washington, D. C.; J. Hay Brown, 
Jr., Lancaster, Pa.; Cecil Edward Burney, Corpus Christi, Tex.; 
Clayton Jay Burrell, Klamath Falls, Ore.; Samuel O. Clark, Jr., Wash- 
ington, D. C.; John I. Finsness, Minneapolis, Minn.; Kelley Edward 
Griffith, Washington, D. C.; William Guy Hardwick, Dothan, Ala.; 
Arthur Garfield Higgs, Beaverton, Ore.; F. Carter Johnson, Jr., 
New Orleans, La.; Henry James Karison, Washington, D. C.; Alfred 
D. Kelly, Albany, N. Y.; Allen J. Krouse, Washington, D. C.; Alto V. 
Lee, III, Dothan, Ala.; Russell F. Lundy, Des Moines, Ia.; James 
Clarence Muse, III, Dallas, Tex.; Forrest V. Patch, Jackson, Mich.; 
Harry Evans Proctor, Washington, D. C.; Joseph Rogers, New York, 
N. Y.; Ashley Sellers, Washington, D. C.; William F. Shallenberger, 
Thompson Falls, Mont.; Lawrence S. Simon, New York, N. Y.; David 
I. Tabasky, Boston, Mass.; Van Holmgren Tanner, Boston, Mass.; 
Bruce T. Telfer, Detroit, Mich.; Reuel Walter Tucker, Batesville, 
Ark., and Arthur R. Wolfe, Kansas City, Mo. 





RAILROADS ON THE AIR 

“Railroads of the Future” will be described through a 
narrative, dramatization, interviews and discussion on the Na- 
tional Hour of the National Broadcasting Company on Sunday, 
February 24, 4 to 4:30 P. M., E. S. T., to be broadcast over 
most of the N. B. C. stations. The commentators will be Robert 
St. Johns and Robert McCormick. There will-be several speak- 
ers, including John J. Pelley, president of the Association of 
American Railroads. 


Revenue Freight Car Loading—Week Ended Saturday, Feb. 9 


Forest Mdse. 
Coke Products Ore L.C. L. Miscellaneous Total 
8,244 35,588 5,878 120,252 287,937 713,240 
14,714 38,904 10,757 96,774 363,546 755,832 
14,975 44,694 13,959 99,370 365,611 793,181 
7,507 36,366 5,986 118,641 293,221 723,135 
24.3 
44.0 8.5 45.4 20.8 5.6 
21.0 
44.9 20.4 57.9 21.2 10.1 
59,098 199,543 46,095 686,896 1,854,567 4,319,995 
85,263 232,328 65,560 574,732 2,196,479 4,499,043 
91,792 254,164 86,204 604,430 2,192,263 4,757,595 
19.5 
30.7 14,1 29.7 15.6 4.0 
13.6 
35.6 21.5 46.5 15.4 9.2 








Norwegian Lines Charge Far East Ship 
Conference Bars Their Membership 


Alleging that 14 ship line companies composing the Far 
East Conference have retused to admit it to conference mem- 
bership and that these companies, acting in concert with each 
other have conspired to obtain a monopoly of cargo trades be- 
tween the United States and Far East ports, Skibsaktieselskapet 
Igadi, A/S Besco, and Aktieselskapet Ivaran Rederi, ship op- 
erators, of Oslo, Norway, have filed a complaint with the Mari- 
time Commission in No. 649. 

The complainant companies said they were duly qualified 
for admission to conference membership; that no good reason 
existed for their exclusion therefrom; and that, on the contrary, 
sound public policy and the best interests of the commerce of 
the United States required their admission. 

“Notwithstanding complainants’ qualifications for member- 
ship in said Far East Conference, the respondents have failed 
for a wholly unreasonable time to act upon complainants’ ap- 
plication for membership and such failure to act is tantamount 
to a refusal to admit complainants to membership,” said the 
Norwegian companies. 

As a means of effecting the purposes of their alleged com- 
bination, conspiracy and attempt to monopolize, continued the 
Norwegian companies, the named conference members, among 
other things, had established and were maintaining a system 
of exacting exclusive patronage contracts from shippers of car- 
goes who had need to patronize any of their lines. The Nor- 
wegian companies further alleged that as a means of coercing 
shippers to enter into such exclusive patronage agreements 
with the conference members and thereby to obtain a monopoly 
of the carriage of cargoes in the Far East trade, the named 
conference members, acting in combination and concert with 
each other, had jointly established two sets of rates from United 
States ports. The reference was to “contract rates” to shippers 
who entered into joint exclusive patronage contracts with re- 
spondents, and “tariff rates” said to be far higher than the ex- 
clusive patronage “contract rates.” 

The Norwegian companies asked that the conference mem- 
bers be required to cease and desist from alleged violations of 
the shipping act, 1916, and the antitrust laws; that they be re- 
quired to admit the two Norwegian companies to membership; 
and, in the event it was determined that the Maritime Com- 
mission lacked jurisdiction to require such admission to mem- 
bership, that the conference be condemned as a monopoly and 
combination in restraint of trade and be cancelled. 

Conference members named in the complaint were: Amer- 
ican President Lines, Lt., Bank Line, Ltd., Barber Steamship 
Lines, Inc., China Mutual Steam Navigation Co., Ocean Steam 
Ship Co., Ltd., Nederlandsche Stoomvaart Maatachappij 
“Ocean” (Blue Funnel Lines), De La Rama Steamship Co., Inc., 
Ellerman & Bucknall Steamship Co., Ltd., Isthmian Steamship 
Co., Kerr Steamship Co., Inc., Lykes Bros. Steamship Co., Inc., 
North Negros Sugar Co., Inc., Prince Line, Ltd., and United 
States Lines Co. (American Pioneer Line). 


W. S. A. SUGAR TRANSPORT CHARTER FORM 

Acting Administrator Conway, of the War Shipping Admin- 
istration, has issued supplement 13 to general order No. 2 of the 
W. S. A., amending Supplement 5 of that order, prescribing a 
form of charter party for transportation of Cuban sugar, by 
withdrawing the form designated as “Warshipsugar (Rev.) 
8/1/43” and prescribing in lieu thereof a new form designated 
“Warshipsugar (2nd revision) 2/15/46,” effective with respect 
to contracts entered into on and after February 15. The new 
supplement, including the form prescribed, was published in the 
February 14 issue of the Federal Register and bore a notation 
that Supplements 9, 10, 11 and 12 to general order 2 would be 
issued at a late date. It provided that “appropriate special pro- 
visions may be made from time to time as circumstances re- 
quire,” but not without prior approval of the W. S. A. 


SHIP CONFERENCE AGREEMENTS 


The Maritime Commission has announced filing of a modi- 
fication of agreement No. 2744-15, amending the basic agree- 
ment of the Atlantic and Gulf West Coast of South America 
Conference by substituting “West Coast Line, Inc., and J. Lau- 
ritzen, (West Coast Line, Inc., as Agents)’ for ‘Wessel, Duval 
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& Co., Inc., and J. Lauritzen, Wessel, Duval & Co., Inc., as 
agents.” The commission said the West Coast Line, Inc., a 
subsidiary of Wessel, Duval & Co., had been formed to take 
over operations formerly conducted by Wessel, Duval & Co. 
under the trade name “West Coast Line.” 

The Maritime Commission has announced its approval! of 
ship conference agreement No. 7562 covering the establishment 
and maintenance of a joint cargo and passenger service in the 
trade between United States, North Atlantic, South Atlantic, 
Gulf and Pacific Coast ports and the port of Japan, Korea, 
Formosa, Siberia, Manchuria, China, Indochina, and the Philip- 
pine Islands, and connecting tributary and adjacent waters, 
under the trade name A. D. Moller, Maersk Line. Parties to 
the agreement are Dampskibsselskabet of 1912 A/S and //§ 
Dampskibsselskabet Svendborg. 


SHIP CONFERENCE ADMISSION FEE 

The Maritime Commission has assigned for hearing on 
February 25, in the assembly room of the Mills Tower Building, 
San Francisco, Calif., before Examiner Robert Furness, the 
investigation instituted by it in No. 648, Pacific Coast European 
Conference Agreement, with respect to a proposal of the Pa- 
cific Coast European Conference to increase its membership 
admission fee from $250 to $5,000 (see Traffic World, Feb. 9, 
p. a The Commission said a proposed report would be 
issued. 





SURPLUS MARINE PROPERTY DISPOSAL 


The newly created Division of Terminals and Real Estate 
will handle all matters with respect to the disposal of surplus 
shipyards and marine industrial real property, the Maritime 
Commission has announced. Howard Marsden has been ap- 
pointed director, says the commission, adding: 

“The Contracts settlement and Surplus Materials Division 
will continue to be responsible for inventory, records, and con- 
trol of surplus ships’ materials and the Director of Construc- 
tion will remain responsible for the care and preservation of 
—- The shipyard Disposal Committee has been aboli- 
shed.” 


BIDS FOR PASSENGER FREIGHTER 


The Maritime Commission has announced that sealed bids 
on the passenger freighter Samana, built in 1941 at Bahama 
Islands, will be opened February 27, in Washington, D. C. It 
says the Samana is a wood inter-island passenger freighter, 
approximately 96 feet x 17 feet x 9 feet, powered by one 424 
h.p. superior diesel with a net tonnage of 75 tons, and has 
a for six passengers and four bunks for officers 
and crew. 


' a. 


BIDS ON OVER-AGE TANKERS 

Invitations to bid are available on eleven over-age tankers 
to be sold for scrapping and salvage purposes, the Maritime 
Commission has announced. The tankers, with deadweight tons 
ranging from 2,730 to 13,630, are located at the James River 
Fleet off Fort Eustis, Va.; Mobile River Fleet, Mobile, Ala.; 
and Suisun Bay Fleet, San Francisco, Calif., says the commis- 
sion, adding that sealed bids will be opened March 4. 


CARGO TANKER BID OPENING 


The Maritime Commission has announced today that invita- 
tions to bid on fourteen twin screw and one single screw dry 
and liquid cargo tankers recently declared surplus by the 
armed services are now available. Bids on the tankers will be 
opened March 13, according to the Commission. 


TANKER “SEAMOBILE 1!” BIDS OPENING 
The Maritime Commission has announced that sealed bids 
will be opened February 27, in Washington, on the tanker 
“Seamobile I.” This vessel, it says, is quadruple screw pro- 
pelled by eight Gray marine diesel engines of 165 horsepower 
each, and was built by the U. S. Shipbuilding Corporation at 
Yonkers, N. Y., and delivered in September, 1943. 


M. C. BID OPENING POSTPONED 


Opening of bids for the construction of four 560-foot, 16- 
knot dry bulk cargo vessels of the design C5-S-AX1, scheduled 
for noon, February 11, as part of the postwar merchant marine 
program, had been postponed until March 11, at the same hour, 
the Maritime Commission announced. 


OVER-AGE CARGO VESSEL BIDS 


Sealed bids will be opened March 11, for the purchase of 
the Manasquan (Ex Aetna), a 2,920, deadweight ton, over-age 
cargo vessel located at the Coast Guard barracks, pier 9, Hast 
River, New York, N. Y., according to the Maritime Commission. 
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(District Court, S. D. New York.) The “fire statute is not 
a statute of limitation but of exoneration and relieves owner 
from liability unless libelants prove such fire was caused by the 
design or neglect of owner. 46 U.S. C. A. Sec. 182. _ 

Where libelants were apprised of nature of testimony two 
engineers on motor ship might be expected to give and could 
themselves have moved to take depositions of such witnesses, 
court would not draw any unfavorable inferences from failure 
of respondent to adduce their testimony. 

In libel for loss of cargo by fire, where libelants established 


that vessel was unseaworthy, they also had burden to establish 


that cause of fire was attributable to such unseaworthiness. 
46 U. S. C. A. Sec. 182. 

In libels for loss of cargo by fire, where there was testi- 
mony pointing to a possible cause of fire connected with own- 
ers neglect and testimony of equal weight pointing to a possible 
cause unconnected with any neglect and evidence was insuffi- 
cient to establish correctness of either theory, libelants had 
not discharged their burden under “fire’’ statute and a decree 
was required for owner. 46 U.S. C. A, Séc. 182. 

The “fire” statute exonerating owner from liability: for loss 
or damage to cargo by reason of fire unless fire is caused by 
design or neglect of owner must be strictly construed. 46 U. S. 
Cc. A. Sec. 182. 

In libels for loss of cargo by fire, where record disclosed 
that libelants had made cash deposits with respondent as 
security for general average contribution and right to contribu- 
tion was conceded, libelants were entitled to an accounting and 
to a refund of any amount in excess of. liability thus established 
if less than amount of cash deposit. 

Where respondent was under a duty to deliver libelants’ 
cargo at Manila but negligently carried it on to Ilo Ilo where 
it was destroyed by fire, respondent was not entitled to protec- 
tion under the “fire’’ statute, particularly where by reason of 
such overcarriage libelants would have had a cause of action 
for damage had there been no fire. 46 U. S. C. A. Sec. 182. 
(Hoskyn & Co. vs. Silver Line, 63 Fed. Supp. 452.) 


GRACE LINE CURACAO SCHEDULE 


Grace Line, as agent for War Shipping Administration, hes 
resumed commercial freight service from New York to Curacao, 
N. W. I., with the departure of the Cape May from New York, 
the week of February 11. Curacao has been omitted on Grace 
Line’s Caribbean routes since 1942. A five-day service to Cur- 
acao with weekly sailings from New York will be provided by 
the 14-knot C-1 type vessels assigned to the line by W. S. A. 


ALASKAN RIVER VESSEL OPERATION 

Delegate Bartlett, of Alaska, has introduced H. R. 5453, 
to authorize use of funds available for the operation of the 
Alaska Railroad for, among other things, maintenance and op- 
eration of river steamers and other boats on the Yukon River 
and its tributaries in Alaska. The bill provides, also, for use 
of Alaska Railroad money “for purchase of stores for resale, 
and for payment of claims for losses and damages arising from 
operations, including claims of employes of the railroad for loss 
and damage resulting from wreck or accident on said railroad, 
not due to negligence of the claimant, limited to clothing and 
other necessary personal effects used in connection with his 
duties and not exceeding $100 in value.” 

Hearings on a proposal for government operation of a 
steamship service between the United States and Alaska will 
be scheduled in the near future, according to information from 
the Maritime Commission. 

A spokesman said the commission had been asked by the 
Bureau of the Budget for an opinion on a proposal for the 
Interior Department’s Alaska Railroad Co. to operate a steam- 
ship line as contained in a bill sponsored by delegate Bartlett, 
of Alaska, pending in the house territories committee. Such a 
report had been submitted, said he. 

It would not be possible to set the hearing, said the spokes- 
man, until the Maritime Commission and the counsel for the 
Territory of Alaska were satisfied that certain factual material 
had been developed. 

The Maritime Commission was sympathetic to the eco- 







nomic needs of the people of Alaska, said the spokesman, adding 
however, that the commission’s first responsibility in matters of 
this character was to the maritime industry. He said he hoped 
the hearings would yield the facts on which a solution to the 
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problem could be based. 


TRADE WITH ITALY 


The Reconstruction Finance Corporation has announced 
that because of the resumption of private trade with Italy, 
American importers may, after February 15, place their orders 
directly with Italian suppliers and make all necessary arrange- 
ments for payment, transportation and delivery. In accordance 
with established policy to restore trade with private channels 
as soon as possible, U. S. commercial Company, an R.F.C. 
subsidiary, will discontinue the acceptance of orders from 
American importers for Italian export, it says. 

“U. S. Commercial Company will continue its organization 
in Rome, Italy, for several months in order to complete delivery 
of orders accepted prior to February 15, 1946,” the R.F.C. said. 

“During this period, the company will also furnish to 
American importers who may encounter difficulties in the early 
stages of the re-establishment of direct private trade, such 
assistance as it may be able to render.” 








MERCHANT MARINE TRAINING FOR “VETS” 


Honorably discharged veterans of the merchant marine and 
armed services up to the age of 24 years will be considered for 
appointment as cadet-midshipmen in the United States Mer- 
chant Marine Cadet Corps provided they meet the standard re- 
quirements for entrance, Commodore R. R. McNulty, USNR, 
Supervisor, Merchant Mariné Cadet Corps, has announced. The 
regulation age limit for non-veterans was from 16% to 21 
years, he said. He added that veterans also would be allowed 
an additional five points on the competitive scholasfic test lead- 
ing to four years of education and training in the Cadet Corps 
Academy and at sea preparing for careers as Merchant Marine 
officers. The next examination will be held April 3. 


U. P. AID TO DISABLED TRAVELERS 


Notices aimed to assist disabled service personnel and civil. 
ians are being posted in all main terminals, as part of a nation- 
wide plan to give such disabled persons a “break” at crowded 
railroad terminals, F. W. Robinson, senior vice-president of 
traffic, Union Pacific Railroad, has announced. The notices 
inform such disabled veterans and civilians as to where assist- 
ance may be obtained in aiding them to board trains. 


Canadian Traffic League Elects 
McCallum at Annual Meeting 


The thirtieth annual meeting of the Canadian Industrial 
Traffic League was held at the Prince Edward Hotel, Windsor, 
Ont., last week. 

Reports of standing and special committees were received 

and dealt with. Resolu- 
tions adopted concerning 
demurrage on cars over 
which. shippers or receiv- 
ers have no control; the 
desirability of uniform 
motor truck regulation 
throughout Canada, and a 
resolution of thanks and 
_appreciation to local com- 
mittees, Prince Edward 
Hotel, etc. 

W. J. McCallum, gener- 
al traffic manager, Do- 
minion Glass Company, 
Limited, Montreal, and 
S. W. Mayhew, Wm. Neil- 
son, Limited, Toronto, 
were unanimously elected 
president and vice-presi- 
dent, respectively. ° 

J. M. Graham, Welland 
Vale Manufacturing Com- 
pany, St. Catherines, 
chairman of the member- 
ship committee, won the 
annual membership tro- 
phy. 

As his first duty of of- 
fice, President McCallum presented to the retiring president, 
W. Ferguson, an oil painting in recognition of his services to 
the league in the past two years. 





W. J. McCallum 

















The Traffic Club of New York will 
hold its thirty-sixth annual dinner, Feb- 
ruary 21, at the Hotel Commodore. H. H. 
Meyer is chairman of the dinner com- 
mittee. The club will hold a golfers’ 
luncheon at the Hotel Biltmore, March 
5, and a St. Patrick’s dinner party on 
March 16, at the Hotel Park Lane. 





George Smith, of Dallas, divisional 
sales training director, Schenley Distill- 
ers Corporation, was guest speaker at 
the February 11 meeting of the Traffic 
Club of New Orleans, at the Hotel 
Roosevelt. The club will hold a carnival 
dance Mar. 2. 





The Traffic Club of Jacksonville held 
its regular meeting February 11, at the 
Seminole Hotel. The club will hold a 
stag barbeque at Rubin’s February 18. 





M. D. McCarl, new president of the 
Oakland, Cal., Traffic Club, was born at 

Salem, Ore. As 
a boy, he moved 
with his family 
to Portland, 
Ore., where he 
was educated in 
the public 
schools and at 
Portland Busi- 
ness College. 
After working 
for a year as of- 
fice manager for 
the Portland 
Publishing Com- 
pany, he joined 
the Commission 
of Public Docks 
in that city in 1912 as an accountant. 
After absence in the Army, in 1917 and 
1918, he returned to the Commission and, 
in 1922, was made its traffic manager. 
Five years later, in 1927, he resigned to 
accept the position of traffic manager 
for the Port of Oakland and, in 1936, 
was, promoted to be traffic manager and 
assistant port manager, which position 
he still holds. He has been active in 
traffic and port organization affairs, hav- 
ing served for many years as secretary 
of the California Association of Port Au- 
thorities, and, at various times, as sec- 
retary and chairman of the rate commit- 
tee of the Pacific Coast Association of 
Port Authorities and chairman of the 
rate committee of the California Associa- 
tion of Port Authorities. He has also 
been active in the Oakland Foreign 
Trade and Harbor Club and is at present 
first vice-president. 





M. D. McCarl 


Campaign managers for the two tick- 
ets in the annual election of the Birm- 
ingham Traffic & Transportation Club 
are conducting a spirited campaign for 
the suffrage of the membership. The 
election will be held February 18, at the 
Tutwiler Hotel. W. H. Bryan is man- 
ager of the Pendergrass ticket, and John 
K. Travis is guiding the Charlie Bradley 
ticket. 

Major General Carl R. Gray, Jr., ex- 
ecutive vice-president of the Omaha 
Railway, spoke on “Railroading in 18 
Countries,” at the February 14 luncheon 





of the Traffic Club of Minneapolis. Gen. 
Gray was presented a special recognition 


award by the Minnesota Safety Council © 


for his contribution to the state’s safety 
program. The club held a Valentine 
dinner dance February 14, at the Golden 
Valley golf club. I. H. Buckle, freight 
claim agent of the Minneapolis & St. 
Louis Railway Co., will speak on “Claim 
Prevention” at the February 19 meeting 
of the club. 





Lt. Commander J. Malcolm Bridges, 
of the Navy, recently returned will 
speak on “Our Pacific Problems” at the 
February 18 meeting of the Richmond, 
Va., Traffic Club, at the Hotel John 
Marshall. 





N. C. Chavre, M. E., of Calcutta, will 
speak on “India and Her Place in the 
Family of Nations,’ at the annual din- 
ner of the Ky-o-Va Traffic Club, March 
7, at the Hotel Prichard, Huntington, 
W. Va. C. W. Strickling, of Huntington, 
will be toastmaster. 





Lt. Frank Kopf of the Navy related 
some of his war-time experiences at the 
February 14 meeting of the Brooklyn 
Traffic Club, at the Hotel Granada. 





Samual Harden Stille, author and 
humorist, will speak on “Our American 
Heritage,” at the February 21 meeting 
of the Grand Rapids, Mich., Transpor- 
tation Club, at the Park Congregational 
Church. 





Dr. John R. Lechner, executive direc- 
tor of the Americanism Educational 
League, spoke on the subject, “Is Amer- 
ica Going Red?” at the February 11 
meeting of the Los Angeles Transporta- 
tion Club, at the Biltmore Hotel. J. F. 
Parkinson, Jr., district freight agent, 
Pope & Talbot, Inc., was chairman of 
the day. 





The Traffic Club of Memphis will hold 
a George Washington dinner dance, Feb- 
ruary 23, at the Hotel Gayoso. Arrange- 
ments for the affair were handled by 
Robbie Robinson of the house commit- 
tee and Eddie Lambert of the entertain- 
ment committee. 





The New Britain, Conn., Traffic Asso- 
ciation will hold its annual ladies night 
dinner dance, March 16, at the Indian 
Hill Country Club. W. L. Bell, traffic 
manager of North & Judd Manufactur- 
ing Co., is chariman of the committee ‘in 
charge. 





The Traffic Club of Kalamazoo will 
shortly hold a special dinner with a 
program honoring those of its members 
who have seen service in the armed 
forces or who are still so engaged. 





The Milwaukee Traffic Club will hold 
its annual George Washington Birthday 
dinner dance and card party, February 
23, at the Elks Club. E. W. Dallman 
is chairman of the entertainment com- 
mittee. 





The Junior Traffic Club of Chicago 
will present a mock Interstate Com- 
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merce Commission hearing as a feature 
of the club’s forum, February 21, at the 
Palmer House. E. W. Heimert, secre- 
tary of the law committee of the Cen- 
tral Freight Association, will act as at- 
torney for the shippers. He has filed a 
complaint alleging the unreasonableness 
of the rates on automobiles from Chi- 
cago to Ohio destinations. The carriers 
will be defended by a group from the 
commerce department of the College of 
Advanced Traffic. Leo P. Day, assistant 
general solicitor of the New York Cen- 
tral System, will act as examiner. 





The Traffic and Transportation Club 
of Philadelphia will hold its regular 
meeting February 26 at the Hotel Ben- 
jamin Franklin. 





E. P. Leininger, new president of the 
Transportation Club of St. Paul, may 
be said to exem- 
plify in his per- 
son the value of 
an industrial 
traffic depart- 
ment to indus- 
try. He began 
work with the 
Western Supply 
Company, St. 
Paul. After 
eight years with 
that company, 
he persuaded its 
executives of the 
need for a traffic 
department and 

E. P. Leininger was commis- 
sioned to organ- 
ize one, with himself as traffic manager. 
Later he was made superintendent. In 
1921, after the Western Company had 
been purchased by the Cochran-Sargent 
Company, which also had no traffic de- 
partment, he became traffic manager 
and organized such a department for 
the parent company. Ten years later 
the Cochran-Sargent Company was ab- 
sorbed by the American Radiator and 
Standard Sanitary Corporation, and Mr. 
Leininger was made traffic manager for 
the St. Paul Branch of that corporation, 
which position he now holds. 








Bernard J. McSweeney, general freight 
agent of the Central Railroad of New 
Jersey, was recently elected president 
of the Long Island Traffic Club. Other 
officers elected were: Vice-president, 
George Schifferdecker, assistant traffic 
manager, Western Electric Co.; secre- 
tary and treasurer, William Strohsal, 
Minneapolis & St. Louis Railroad Co.; 
chairman of executive committee, R. C. 
Brugeon, traffic manager of the St. Re- 
gis Paper Co.; and chairman of the 
board, John J, Connell, Lehigh Valley 
Railroad Co. 

Bror Unge, head of the foreign trade 
department of the City Bank & Trust 
Co., spoke on his recent trip to Latin 
America, at the February 13 meeting of 
the Junior Traffic Club of Kansas City, 
Mo. 

R. W. Bennington, manager of the rate 
division, general traffic department, U. 
S. Rubber Co., New York, will talk on 
“Responsibilities of a Modern Traffic 
Manager,” at the February 19 meeting 
of the Women’s Traffic Club of Phila- 
delphia, at the Henri Restaurant. 





The Central High School boys’ de- 
bate squad will debate the question, 
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Here’s a gasoline hauling job Willet does | 
with KR-11 Internationals from refineries | 
in East Chicago, Indiana, to bulk plants © 
in Chicago and Northern Illinois. | 
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K-8 International with 22-foot semi- 
trailer that hauls general freight from 
the Pennsylvania Depot in Chicago to 
East Chicago and Indiana Harbor, Indi- 
ana. On the return run this truck hauls 
steel castings from foundries for delivery 
in Chicago. 


Steel deliveries from steel-service plant to 
users is another contract hauling job Willett 
does. Deliveries must be made quickly, 
with the trucks usually carrying a variety of 
orders and operating in city traffic. The 
truck in the picture is a K-8 International. 


International-powered trains like this one 
are operated by Willett to haul milk 
from county collection depots to Chicago 
plants for pasteurizing. Three such trains, 
all International-powered, are operated. 


INTERNATIONAL 


a in dry freight from a din- 
ing-room chair to a ten-ton cannon; 
everything in bulk liquids including milk, 
salad oil, tar and gasoline! That’s the 
transportation job the Willett Company 
does with more than 1,000 pieces of equip- 
ment and 915 employes. 

A book would be required to describe 
the operation. Howard Willett, Jr., Vice 
President, says his company is a depart- 
ment store of trucking. Three features are 
outstanding. 1.’The astonishing number of 
different products hauled and the many 
varieties of transportation service fur- 
nished. 2. The flexibility of the operation. 
3. The dispatching system that keeps the 
management's fingers on every truck all 
the time. 

Here are a few examples of Willett trans- 
port: Freight from depots to consignees 
and other depots; steel from warehouses to 
customers; food from commissaries to 
restaurants; soap from factory to retailers; 
flour from mill to bakeries; hardware from 
wholesaler to retailer; crippled children 
from homes to schools. The list could be 
carried on and on. 

In Chicago, Willett handles pick-ups and 
deliveries from about 10,000 customers a 
day. Willett hauls about 18 per cent of the 
gasoline and other petroleum products 
used in the state. And Willett operates a 
truck-leasing business through a wholly 
owned subsidiary. 

For its heavy-duty jobs, Willett uses 
International Trucks predominantly. This 
use is based on the same performance that 
has earned for Internationals their out- 
standing record in the heavy-duty field— 
a record of more heavy-duty International 
Trucks purchased for civilian use in the 
last fourteen years than any other make. 


INTERNATIONAL HARVESTER COMPANY 
180 North Michigan Avenue Chicago 1, Illinois 
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“Should We Have Compulsory Military 
Training at Age 18?” at the February 
21 meeting of the Oklahoma City Trans- 
portation Club, at the Biltmoré Hotel. 


The Camden Traffic Club will hold its 
regular meeting February 18 at the Ho- 
tel Walt Whitman. 








S. B. Kellogg, of United Air Lines, 
presented two moving pictures at the air 
lines night meeting of the Transporta- 
tion Club of Salt Lake City, February 15, 
at the Hotel Utah. Fielding K. Smith 
was master of ceremonies. 





J. F. Blair, of the Burlington Lines at 
Chicago, was guest speaker at the Feb- 
ruary 11 meeting of the Transportation 
Club of Dallas, at the Adolphus Hotel. 
R. T. Behannon was chairman of the 
program committee for the day. 





Members of the board of directors of 
the Associated Traffic Clubs of America 
are voting by mail on admission to the 
association- of the Traffic Club of Wash- 
ington, D. C., which has filed a formal 
application for membership. Rowland E. 
— is president of the Washington 
club. 





The Charlotte Traffic and Transporta- 
tion Club will hold an oyster roast and 
fish fry on February 26, at McEwen’s 
Establishment. The affair had been post- 
poned because of inclement weather. 





Dr. Charles A. Lee, of Washington 
University, will speak on “Education and 
Peace” at the February 18 meeting of 
the Traffic Club of St. Louis at the Hotel 
Jefferson. 





Robert J. Bayer, editor, the Traffic 
World, will speak on ‘‘The Value of Traf- 





SOUS TEN REDO ER vues 5 ENERO 





Lawrence A. Pomeroy, Jr. has been 
appointed traffic manager of National 
Malleable & Steel Castings Co., to suc- 
ceed Carl L. Stripp, who has retired, 
because of ill health, after 26 years serv- 
ice with company. Mr. Stripp has served 
as president of the Cleveland Traffic 
Club, on committees of the Cleveland 
Chamber of Commerce and Ohio Cham- 
ber of Commerce, and is vice-president 
of the Great Lakes Regional Advisory 
Board. During the war he was chairman 
of the Cleveland District Advisory Com- 
mittee of the Office of Defense Trans- 
portation. 

* * * 

Erwin A. Gorges has been appointed 
assistant general traffic manager of 
American Home Products Corporation, 
with headquarters at New York City. 

* * * 


A. V. Marxen has been appointed as- 


sistant general agent passenger depart- ~ 


ment, with headquarters in Chicago, of 
the Milwaukee Road. 
* * * 

The Fort Dodge, Des Moines & South- 
ern Railway Co. announces the following 
changes in personnel: Walter R. Dyer, 
president and general counsel, replacing 
C. H. Crooks, deceased; C. M. Kelly, 
vice-president and general manager; F. 





fic Management to Industry,” at a din- 
ner meeting of the newly organized Ra- 
cine-Kenosha Woman’s Traffic Associa- 
tion at the Hotel Racine, Racine, Wis., 
February 18. Hallie Rosienski, Webber 
Cartage Line, Inc., president of the as- 
sociation, will preside. 


The Buffalo Traffic Club, together with 
several other organizations, is sponsor- 
ing a perfect shipping conference, to be 
held March 14, at the Hotel Statler, Buf- 
falo, N. Y. Speakers include C. H. Diet- 
rich, of the freight claim division, As- 
sociation of American Railroads, and Ted 
V. Rodgers, president of American 
Trucking Associations, Inc. At the Feb- 
ruary 19 meeting of the club, at the 
Hotel Worth, John Schultz, of the Erie 
Railroad, Elmira, N. Y., will speak on 
“Transportation’s Beginning.” 








Tom Bugan, head of the utility section 
of the Illinois Department of Revenue, 
will speak on “How the Traffic Manager 
Protects His Company,” at the February 
21 industrial night meeting of the Clear- 
ing-Cicero Traffic Conference, Chicago. 





John S. Burchmore, counsel for the 
National Industrial Traffic League, will 
speak on “Traffic Management, What It 
Is,” at the February 21 general meeting 
of the Indianapolis Traffic Club, at the 
Columbia Club. An invitation to attend 
the meeting has been extended to the 
management of approximately 300 In- 
dianapolis concerns not presently repre- 
sented in the club. 





D. L. Southerland, president of the 
Middle Atlantic Transportation Co. will 
speak on “Motor Carrier Problems,” at 
the February 18 meeting of the Bridge- 
port, Conn., Traffic Association, in the 
Stratfield Hotel. 


Snes 


L. W. 


H. Bostwick, ’ 
Kelly, chief train dispatcher, all with 
headquarters in Boone, Ia. 

* 


superintendent; 


Gordon E. Riley, traffic manager of 
the RCA Victor Division, Camden, N. J., 
has been appointed chairman of the 
Radio Manufacturers’ Association traffic 
committee, succeeding O. J. Davies. 


Robert Huersch has been-appointed as- 
sistant to the western freight traffic man- 
ager of the Rock Island Lines, with head- 
quarters at Los Angeles. Mr. Huersch 
was formerly the Los Angeles general 
agent of the Toledo, Peoria & Western 
Railroad. B. C. Simpson has been ap- 
pointed freight traffic representative at 
San Francisco for the Rock Island. Mr. 
Simpson was formerly general agent for 
the T. P. & W. 


* * * 


After 25 years as traffic manager of 
Barker Brothers, Los Angeles, Glenn D. 
Harman has severed his connections with 
that company and has joined the Kleimer 
Van & Storage Co., Hollywood, as busi- 
ness manager. 

* * * 

Carl B. Hall, Jr., has been appointed 
district freight and passenger agent at 
Lexington, Ky., for the Southern Rail- 
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way System, succeeding W. R. Clinkin- 


beard, deceased. 
* * 









February 








C. H. Jens has been appointed gen- 
eral agent at Milwaukee for the Pere 
Marquette Railway Co. 

ok * * 


A. D. Thorp has returned from the 
armed services to resume his duties as 
traveling freight agent at Green Bay, 
Wis., for the Amn Arbor Railroad Co. 


W. N. Deramus, III, has been ap- 
pointed assistant to the general manager 
of the Kansas City.Southern Lines, at 
Kansas City, Mo. 

* * 

Ferdinand Davis has been appointed 
passenger and freight traffic agent at 
Pomona, Calif., for the Union Pacific 
Railroad Co. 

* * * 

J. H. Jackson, formerly traffic repre- 
sentative of the Wheeling & Lake Erie 
Railway Co., has returned from military 
duty, and has been appointed general 
agent at Chicago. 

* 

E. S. Smith has been appointed gen- 
eral agent at Washington, D. C., for the 
Atlantic Coast Line Railroad Co. J. P. 
Taylor, Jr., has been appointed freight 
service agent at Fayetteville, N.C. 

* * 


A. A. Reinhardt, recently released 
from military service, has resumed his 
position as commercial agent of the Erie 
Railroad Co., at New Orleans. K. 0. 
Hemming has been appointed commer- 
cial agent at Chicago. H. W. Jones has 
been appointed commercial agent at 
New York City; E. W. Maxwell, com- 
mercial agent at New York City; and 
A. S. Williams, commercial agent, New 
York City. 

* * * 

L. A. Jones has been appointed dis- 
trict freight agent at Palmetto, Fla., for 
the Seaboard Air Line Railway. He suc- 
ceeds J. E. Best, who, at his own request, 
because of the state of his health, has 
been appointed freight traffic represen- 
tative at Palmetto. 

* * * 


Frederick H. Kohlenberger, president 
of the Kay Moving Service, Inc., New 
York City, has been elected president 
of the Bronz Warehousemen’s Associa- 
tion. Mr. Kohlenberger was also re- 
cently re-elected chairman of the board 
of the Washington Heights Federal Sav- 
ings & Loan Association. 

* * * 


A half-century of leadership in the 
American Express Co. was celebrated 
February 4 by Frederick P. Small, chair- 
man of the executive committee of the 
company’s board of directors, at a re- 
ception given him by officers and board 
members at the New York City office. 

* * * 

W. C. Rutherford, superintendent of 
the Indiana division of the Railway Ex- 
press Agency, at Indianapolis, has _ re- 
tired after 48 years of service. .He has 
been succeeded by C. W. Blacklidge, 
formerly superintendent of organizat‘on 
at Chicago. James H. Dunlap, formerly 
superintendent of the Cincinnati division, 
has been appointed superintendent of 
organization, Chicago. 

* * * 

R. G. Blair, district sales manager of 
the Chicago office of Chicago & Southern 
Air Lines, has been transferred to the 
general offices at Memphis, and assigned 
to special research and study of pas- 
senger handling procedures for the in- 
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WANT TO DO YOUR EMPLOYEES AND 
STAFF MEMBERS A FAVOR? 


The College of Advanced Traffic, Chicago, 
* Illinois—the Educational Division of the 
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auguration of Douglas DC-4 fifty-pas- 
senger plane service to be started May 
1. Negley F. England succeeds Mr. Biair 
as district sales manager at Chicago. 
P. W. Parker, Jr., has been named dis- 
trict sales manager in charge of the 
Houston office, replacing R. W. Edwards, 
who resigned to become sales manager 
of Aviation Enterprises, Inc., distributors 
of Ercoupe in Houston. George J. Grif- 
fin has been named city sales manager 
for C. & S. at Shreveport. Francis J. 
King has been appointed sales repre- 
sentative at New Orleans. James H. 
Giles has been transferred to Houston as 
sales representative. Other appoint- 
ments include: Robert J. Stauffer, sales 
representative, Detroit; Allen D. Porter, 
sales representative, Chicago; Lancelot 
L. Minor, city sales manager, Little 
Rock; John J. Heath, city sales manager, 
Toledo; and J. Donald Lawson, assistant 
to E. A. J. Fay, cargo traffic manager, 
succeeding W. Cc. Burks, resigned. 
* 


Claude P. Wilson has been appointed 
eastern sales manager of Pacific Inter- 
mountain Express Co., with headquarters 
in Kansas City. Mr. Wilson was for- 
merly a vice-president of the Knaus 
Truck Lines, Kansas City. 


Bonham M. Fox, district traffic mana- 
ger for American Airlines System in 
Chicago for three and one-half years, 
has been transferred to Cincinnati where 
he will become sales manager. John C. 
Ewing has returned from the Navy to 
the system at Chicago, as assistant cen- 
tral regional manager of reservations 
and ticket offices. Robert B. Bell, former 
lieutenant colonel in the Marine Corps, 
has rejoined the company as chief traffic 
dispatcher. 

* * * 

Lieutenant-Commander Joseph W. 
Scheuch, of the Navy, senior Grace Line 
purser, recently joined the operating 
staff of Grace Line, Inc., after three 
years of service in the Navy. 


Six civilian employes of the War De- 
partment, attached to the freight traf- 
fic branch of the Chicago ordnance dis- 
trict, have been awarded certificates of 
commendation for outstanding perform- 
ance of duties in shipping critical war 
material during the past four years. The 
six are Edward J. Kukulsky, George Al- 
tier, Allan Davis, David Lasky, Mrs. La- 
verne McKibben, and Rexford Keyes. 
The certificates were awarded by Lieut. 
Gen. C. H. Campbell, chief of ordnance. 


John S. Worley, professor of transpor- 
tation and engineering at the University 
of Michigan, has been engaged by the 
corps of engineers, U. S. Army, as con- 
sulting engineer in connection with the 
Ohio River watershed flood control proj- 
ect. Professor Worley will advise with 
the corps on the economic effects of the 
removal and re-routing of railroads from 
areas subject to submersion in connec- 
tion with the flood control. 

International Harvester Co. has an- 
nounced the following changes in 
branches and in branch management per- 
sonnel: Separate motor truck branches 
have been established at San Antonio 
and Houston, Tex. They will handle 
motor truck sales, parts and service ex- 
clusively. T. R. Moulder, formerly as- 
sistant manager in charge of motor 
trucks, has been named manager of the 
San Antonio branch. C. T. Helin has 
been similarly advanced from assistant 
manager in charge of motor trucks to 


manager of the new motor truck branch 
at Houston. E. M. Moore, former re- 
tail motor truck manager, has been ap- 
pointed assistant manager of the Hous- 
ton branch. M. J. Gowan has been made 
manager of the Richmond, Va., motor 
truck branch. L. C. Carroll replaces 
Mr. Gowan as assistant manager at Cin- 
cinnati. C. V. Ellis, who has been assist- 
ant manager of the Topeka branch, has 
been transferred to the Kansas City 
motor truck branch in the same capacity. 
* 


Curtis P. Whiteley has been appointed 
factory sales engineer of the Automatic 
Transportation Co., Chicago, material 
handling equipment manufacturers and 
a division of the Yale & Towne Manu 
facturing Co. 

* * * 

New branches for U. S. Tires have 
been opened for the Jacksonville, Fla., 
district, with William O’Sullivan as dis- 
trict manager; for the Cleveland district, 
with J. L. Updegraff as district manager; 
and for the Indianapolis district, with M. 
M. Littlejohn as district manager. E. J. 
Bassine, formerly district manager at 
Philadelphia, has been appointed district 
manager for the New York district, re- 
placing G. C. Gaillard, who has been as- 
signed to the general office. E. B. Ma- 
gowan, formerly assistant district man- 
ager at the Philadelphia branch, has 
been appointed district manager. J. C. 
O’Gorman has been appointed manager 
of the commercial merchandising depart- 
ment, and A. W. Fuller, manager of the 
farm tire department, at the general of- 
fices in New York. 

* * * 


N. Robert Elliot, of the C. A. Pyramid 
Motor Freight Corporation, will speak on 
“Demurrage, Detention and Terminal 
Tariffs,” at the March 4 meeting of the 
Philadelphia chapter of Delta Nu Alpha, 
at the Hotel Benjamin Franklin. 

cw * * * 


Charles P. Clark, of Columhkia Ter- 
minals, St. Louis, was re-elected head 
of the National Truck Leasing System, 
Inc., by the board of directors at the 
close of the first annual meeting of the 


group held late in January, at the Sher-: 


man Hotel, Chicago. Other officers 
elected include: Vice-president, John W. 
Black, Dixie Drive-It-Yourself, Inc., 
Birmingham; secretary, Ray A. Munder, 
Yellow Rental, Inc., Philadelphia; treas- 
urer, Howard Willett, Jr., Truck Leas- 
ing Corporation of America, Chicago. 
These men will serve on the executive 
committee with three others elected to 
membership on the committee: Fred P. 
Baker, Baker Truck Rental Co., Denver; 
J. C. Rennie, California Truck Rental 
Co., Los Angeles; and O. O. Ellis, truck 
Rental Co., Baltimore. 
oa * * 


A talk by Henrietta Schumm on “The 
Pioneer Goes Flying,” and a talk by G. 
D. Cederholm, manager, traffic and 
warehouses, E. R. Squibb & Son., Inc., 
on “Transportation of Penicillin,” will 
be given at the February 20 meeting of 
the Alumni Association of the Academy 
of Advanced Traffic, at the Assembly 
Hall of the Commerce & Industry Asso- 
ciation, New York City. A motion pic- 
ture, “Clippers at War,” will also be 
presented. 

* * * 

Pennsylvania-Central Airlines has an- 
nounced personnel promotions and 
changes as follows: V. K. Stephens, for- 
mer traffic manager in New York and 
Washington, to new position of district 
general manager in Pittsburgh, where 
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A. T. Wright, formerly of Chattanooga, 
is new station manager and W. L: War- 
lick, former station manager at Knox. 
ville, Tenn., assistant station manager; 
L. C. Wisenauer, former station mana- 
ger at Pittsburgh, to station manager at 
Knoxville; Robert L. Nye, formerly with 
the Bell Telephone Co., to position of 
supervisor of operations communications; 
W. J. Murphy, former city traffic mana- 
ger in New York, to district traffic man. 
ager at Newark, N. J., and Fred Vrnak, 
former assistant station manager at 
Cleveland, to station manager, w:th Fred 
Probst, formerly of Washington, D. C,, 
as assistant station manager, at Newark. 
* * ES 

The Alumni Association of the College 
of Advanced Traffic will hold a past 
presidents’ night meeting, February 19, 
at the Morrison Hotel, Chicago. A pre- 
meeting dinner will be held at the Tri- 
angle Restaurant. A special election will 
be held to choose a treasurer. 

* * * 

The Division of Off-Line Traffic Repre- 
sentatives, composed of members of the 
Traffic Club of Minneapolis, and repre- 
senting rail and water transportation not 
entering the Twin Cities, held its annual 
election February 4. W. D. Fernald, 
general agent, Denver & Rio Grande 
Western Railroad, was elected president. 
Other officers elected were: First vice- 
president, George H. Nourse, general 
agent, Chicago & Eastern Illinois Rail- 
road; second vice-president, John P. 
Mullen, general agent, freight depart- 
ment, Wabash Railroad Co.; and secre- 
tary-treasurer, Charles S. Poston, gen- 
eral agent, Missouri-Kansas-Texas Rail- 
road. 
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I. YOU ONCE 
use the weekly TRAFFIC BULLETIN 
you will never again want to be with- 
out it. You will find it is the easiest, 
quickest, and surest way to keep your 
tariff file up-to-date and to keep in- 
formed on rate changes in advance of 
their effective dates. 


The TRAFFIC BULLETIN lists every 
new tariff and supplement filed with 
the ICC; it keeps you advised of. short- 
notice changes, on both railroad and 
truck rates: on Fourth Section matters: 
investigation and suspension orders: 
and on embargoes. 


It will also furnish you with the 
Consolidated Classification Docket, the 
dockets of the various rail and motor 
territorial rate committees, and many 
of their hearing bulletins and disposi- 
tion notices. 


This weekly service is prompt, com- 
plete, and accurate—send for sample 
copy. 


THE TRAFFIC SERVICE CORP. 


418 South Market St., CHICAGO 7, ILL. 
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Delay—Liability of Carrier When 
Caused by Strike 


lowa.—Question: We have noted on 
page 194 of the January 19 issue of the 
Traffic World, under the above caption, 
your answer to the question of liability 
of the carrier during strikes. In this 
particular instance, the question orig- 
inated in Missouri and the questioner 
stated that the Uniform Straight Bill of 
Lading does not contain any provision 
pertaining to the liability of the carrier 
for damage to merchandise occurring 
while the strike was in progress. 

We have read with interest, your.an- 
swer to this question but did not find 
anywhere in your reply where you cor- 
rected the questioner insofar as the pro- 
vision of the bill of lading is concerned. 
Section 1, paragraph (b) of the Uniform 
Straight Bill of Lading does provide that 
the carrier or the party in possession of 
the merchandise is not liable for damage 
to merchandise. in their possession during 
strikes, except. in case of negligence, and 
the proof of freedom from such negli- 
gence is the burden of the carrier or 
party in possession. 

Will you kindly advise if the above 
contention is correct? We are very anx- 
ious to compile all information regard- 
ing strike liabilities as we are now 
emerging from a costly strike in our 
own operations. 

Answer: The provision of the bill of 
lading to which you refer reads as fol- 
lows: 


Except in case of negligence of the carrier 
or party in possession (and the burden to 
prove freedom from such negligence shall 
be on the carrier or party in possession), 
the carrier or party in possession shall not 
be liable for loss, damage, or delay occurring 
while the property is stopped and held in 
transit upon the request of the shipper, owner, 
or party entitled to make such request, or 
resulting from a defect or vice in the prop- 
erty, or for country damage to cotton or from 
riots or strikes. 


This provision of the bill of lading was 
the subject of consideration by the In- 
terstate Commerce Commission in Bills 
of Lading, 52 I. C. C. 671. On page 705 
of the report in that case, the Commis- 
sion said: 


From our study of the question we think 
that even in the absence of express stipula- 
tion the carrier’s liability, under the circum- 
stances contemplated, would be that of ware- 
houseman, only, while the property is stopped 
and held in transit upon request of the ship- 
per, owner, or party entitled to make such 
request. 

Although the matter is not brought in is- 
sue, we are not satisfied with the carrier’s 
claim of exemption, which is included in this 
clause, from loss, damage, or delay on ac- 
count of strikes or riots. We are of the 
opinion and find that this provision should 


be amended so as to provide that carriers 
shall not be liable for ‘‘delay’ caused by riots 
or strikes,’’ as thus modified we think that 
the condition proposed by the carriers would 
be in accord with the law and just and rea- 
sonable. 

We conclude, therefore, that the stipula- 
tion proposed by the carriers is in accord 
with the law and is just and reasonable. 
It is therefore approved. 


It seems apparent that the provisions 
relate to the liability of carriers for 


property while stopped and held in 
transit. 


Tariff Interpretation—Combination Rule 
Not Applicable to Factors Under Al- 
ternative Aggregate of Intermediates 
Rule 


Colorado.—Question: We have a spe- 
cific rate matter we would like to have 
you answer for us. 

It has to do. with the lower published 
rates on oak lumber originating at Ashe- 
ville, North Carolina, on the Southern 
R. R., destined to Denver, Colerado, on 
which we claim protection of the com- 
modity rate factors made over Kansas 
City of 47c to Kansas City and 36c be- 
yond and treated (reduced 6c per cwt.) 
under Combination Rules Tariff No. 228- 
U. S. No. 1. 

Carriers now concede the combination 
rate over Kansas City applies but decline 
to apply the combination rule shrink as 
they state that there are through maxi- 
mum Trans-continental rates in effect on 
lumber, per authority of W. T. L. Class 
Tariff 385 series and that inasmuch as 
these through Trans-continental rates ap- 
ply at Denver, Section 4, Supplement 14 
to Combination Rules Circular 228, pro- 
hibits the reduction of 6c per cwt. 

It is admitted that while Trans-con- 
tinental No. 1 and No. 4 series do apply 
as a maxima at Denver, by the employ- 
ment of the Ellerbeck, Utah and La 
Grande, Oregon rates as a maxima, these 
are what are known in this area as 
“overhead” rates and according to our 
opinion not point to point rates but 
merely protective rates in the event other 
tariffs or combination rates are higher, 
etc. 

Since both tariffs publishing commod- 
ity rates to and from Kansas City are 
subject to Combination Rules Tariff 228, 
the restriction in Supplement 14 to Jones’ 
228 does not restrict the deduction rule 
when both commodity rate factors are 
subject. 

We feel that the carriers position in 
declining the use of the deduction rule 
is inconsistent and arbitrary and not 
properly supported by tariffs, nor by de- 
cisions of the Commission bearing out 
their contention. 

If their interpretation holds good in 
our case it would have the effect of 


eliminating automatically the combina. 
tion rule in this territory for the reason 
that the Trans-continental Tariffs apply 
from all Eastern and Southeastern Ter. 
ritory as a maxima at Denver, and by 
their reasoning they have read out of al] 
lumber tariffs the combination rule 
which the Commission in the past has in. 
sisted they retain and which the car. 
riers have many times sought to elimi- 
nate and are now seeking to eliminate by 
tariff interpretation. 

Answer: If there are through class 
rates, subject to an alternative rate pro. 
vision, under which an aggregate of in. 
termediates commodity rates applies 
when lower, the factors thereof are not 
subject to the combination rule. See the 
reports in I. & S. 3877, Combination Rule 
on Lime and Plaster, 196 I. C. C. 504 
and I. & S. 3876, Combination Rule on 
Cement, 196 I. C. C. 483, decided con- 
currently. 

In California Dressed Beef Co. vs. At- 
chison, T. & S. F., 128 I. C. C. 607, cover. 
ing a similar situation, it was held that 
combination rates untreated by the com. 
bination rule were applicable. The Con. 
mission stated that. it is the alternative 
rule which specifies what rate shall ap- 
ply in place of the joint rate, and when 
that rule designates a lower aggregate 
of intermediates as displacing the joint 
rate it means the full aggregate of in- 
termediates and not the product of the 
intermediate rates treated by a rule 
which results in something less. 

The fact that a through class rate is 
subject to a maximum provision, under 
which the class rate to a given destina- 
tion must not exceed the rate specified 
in the maximum provision, does not, in 
our opinion, limit the application of the 
principle stated in the reports of the In- 
terstate Commerce Commission cited 
above. 


Notice of Claim—Filing of Claim with 
Delivering Carrier Is Notice to Pre- 
ceding Carriers 


New Jersey.—Question: Would you be 
kind enough to give me information on 
the following question, together w:th 
court citations, if any are known? 

A carload shipment was transported 
from New York City to Houston, Texas, 
via railroads A and B. Railroad A, of 
course, issued the bill of lading and de- 
livered the shipment to carrier B for the 
final portion of the line haul as well as 
the actual delivery. 


The shipment was damaged and dam- 
age claim was filed against B, the de 
livering carrier, which has declined pay- 
ment. It is now one year since the dam- 
age occurred and therefore too late to 
file an original claim against carrier A. 
However, I wish to know whether suit 
could be entered against carrier A on 
the strength of the damage claim which 
was filed against and declined by cal- 
rier B. 

The question arises because carrier B 
neither operates nor has an office in the 
state where the shipper is located, 
whereas carrier A does. 

Answer: Section 20 (11) of Part I of 
the Act provides that any common cal- 
rier delivering said property, so received 
and transported shall be liable to the 
lawful holder of the bill of lading or 1 
any party entitled to recover thereon for 
the full actual loss, damage. or injury 
to such property caused by it or by any 
such common carrier to which such prop- 
erty may be delivered or over whos 
line or lines such property may pas 
within the United States when tran 
ported on a through bill of lading. 
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Now! GetCopiesof Anything 


-in a Jiffy! 


Amazing New Unit copies 
LETTERS, BLUE PRINTS, SHOP 
ORDERS, INVOICES, RECEIPTS, 
PICTURES, RECORDS, REPORTS, 

CONTRACTS, (over 100 others) 


A PECO 
PHOTOEXACT 


Copies Anything! 


Also continuous cabinet 
models for prints of any 
length, up to 42” wide. 





| American Photocopy Equipment Co. 

| 2849 N. Clark St., Dept. JE26 
Chicago 14, Ill. 

1 Send me, without obligation, 
| your20-page, fully illustrated book 
| showing the “‘what’’ and ‘“‘how” 
| of Photocopying and the savings 
| it makes in time,money and labor. 
1 
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- Equipment.’’ Get 


..- Right in your own office! 

New, error-proof, low-cost 

method saves time, typing 
and checking! 


Get the copies you need—when 
you need them! APECO copies 
anything written, typed, 
printed, drawn or photo- 
graphed—even if on bothsides! 
With this handy unit, you can 
turn out accurate, permanent 
copies at l-a-minute speed— 
for less than the price of a phone 
call! No darkroom or technical 
knowledge needed. Anyone can 
operate APECO —“‘America’s 
Most Widely Used Photocopy 


full information, 
TODAY! Seaanrline 


YOUR COPY/NG 
: WITH 
Fholocorrine |, 


a ieee Rroiaieoa 
EE Tee ee rene 











LYON COVERS THE WEST COAST 


If the consignment is to any point in California, 
Oregon or Washington, specify Lyon. Offices in San 
Diego, Los Angeles, Fresno, Sacramento, San Fran- 
cisco, Portland, Tacoma, Seattle. Member of Ameri- 


can Warehousemen’s 
Association, National 
Furniture Warehouse- 
men’s Association and 
Allied Vans. 


MAIN OFFICES: 
LOS ANGELES, CALIF. 








37 years 
of service 
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Above map does not attempt to show all 
products available in the various states 


FG. more than 75 years, Union Pacific 
has served thirteen western states ... been 
a partner in their development. 


This vast fertile territory is more than the 
bread-basket of the nation. Due to its great 
wealth of industrial raw materials—ore, 
minerals, petroleum and lumber—it might 
also be called the nation’s treasure-chest. 
Rivers have been harnessed—providing irri- 
gation and power. And there is splendid rail 
transportation. 


These thirteen western states served by the 
railroad are ripe for postwar expansion. They 
have the materials, facilities and space. 





Union Pacific will continue to play its part 
in the future progress of this western terri- 
tory by providing unexcelled freight and 
passenger transportation over its Strategic 


Middle Route. 




















* Union Pacific will, upon request, gladly furnish 
industrial or mercantile ‘concerns with informa- 
tion regarding available sites having trackage 
facilities in the territory it serves. Address Union 
Pacific Railroad, Omaha, Nebraska. 


be Specific - 
say Union Pacific’ 
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6 Designs for a Windshield 
The people in the Engineering 
Research building at Lockheed, 
Factory B-1, Burbank, point out 
that the unique windshield de- 
sign on the Constellation didn’t 
just happen. Five experiments 
preceded it. 


Windshield No. 1 went into a 
completely faired nose. It looked 
good on paper, but when it was 
mocked up Lockheed found that 


vision for pilots was bad. 























































Type 2 was an attempt to put the 
crew “downstairs”. This turned 
out to be a failure because it 
would have been pretty uncom- 
fortable in a belly landing. This 
is the way it looked: 


Fay 


The engineers next tried two 
small bug-eyes, which were suc- 
cessful only in giving the crew 
claustrophobia. Discard No. 3: 


Oo” 


A wide, single bug-eye type was 
tried next, but was found diffi- 
cult for pressurization. 


Fifth was a conventional “Vee” 
windshield, but the fuselage was 
too big to allow for an effective 
design. 

The sixth windshield was adopt- 
ed. Besides being the lightest of 
all, its many small panels give 
excellent vision angle as well as 
convenient control and instru- 
ment arrangement. 


This kind of inspired persist- 

ence is going on all the time at 

Lockheed—the kind that makes 

good planes and good telling. 
L to L for Ll 


©1946, Lockheed Aircraft Corp., Burbank, Calif. 




















It seems apparent that under the above 
provisions of the Act, the liability of the 
carriers is joint and several. 

Under the decision in Oregon-Wash- 
ington R. & Navigation Co. vs. McGinn, 
42 S. Ct. 332, 258 U. S. 409, a claim can 
be filed with either the delivering or 
originating carrier. The filing with either 
carrier binds the other. 

See, also, Cohen vs. Texas & N. O. R. 
Co., 25 N. E. 2nd 562. 


Conversion—Delivery to Other Than 
Consignee Named in Bill of Lading 


Michigan.—Question: We would like 
your opinion and any references to de- 
cisions you may have on any like situa- 
tion as we will develop in the following 
paragraphs. 

We made a shipment to the Company 
at point A of several items on a COD 
basis. No deposit was made previous to 
the shipment, so the COD amount repre- 
sents the entire invoice value or whole- 
sale value. 

The shipment arrived at destination 
and was delivered to Y Company who is 
located at point B but who called at the 
freight house at point A for the ship- 
ment and paid the amount of the COD. 
This information developed after the 
rightful consignee began looking for his 
shipment to enable deliveries to his cus- 
tomers. 

Normally no one would be too un- 
happy but with restricted construction 
of items for sale we cannot very readily 
duplicate the shipment without upsetting 
our schedules, at least the consignee 
feels so, and he is faced with loss of 
sales and profits through what he terms 
negligence on the part of the carrier. 

What is his position in the matter of 
claim for loss of market and profit? 

The above is all on the assumpt.on that 
the X Company is actually located in 
point A and the agent at that point 
could properly send a notice of arrival 
which would reach the consignee. 

Would the situation be altered to any 
extent if, as is the case, the consignee is 
located at point C and the point at which 
the consignee was to be notified was not 
shown on the bill of lading. 


Answer: The duty of the carr-er is 
not merely to convey safely the goods in- 
trusted to it, but also to deliver them to 
the party designated by the terms of the 
shipment, or to his order, at the place of 
destination. This duty to deliver to the 
proper person is absolute. If the carrier 
delivers goods to a person not entitled 
to receive them it is liable to the person 
who is entitled to receive them for con- 
version,. rendering it immediately liable, 
regardless of a subsequent destruction of 
an act of God, and irrespective of its 
good faith in making delivery. No ques- 
tion of care arises, for in such case the 
carrier acts at its peril and is liable re- 
gardless of negligence. 

The goods, in the instant case, having 
been shipped by the consignor thereof to 
a given consignee, delivery by the car- 
rier to another party without authority 
from the consignor and consignee con- 
stituted conversion on the part of the 
carrier, making the carrier liable in dam- 
ages for the value thereof. See New York 
& O. R. S. Co. vs. McGovern Ele. & Exp. 
Co., 284 Fed. 513. 


However, the acceptance of payment 
from a person to whom a carrier has 
made a wrongful delivery constitutes a 


ratification of the wrongful delivery. 


Brown vs. Vandalia R. Co., 163 Ill. A. 
473. 
It constitutes a conversion to receive 
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property from one who has no right to 
part with or dispose of it, and therefore 
to use, sell, or exercise dominion over 
it, whether with' knowledge of the own. 
er’s rights with respect to such property, 
or in good faith without any notice what- 
ever of the rights of the owner. U. §., 
Naval Stores Co. vs. United States, 240 
U. S. 284, 36 S. Ct. 308; Ward vs. Carey, 
166 N. W. 952—a Michigan case; Spen- 
cer vs. Spencer Dowler Co., 100 S. E, 
651; Page vs. Clark, 165 N. Y. S. 1058: 
Clark vs. Whitteus, 171 Pac. 746. 

In the Naval Stores Company case the 
court said: 

Defendant cannot take a benefit from one 
who had no right to give it without at the 
same time assuming responsibility for that 
which he did. 


The carrier is liable in conversion, re- 
gardless of where the consignee is lo- 
cated and whether or not the point at 
which the consignee was to be notified 
was shown in the bill of lading. There 
can be no lawful delivery to other than 
the consignee specified by the shipper. 

There is no doubt of the carrier’s lia- 
bility, also that of the party receiving 
the shipment, to the consignee for the 
conversion of the shipment. 

Whether recovery can be had for the 
loss of sales, etc., is doubtful, as the 
measure of damages is the fair and rea- 
sonable value of the property, which will 
be presumed to be either what it is worth 
on the market, irrespcctive of the price 
paid for it, or the amount it was sub- 
sequently sold for, or what it was ac- 
tually worth if it had no market value, 
together with interest. 


Motor Carriers—Transportation of Prop- 
erty by Mercantile or Manufacturing 
Establishments 


New York.—Question: Is it lawful for 
any manufacturing concern, owning and 
operating a fleet of trucks to assess a 
charge for making either deliveries or 
pickups with other concerns with whom 
it does business ? 

Please bear in mind that it is under- 
stood that no charges may be assessed 
based on published tariff rates as they 
would not be classified as a common Ccar- 
rier. Any charge for such service would 
be based on actual cost of operation only. 

Answer: In its notice of December 5, 
1936, the Commission said: 

Numerous inquiries have been received re- 
garding the status under the Motor Carrier 
Act, 1936, of a mercantile or manufacturing 
establishment which engages in no transporta- 
tion of property excepting property which is 
sold or purchased by such mercantile estab- 
lishment and which is transported from or to 
its established place of business as an incl- 


dent to the conduct of such business, but | 


for compensation received either directly 
indirectly as an allowance in connection with 
the purchase price or otherwise. 


There has been no formal decision of the 
Commission relative to its jurisdiction ové! 
such transportation. Until such a formal de 
cision has been made, or until further notice, 
the Commission will not require compliance 
with the general provisions of the Motor Cal 
rier Act on the part of any mercantile 0! 
manufacturing establishment engaged in trans- 
portation as above described; however, they 
will, until such decision has been made, be 
subject to any regulations for private cat 
riers by motor vehicle which the Commis 
sion may hereafter prescribe under the a 
thority of Section 204 of the Motor Carrie! 
Act and which relate of qualifications ané 
maximum hours of service of employees and 
safety of operations or standard of equip 
ment. ' 


In its report in L. A. Woitishek Com 
mon Carrier Application, 42 M. C. © 


193, the Commission reviewed various 
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Freight moves faster on 


TIMKEN BEARIN 


The Timken Roller Bearing 
application has proved very 
successful under Union Pacific 
R. R. "Challenger" high-speed freight cars 
during the last 5'/2 years and now is being 
used under some of the new light-weight 
body box cars just built for Rock Island Lines. 


Yes, freight will move faster and faster as more and more Timken 
Roller Bearing cars go into service. The Timken Roller Bearing 
Company, Canton 6, Ohio. 
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MEMO TO MOTOR CARRIERS 
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@ Maps help traffic men select carriers and route 
freight. 


@ Our Map Department provides the most com- 
plete service obtainable in the Middle West. 


@ You can select just the map you need—standard 
black and white map of the U. S., regional or 
sectional map, or the map of a particular State— 
mark your routes on it, then have it reproduced 
for your use. 


@ Write for map circular to 


HORDER’S, INC. 


All Telephones FRAnklin 6760 
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phases of the subject. of private versus 
contract or common carrier transporta- 
tion. 


In its report in the above case the 
Commission said: 


After careful reconsideration of the entire 
subject, we are convinced that we should con- 
tinue as in the past to determine all issues 
of for-hire versus private carriage on the 
basis of the operator’s primary business. In 
so doing, we shall, of course, give appropriate 
consideration to the fact, when shown, that 
an operator receives compensation for trans- 
portation performed identifiable as such, but 
we do not think that such fact alone should 
be allowed to control our decisions. Neither 
does it follow that an operator having a 
bona fide business other than transportation 
may not also be a carrier for-hire it also ap- 
pears that any transportation which he per- 
forms is not primarily in furtherance of his 
non-carrier interest but rather is performed 
with a purpose to profit from the transporta- 
tion as such. In short, each case must be 


determined upon its own particular facts and 
neither the receipt of compensation for trans- 
portation identifiable as such, nor the existing 
of some non-carrier business to which the 
transportation may be incidental is alone con- 
clusive. 


The statement of the Commission in 
the above cited case, sets forth the prin- 
ciples which the Commission states it 
will follow in determining whether a 
party is engaged in manufacturing or 
merchandising and furnishing transpor- 
tation for compensation is a carr er for- 
hire or a private carrier; that is, whether 
the furnishing of the transportation for 
compensation regardless of the existence 
of some semblance of a trade enterprise 
as distinguished from some bona fide 
merchandising or manufacturing enter- 
prise to which the transportation per- 
formed is bona fide inc’dental, is the 
party’s real business. 
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February 18—Binghamton, N. Y.—U. S. Ct.— 
Examiner Hanrahan: 

MC 52360, Sub. 1—Crispell Brothers, Slater- 
ville Springs, N. Y., common carrier ap- 
plication. 

MC 106284—Nichols General Trucking, Bing- 
— N. Y., common carrier applica- 
tion. 

February 18—Birmingham, Ala.—Thomas Jef- 
ferson Hotel—Jt. Bd. 100: 

MC 66562, Sub. 696—Railway Express 
Agency, Inc., New York. N. Y., common 
carrier application. 

February 18—Boston, Mass.—New P. O. Bldg. 
—Examiner Myers: 

MC 71164, Sub. 1—Bennett & Taylor Co., 
— Mass., common carrier applica- 

on. 

MC 106087—New England Fleet Service, 
— Mass., common carrier appli- 
cation. 

February 18—Charlotte, N. C.—Charlotte Ho- 
tel—Examiner Card: 

MC 45656, Sub. 2—Anderson Truck Lines, 
Lenoir, N. C., common carrier application. 

MC 106212—J. P. Bridges Trucking Co.. 
Fallstown, N. C., common carrier appli- 


cation. 
February 18—Chicago, IIl.—Hotel Sherman— 
Examiner Freidson: 3 


MC 30837, Sub. 33—Kenosha Auto Trans- 
port Corp., Kenosha, Wis., common car- 
rier application. 

February 18—Chicago, IIl.—Hotel Sherman— 
Examiner Pettis: 

MC-F 2945—J. L. Tucker (trustee), 
trol, Mercury Motorways, Inc. 
February 18—Cincinnati, O.—Gibson Hotel— 

Examiner Bradford: 

MC 9726, Sub. 3—T. F. Dunlap, Cincinnati, 
O., contract carrier application. 

MC 100778, Sub. 3—G. Beougher, Piqua, O.. 
common carrier application. 

February 18—Dallas, Tex.—Baker Hotel—Ex- 
eminer Booth: 

MC 52511, Sub. 20—Hunsaker Motor Freight 
Lines, inc., Dallas, Tex., common carrier 
application. 

February 18—Denver, Colo.—State Comm.— 
Examiner Riegner: 

MC 28, Sub. 3—Trinidad Truck Line, Du- 

rango, Colo., contract carrier application. 
February 18—Grand Junction, Colo.—U. S. Ct. 
—Examiner Linn: 

MC 105904 and Sub. 1—Hilkey Bros., Meek- 
er, Colo.. certificate. 

February 18—Hartford, Conn.—U. S. Ct.— 
Examiner Dunn: 

MC 106244—A. Sagnella, New Haven, Conn., 
common carrier application. 

February 18—Jacksonville, Fia.—Mayflower 
Hotel—Examiner Yardley: 
MC 104887, Sub. 1—American Van & Stor- 
age, Inc., Miami, Fla., common carrier 
application. 

February 18—Kansas City, Mo.—Hotel Pick- 

wick—Examiner Burge: 


con- 


MC 21286—Inter-state Moving & Storage 
Co., Kansas City, Kans., broker appli- 
cation. 

MC 72576, Sub. 4—P. & W. Truck Lines, 
Albia, Ia., common carrier application. 
eae ig | 18—Lansing, Mich.—Olds Hotel— 

Jt. Bd. 76: 

MC 2661, Sub. 4—Indian Trails, Owosso, 

Mich., common carrier application. 


—— 18—Lansing, Mich.—Olds Hotel— 

. Ea. ia: 

MC 9685, Sub. 2—Emery Transportation 
Co., Riverside, Ill., contract carrier ap- 


plication. 
February 18—Los Angeles, Calif.—U. S. P. O. 
and Ct. House—Jt. Bd. 166: 
MC 105989—R. E. McComas, Los Angeles. 
Calif., common carrier Se. 
February 18—Mobile, Ala.—Carthon Hotel— 
Examiner Walsh: 
29433-—-Mobile Traffic Association vs. Ga. 
& Fla. R. R., et al. 
29433, Sub. 1—Fowler Appliance Co., et al., 
vs. A. G. S., et al. 
February 18—New York, N. Y.—641 Wash- 
ington St.—Examiner Kephart: 
Mc 105935—Ard Salvagers, Bloomfield, N. J., 
common carrier application. 
MC 106209—Press Bros., Inc., 
N. J., common carrier application. 
MC 66562, Sub. a as | Express Agen- 


Hackensack, 


cy. Ine., New York, N. , common car- 

rier application. 

February 18—Omaha, Nebr.—Hotel Fontanelle 
—Jt. Bd. 139: 


MC 29718, Sub. 12—H. A. Voecks, Madison, 
Nebr., contract carrier application. 
February 18—Omaha, Nebr.—Hotel Fontanelle 
—ZJt. Bd. 138: 
MC 29831, Sub. 3—Pulec Transport Co., 
Crete, Nebr., contract carrier ——. 
MC 50032, Sub. 4—L. Rudolff, Spalding, 
Nebr., contract carrier application. 
February 18—Omaha, Neb.—Hotel Fontanelle 
—Jt. Bd. 139 
MC 66096, Sub. 4—Massman Service, Cedar 
Rapids, Neb., contract carrier ae. 
February 18—Omaha, Neb.—Hotel Fontanelle 
—Jt. Bd. 138: 
MC 89213, Sub. 6—Ulrich Oil Co., West 
Point, Neb., common carrier application. 
MC 103317, Sub. 2—Swanson Petroleum Co., 
Inc., Omaha, Neb., common carrier ap- 
plication. 
ee Gh 18—Philadelphia, Pa.—U. S. Ct.— 
Jt. Bd. 42: 


MC 106235—H. Brown, Allentown, Pa., con- 
tract carrier application. 
February 18—Pittsburgh, Pa.—Roosevelt Ho- 
tel—Examiner Proudley: 
MC 3246, Sub. 7—Masterson Transfer Co., 
Warren, Pa., common carrier application. 
February 18—Portland, Ore.—Multnomah Ho- 
tel—Jt. Bd. 172: 
MC 66562, Sub. 706—Railway Express 
Agency, Inc., New York, N. Y., common 
carrier application. 
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February 18—St. Paul, Minn.—State Comm. 
—Jt. Bd. 147: 

MC 46102, Sub. 5—G. A. Smith & Son, Cot- 
tonwood, Minn., common carrier appli- 
cation. 

February 18—Scranton, Pa.—Fed. Bldg.—kx- 
aminer Albus: 

Finance 15121—Application of L. & W. y. 
for a certificate permitting abandonment 
of Dunmore and Over-The-Hill Branch 
Lines, in Lackawanna County, Pa. 

——— 18—Tulsa, Okla.—Mayo Hotel—Jt. 


d. 88: 

MC 22920, Sub. 11—Reliable Motor Freight 
Line, Tulsa, Okla., common carrier ap- 
plication. 

Sa Okla.—Mayo Hotel—Jt, 

MC 22920, Sub. 12—Reliable Motor Freight 

Line, Tulsa, Okla., common carrier ap- 


plication. nae 
February 19 — Albuquerque, N. M.— Hilton 
Hotel—Jt. Bd. 87: it 
MC 30605, Sub. 51—The Santa Fe Trail § 
Transportation Company, Wichita, Kan., 
common carrier application. 
February 19—Binghamton, N. Y.—U. S. Ct. 
—Examiner Hanrahan: 
MC 106225—B-Line Delivery, Oneonta, N. 
Y., common carrier application. 
February 19—Boston, Mass.—New P. O. Bldg. 
—Examiner Myers: 
MC 56363, Sub. 2—Wm. McDonald & Co., 
Boston, Mass., common carrier application. 
February 19—Charlotte, N. C.—Charlotte, Ho- 
tel—Examiner Card: Be 
MC 105913—Houser Transfer, Kings Moun-§ 
tain, N. C., common carrier application. 
February 19—Chicago, IIl.—Hotel Sherman— 
Examiner Friedson: oe 
MC 9685, Sub. 3—Emery Transportation 
Co., Riverside, Ill., contract carrier ap-# 


plication. 
O.—Gibson Hotel— 


February 19—Cincinnati, 

Examiner Bradford: 
MC 41002, Sub. 2—Victor Transit Corp., 
Hamilton, O., contract carrier application. 





























MC 41002, Sub. 3—Victor Transit Corp.. 
a. O., contract carrier applica- 
on. ea 
—-, 19—Denver, Colo.—State Comm.— 
Jt. Bd. 43: ] J 
MC 105648, Sub. 5—Stark & Todd, La Junta. f 
Colo., common carrier application. ' 


February 19—Denver, 
Jt. Bd. 214: 
MC 105649, Sub. 6—Stark & Todd, La Junta. & 
Colo., common carrier application. ' 
7 — Colo.—State Comm.— 
MC 105649, Sub. 7—Stark & Todd, La Junta. Boye 
Colo., common carrier application. j ¥ 
nn % 19—Grand Junction, Colo.—U. S. CG 
Jt. Bd. 126: 


MC_ 105799, Sub. i—San Miguel Stages,B y 
Montrose, Colo., certificate. 

MC 105828, Sub. 1—O. Dunlap, 
Colo., certificate. 

February 19—Hartford, Conn.—U. S. Ct.— 

Examiner Dunn: e 

MC 106145—Goodson’s Express, New Haven, 
Conn., common carrier application. 


February 18—Kansas City, Mo.—Hotel Pick-§ - 
wick—Examiner Burge: ma 
MC 52906, Sub. 8—C. Bowles, Jewell, Kan.,3 
common carrier application. Pe - 
MC 75037—Sub. 1—H. D. Thurlo, Bosworth — 
Mo., common carrier application. - - 
a —o Mich.—Olds Hotel—# > ; 


MC 73701, Sub. 25—B. Glupker, Grand 
ee. Mich., common carrier applicajj) 
on. 


February 19—Lebanon, N. H.—Municipal 
Bldg.—Jt. Bd. 20: 
MC 59221, Sub. 1—E. A. Johnson, Newport, 
N. H., common carrier application. 


February 19—Los Angeles, Calif.—Fed. Bldg. 
—Jt. Bd. 75: 

MC 38432, Sub. 1—Independent Crane Serv: 
ice, Los Angeles, Calif., common carrier®- 
application. 

February 19—Mobile, Ala.—Cawthon Hotel— 
Examiner Walsh: 
a ye ee Pulp and Paper Co. vs. A. G 


Colo.—State Comm.— 


Montrose, 








S. et al. 
February 19—Montgomery, Ala.—Fed. Bldg.— a 
Jt. Bd. 100: * 


MC 32783, Sub. 48—Southeastern Greyhound 
Lines, Lexington, Ky., common carrier 
application. 

MC 32783, Sub. 52—Southeastern Greyhound 
Lines, Lexington, Ky., certificate to ex 
tend operations. us 

February 19—Nashville, Tenn.—Andrew Jack: 
son Hotel—Jt. Bd. 238: 

MC 879, Sub. 5—Service Lines, Inc., Nash 

ville, Tenn., common carrier_application, 
February 19—Newark, N. J.—U. S. Chief 

Examiner Butler and Examiner Vandivel. BS 
* 1. & S. 5371—Commutation fares, New Yorke 

City and New Jersey points. 
February 19—New York, N. Y.—641 Wa 

ington St.—Examiner Hanback: 

MC 22591, Sub. 1—Red Star Vans, 
N. Y., common carrier application. 
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